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WASHINGTON, D. C. 
VALUATION OF RAILROADS 


Congress should provide sufficient appropriation for 
the Commission to complete the valuation of the rail- 
roads. Having appropriated approximately $25,000,000 
up to the present time for this work, Congress will be 
pursuing a short-sighted policy if it declines to furnish 
adequate funds for the completion of it, 

In his testimony before the House committee on appro- 
priations in support of an additional appropriation of 
$350,000 for the current year, Commissioner Lewis 
frankly stated that, “instead of saving money by pro- 
longation, we are wasting money.” 

Regardless of whether or not the valuation of the rail- 
toads should have been undertaken and of whether or 
not the result will be worth the cost, the work has 
teached the point where it can be completed within a 
comparatively short time if the money therefor is pro- 
vided by Congress, We agree with Commissioner Lewis 
that it will not be economy for Congress now to reduce 
the appropriations for this work. 





In the year when valuation of the railroads was begun, 
the Commission had thirty-one employes in the Bureau 
of Valuation and spent $10,372. The peak in expenditures 
Was reached in 1919 when $3,560,089 was spent and when 
the number of employes totaled 1,530. Since that time 
there has been a steady decline in the expenditures each 
year and in the number of employes. It is estimated 
there are approximately 244 employes in the Bureau of 
Valuation at this time, and the estimated expenses for 
the fiscal year ending June 30, 1924, amount to $1,250,000. 

Under the pressure for reduction in the cost of govern- 
ment all along the line, the appropriations requested by 
the Commission for its valuation work have been cut. 
Congress has provided $647,260 for the work in the com- 
ing fiscal year. Those in charge of the work say it can 
be completed if the necessary funds are provided. 
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TRANSPORTATION LEGISLATION 

The campaign for “hands off the transportation act,” 
begun months ago, when a concerted drive was started 
to create public opinion favorable to drastic changes in 
the act, has justified itself. It has been successful so far 
as the long session of the Sixty-eighth Congress is con- 
cerned, Congress having voted to adjourn at the end of 
this week. With that vote opportunity for repeal of 
section 15-A or for changes in the labor provisions of the 
act disappeared for the time. These questions, of course, 
will be again before the short session beginning next 
December, but the “hands off” campaign played an im- 
portant part in preventing dangerous tinkering with the 
principal features of the act at this time and gave the act 
at least six months further trial, assuming that Congress 
will not be called into extraordinary session by President 
Coolidge before next December, 

We find it difficult to believe that even the most active 
advocates of drastic changes in the act would have the 
outcome of the present session other than it is with re- 
spect to railroad legislation. The senators and repre- 
sentatives in Congress who characterized the act as “vi- 
cious” and attributed many of the nation’s ills, imaginary 
or real, to it, may now mount the stump and proclaim 
that what they proposed in the way of relief by repeal 
or amendment of the act was blocked by the “reaction- 
aries.” Had what they proposed been done by Congress 
and the relief they promised as a result thereof not been 
forthcoming—as it would not—they would be in much 
less favorable position from their viewpoint than they 
are now with the act unchanged and Congress in adjourn- 
ment. 

As a matter of fact, there has been little real demand 
for vital changes in the transportation act, particularly 
the rate-making part of the law, while, on the other hand, 
there has been a volume of protest against any changes in 
the act at this time, The campaign of education should 
continue. The public should be informed of the real 
issue at stake, which is adequate transportation for all 
the people of the United States under private ownership 
and operation, at just and reasonable rates to both the 
user and producer of transportation. 

The manner in which the railroad labor organizations 
brought forward their railway labor bill to abolish the 
Railroad Labor Board and set up their scheme for ad- 
justment and settlement of disputes indicated that the 
labor leaders themselves had little hope of getting the 
measure through at this session. This bill was introduced 
the latter part of February. Sufficient time was allowed 
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to pass to obtain discharge of the House committee on 
interstate and foreign commerce from consideration of 
the bill. We do not believe for a moment that those in 
charge of the matter seriously believed that the House 
would dispose of legislation of such magnitude in the 
manner proposed, The labor leaders, however, accom- 
plished a purpose. They obtained a “record” on mem- 
bers of the House, marking them down as for or against 
“labor” as they voted for or against the moves made to 
get the bill up for final action. So they, no doubt, are 
satisfied. 

Adjournment also deferred action on the Gooding long- 
and-short-haul bill. Between now and the December ses- 
sion, when the bill may come up in the House, there will 
be time in which to develop fully the reasons why this 
pill should not be enacted into law, The Robinson bill 
abolishing the surcharge on travel in Pullman cars also 
goes over until the December session. Leaving out of 
consideration the question of whether or not the sur- 
charge should be removed, this bill should not pass. It 
represents an attempt at political rate-making. Adequate 
transportation cannot be developed under such a system. 
The same is true of the Smith-Hoch rate resolution, 
which, however, still has a chance of passing. 

It is gratifying that the one bit of railroad legislation 
proposed that was recognized by every one as proper— 
the bill extending the time for filing overcharge claims 
to take care of the so-called Wolf case situation—was 
passed by both the House and the Senate, There was no 
reason why it should not have been passed, for that mat- 
ter, but it was feared that Congress might take little 
note of it or, in noting it, might enact harmful legislation 
in connection with it. Now and then there are good as 
well as bad results from the hurry attendant on the end 
of a session of Congress. 


WHERE THE FARMER FALLS 

Probably few real “dirt farmers” read The Traffic 
World. It might be good for the country were a million 
or so to read it carefully for about a year. They would 
probably find more facts in it bearing on their sociologi- 
cal questions than they find in the farm journals. Had 
farmers in the last five or six years been readers of this 
magazine they would have found that they were paying 
men, women and children an average of nearly $150 a 
month to haul their produce to market, while paying 
their own sons and daughters practically nothing for the 
work they had been doing to grow crops. In other words, 
they have been sending men to Washington to make 
laws for them under which organizations of railroad 
laborers have been exacting pay averaging nearly, if not 
quite $150 a month, chiefly by means of unions, which 
have been and are more intolerant than any trust ever 
organized by any refiners of oil, makers of agricultural 
implements, binding twine, or iron and steel. They would 
have found that they were sending men to Congress to 
fnact laws under which the common laborers in union 
coal mines are now rated-as being worth $7.50 a day, 
and common laborers in non-union coal mines from $4.50 
to $5 a day. 
It is trite to say that the railroad man and the miner 
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are working for the farmer, as well as for other fellow 
citizens. But are they working under the same laws as 
citizens other than farmers? They are not. Organiza- 
tions of laborers and farmers are exempted, to a certain 
extent, from the operation of the anti-trust laws. All 
others are subject to them. Farmers work in a “free” 
or competitive market. Railroad men and miners, not to 
mention brick-layers, plumbers and others, do not. They 
have organizations. They bargain collectively, which is 
not wrong. Farmers have a right to bargain collectively, 
but they do not, probably because the farmers in other 
parts of the world prefer a “free” as distinguished from a 
controlled market. Labor unions do more than bargain 
collectively. When their demands are not met, their 
members or sympathizers cut the air hose on 3,500 Louis- 
ville & Nashville coal cars and abandon trains in which 
men, women and children are riding, out in the desert, 
leaving the helpless to starve or die of thirst, for aught of 
care they take in such circumstances. In other words, 
they make war on the rest of the community if their 
collective bargaining does not result in what they have 
demanded. 

Every day from now until September farmers will go 
to the primaries of their political parties and vote for the 
nomination of candidates for Congress pledged to vote 
for the Howell-Barkley bill or some other piece of legis- 
lation demanded by the labor unions, the chief result of 
which will be to make stronger the hold they have on 
the purses of the farmers and others workers in the free 
market, in which competition establishes the prices of 
labor and commodities. It is human nature to demand 
much and give little or nothing. Labor leaders are not 
to be blamed. possibly, for doing what they are doing. 
They find it pleasant work, easy and profitable. Some 
of the captains of industry likewise found work of that 
kind profitable, but the farmers thought them undesirable 
citizens, and caused anti-trust laws to be enacted. 


All the “progressive” senators and representatives are 
strong advocates of the Howell-Barkley kind of legisla- 
tion. They also are strong advocates of help for the 
distressed grain farmers. Under the legislation they ap- 
prove, drivers of locomotives on branch lines running 
into rural districts to bring in the products of farms, 
receive $12, $15, or even more a day. The idea of farm- 
ers being required to pay that much for such services is 
ridiculous. The short, branch-line “runs” are the most 
desirable because the rules which the unions, with the 
help of legislation approved by LaFollette and his “pro- 
gressive” bloc, have made the law of the land, so operate 
as to put unconscionable burdens on rural communities. 
One result is the abandonment of branch lines because 
they cannot pay operating expenses. The rules of the 
unions, it might be said in defense of them, have to 
provide rates of pay for men on runs in highly congested 
districts. They are so inflexible, however, that the runs 


into the country are the highly luxurious ones—so lux- 
urious, indeed, that railroads have to impose high freight 
rates to get the money wherewith to pay their laborers. 
The result is the same as if the farmers in the grain 
country had been moved many miles from the markets 
in which they formerly did business, branch lines are 
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being abandoned, and farm land values in such districts 
shrink, if they do not reach the vanishing point. 

If the farmers in the grain country were to hold up 
every candidate for nomination and interrogate him as to 
whether he is or is not in favor of that kind of law-mak- 
ing and then vote against such as are, a step in the di- 
rection of sanity would have been taken. As things are 
now, the farmer and the railroad owner, are being taken 
for a ride by crazy engineers of Dantzig, typified by La 
Follette in the Senate, McAdoo among the candidates for 
the nomination for the presidency, Barkley in the House, 
and Adamson, former chairman of the House ‘committee 
on interstate and foreign commerce, among those once, 
but not now, in legislative office. 

Were the distressed grain farmers to give deep study 
to some of the causes of their unhappy plight they would 
put the names of all such as these in the blackest of their 
black books. If the railroad laborers, in a free, competi- 
tive market, could obtain $15 a day for such services as 
are rendered by them on branch lines, they would have 
no need for legislation. The fact that the unions are 
asking for legislation is one reason for scrutinizing the 
request to determine whether they are not. asking that 
their members be made a class with special privilege to 
prey on their fellow citizens. 


REORGANIZATIONS OF DEPARTMENTS 


The Trafic World Washington Bureau 


Transfer of the inland waterways division of the War De- 
partment to the Department of Commerce and establishment 
in the latter department of a Bureau of Transportation were 
recommended this week by the congressional joint committee 
on reorganization of the executive departments of the gov- 
ernment in a report to Congress. The committee also sub- 
mitted a bill (S. 3445) to give effect to the recommendations. 
The measure will be considered at the next session of Con- 


gress. The committee has been at work on the matter for 
months. 


The ‘committee reached the conclusion that it would not 
be wise to interfere with the Interstate Commerce Commission, 
the Shipping Board, or the Fleet Corporation, which are inde- 
pendent establishments, although it stated that there were cer- 
tain administrative and investigative duties performed by the 
Commission that might conceivably be as well performed by 
a bureau located in the Department of Commerce. 

The bill reported by the committee provides for the ap- 
pointment of an assistant secretary for merchant marine in 
the Department of Commerce. The provisions in the bill re- 


lating to the inland waterways and the Bureau of Transporta- 
tion follow: 


The authority, powers, and duties conferred and imposed upon 
the Secretary of War under the provisions of sections 201 and 500 
of the transportation act, 1920, shall be transferred to the Secretary 
of Commerce, to be held, exercised, and performed by him in the 
same manner as if he had been directly named in said act instead of 
the Secretary of War; and all boats, barges, tugs, and other trans- 
portation facilities transferred to the Secretary of War under the 
provisions of said act, and all transportation facilities and all agencies 
and instrumentalities acquired or established by the Secretary of War 
to carry into effect the provisions of said act, are hereby transferred 
from the Department of War to the Department of Commerce. The 
detail of all officers of the United States Army assigned to assist 
the Secretary of War in the discharge of his duties under the pro- 
visions of said act shall cease and terminate on September 30, 1925, 
unless sooner terminated by the Secretary of War. 

There is hereby established in the Department of Commerce a 
bureau to be known as the Bureau of Transportation. The chief 
officer of the Bureau of Transportation, who shall have control and 
direction of said bureau, shall be appointed by the President, by 
and with the advice and consent of the Senate. He shall be known 
as the Director of the Bureau of Transportation and shall receive a 
salary of $7,500 per annum. There shall also be in said bureau an 
assistant director, who shall receive a salary of $6,000 per annum, 
and who shall, in the absence of the director, act as and perform the 
duties of the director. The assistant director shall also perform such 
other duties as may be assigned to him by the powretaye of Commerce 
or by the director. There shall also be in the said bureau a chief 
clerk and such other officers and employees as may be authorized by 


It shall be the province and duty of the Bureau of Transportation, 
under the general direction of the Secretary of Commerce, to make 
diligent investigation into all matters affecting the facilities of the 
United States for interstate transportation by rail, highway, water, 
and air, and to gather such information and data as will enable the 
President of the United States to make recommendations to Congress 
looking to the development and improvement of the transportation 
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facilities of the Nation. The bureau shall make such special investj- 
gations and gather such data as the President or the Secretary of 
Commerce may from time to time require, and it shall publish and 
supply useful information relating to national transportation questions 
to other branches of the Government and to the public. 


In the report accompanying the bill, the committee gaiq 
the Department of Commerce was organized “to promote anq 
regulate trade and manufactures, to protect shipping,” ete 
and to “foster, promote and develop” the transportation facili. 
ties of the United States. Continuing on this phase of the 
matter, the committee said: 


The Department of Commerce has never had opportunity to develop 
the function of promoting the interests of transportation. Such 
studies are made by the Government of the needs of the country fo; 
trunk highways and motor-truck trade routes are made by the Bureay 
of Public Roads of the Department of Agriculture, whose duty it is to 
provide the proper coordination of State highway construction. The 
Post Office Department is the only Federal agency which is promoting 
commercial aviation, its efforts, as a matter of fact, being devoted 
more particularly to the improvement of the aerial mail service, Jy 
the matter of developing transportation by inland waterways and in 
the investigation of terminal facilities at the seaboard some steps haye 
been taken by the Inland and Coastwise Waterways Service and the 
Corps of Engineers of the War Department. It is believed that al) 
these functions should be given to the Department of Commerce, as 
obviously was contemplated by its organic law, and that the depart- 
ment should have exclusive cognizance of the problem of promoting the 
interest of transportation. This explains the committee’s recommenda. 
tion for the establishment of a bureau of transportation, as well as the 
proposal to transfer to the Department of Commerce the Nationa] 


Advisory Committee for Aeronautics, an independent establishment 


engaged in scientific research in the field or aeronautics. 

The other changes suggested require little comment. They are 
obviously designed to effect the concentration under the Department 
of Commerce of all Federal instrumentalities which perform duties 
connected with the promotion of trade and industry, or the protec. 
tion and facilitation of navigation and transportation. The com- 
mittee feels that these matters will receive more sympathetic and 
intelligent attention if placed in the department originally established 
to handle them. And it feels, moreover, that if the services which 
have these duties are placed in a single department, many opportuni- 
ties will be presented to the administrative officers in charge for 
shrinking overhead, eliminating duplications, increasing the value of 
the service, and reducing operating costs. 


Discussing independent establishments, the committee said 
the greater number of the present independent: bureaus, offices 
and commissions should be permitted to retain. their present 
status. Continuing, the committee said: 


From time to time Congress has delegated to the executive branch 
certain functions with both legislative and judicial aspects, necessitat- 
ing for their satisfactory performance the employment of the board 
or commission form of organization. The first important instance 
of this kind is found in the interstate commerce act of February 4, 
1887, creating the Interstate Commerce Commission, and giving it 
broad powers to regulate transportation rates in interstate commerce, 
Although the commission has certain investigative and administrative 
duties which might conceivably be as well performed by a bureau 
located, say, in the Department of Commerce, yet its more conse- 
quential function are legislative—fixing transportation rates—or ju- 
dicial—hearing and acting upon complaint. Powers of this kind could 
not be bestowed upon any single authority, such ag the head of an 
executive department, without giving rise to general distrust and dis- 
satisfaction. 

By some it has been suggested that establishments like the Inter- 
state Commerce Commission should be given departmental affilia- 
tion, without, however, destroying the form of their organization as 
it now stands. These suggestions may be dismissed with the com- 
ment that the principle involved requires the complete independence 
of all organizations having quasi judicial functions from even the 
appearance of arbitrary control. Short of terminating their work 
altogether, there seems to be no alternative to continuing establish- 
ments of this type, among which may be mentioned, in addition to 
the Interstate Commerce Commission, the Federal Reserve Board, 
created by the act of December 23, 1913; the Federal Trade Com- 
mission, established under the act approved September 26, 1914; 
the Shipping Board, created by the act of September 7, 1916; and 
oe, Railroad Labor Board, established by the act of February 38, 


Some attention should be given to the fifth type of independent 
establishment—the corporation organized under the general laws, but 
controlled entirely by the Government. Two such bodies are_in- 
cluded in the list of independent establishments—the Emergency Fleet 
Corporation and the War Finance Corporation. The reason for this 
form of organization is the necessity for complete freedom of action 
in carrying out certain emergencey progams prescribed by Congress. 
The acquisition, by construction and otherwise, and the maintenance 
and operation of merchant vessels, is a function which is altogether 
commercial in character. And in requiring the Shipping Board to 
assume this task in furtherance of the Nation’s war program, 
Congress which granted the board authority to prosecute the work 
through a corporate agency, free from the restrictions which apply 
uniforly to the executive departments with respect to the recruit- 
ment and payment of personnel, accounting, purchasing, and so OM, 
and squarely in accordance with commercial and industrial practices. 

It will be apparent that for the most part the existence of those 
establishments which are maintained outside of the 10 executive de- 
partments is justified on both theoretical and practical grounds; and, 
with the exceptions which have been noted, the committee feels that 
no action should be taken looking toward their absorption by the 
executive departments, 


The committee said it gave serious consideration to a rec 
ommendation urged by many that river and harbor work should 
be withdrawn from the War Department and placed in the 
Department of the Interior, but it concluded that this work 
should be left with the War Department. 


POSTAL SALARY BILL 


The House this week passed the postal salary increas¢ 
bill in different form than it was passed by the Senate last 
week. The measure was sent to conference. 
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Current Topics 
in Washington 





The Optimistic LaFollette—In the face of the drubbing 
Hiram Johnson, of California, has received in the presidential 
delegate and preference primaries and the comparatively hard 
fight Senator Brookhart had to get another nomination in Iowa, 
Robert M. LaFollette has been propping up his patched and 
yerdigris-covered lightning rod. Perceiving that the American 
people have not fallen for the brand of government that has 
prought Russia to such a low estate, he has “bawled out” the 
Farmer-Labor-Progressive convention to be held at St. Paul, 
June 17, because the promoters have shown their connection 
with the communistic hyenas in control at Moscow, and advised 
his friends to remain away from it. Also, he has put out a plat- 
form of twelve planks to be adopted by the Republican conven- 
tion at Cleveland if it desires to avoid-the effects of his wrath. 
One of the planks favors “public ownership” of railroads and 
other utilities, without defining the words he uses any more 
than William G. McAdoo defines the “railroad problem” about 
which he is always talking, but which he did not settle when he 
had the opportunity, between the signing of the armistice, No- 
yember 11, 1918, and the end of federal control, February 29, 1920. 
Unless the two old parties purge themselves, to use the LaFol- 
lette phrase, the “progressives” such as he, he has indicated, 
must plan for his third party. Were the Republican leaders 
to offer him the nomination, on a platform, word for word 
like that on which Harding made his run, except for such 
changes aS might be necessary on account of the lapse of time, 
it is believed, there would be not another word about a third 
party. Frankly, progressiveism has been the LaFollette idea 
of how to get into the White House. Those with experience 
assert that there is not the slighest difference between the La- 
Follette machine in Wisconsin and the Penrose machine in 
Pennsyvania, except, possibly, in the “patter.” In fact, there 
are men of experience who believe the LaFollette machiné 
gets away with more “raw stuff” than Penrose machine in 
Pennsylvania ever tried to “put over” because, whatever was 
or could be said about Penrose, his upbringing had been in the 
air of Rittenhouse square. He associated, in politics, with folks 
who might be rated as being below par, simply because his 
own class of folks would not discharge their political duties 
beyond the point of roaring when some of Penrose’s hench- 
men got: beyond control and offended: those whose disregard 
of obligations made the below-par folks in high places not 
merely a possibility but a certainty. LaFollette works his 
machine just as diligently as Penrose ever did. Penrose, before 
he got control of the machine, was a “progressive” and the 
leader of the progressives. But he was not a good pretender. 
He could not keep up the look of intense pain and shock 
needed to continue the pretense that things always were wrong 
and in need of radical changing. Put in another way, he was 
not as good an actor as LaFollette, who, if he ever comes “our 
of character,” as the stage folks say, does it while he is 
asleep. It is easy to point out another difference between the 
two distinguished machine operators. Penrose never became 
intoxicated with the fumes of his own oratory. He never 
aspired to the presidency. Therefore, it might be suggested, 
he had no great pose to assume or to keep after he got into the 
Senate. He had a few poses but never one intended as a help 
him to the highest office in the land. 





Browbeating the Commission.—Representative Underwood, 
of Ohio, has lifted himself out of the Congressional ruck so 
that those who have to do with the Commission have discovered 
that there is a man of that name drawing something from their 
Pockets as a Congressman. “In violation of the plain intent of 
the laws passed by Congress,” the Commission, he recently 
asserted, by its rulings, repeatedly had assisted the railroads in 
building up a particular section of the country by means of 
tates for long hauls, unjust in relation to rates on shorter 
hauls, on coal. Underwood represents, in part, if not com- 
Dletely, the Hocking coal field. Conditions in that field, he told 
his colleagues, were deplorable, approaching in degree of dis- 
tress, those in 1896 and 1897, when, if a miner could get work 
one day in a week, he was extremely fortunate. Mr. Underwood 
Was aggrieved because, he asserted, the Commission had made 
or allowed rates which resulted in the development of the far 
away fields of West Virginia and Kentucky, to the hurt of the 
oder Ohio field. The opening of new fields, he indicated, might 
be due, in part, to the fact that railroads themselves held coal 
lands, though he did not support his insinuation with any alle- 
gations of facts to show that the railroads serving mines in 
West Virginia and Kentucky owned coal lands from which coal 
Was being taken! Coal from the more distant fields being 
hauled through Ohio pained him. His thought seemed to be 
hat the opening of fields that would take business from 





THE TRAFFIC WORLD 





1443 





the Ohio mines, in a competition for business, was wrong. He 
set forth ton-mile earnings and other statistical data showing 
that the ton-mile decreased as the length of the haul increased, 
implying that he disagreed with that canon of freight rate- 
making. His statistical data looked like the material that, in 
many cases, have been laid before the Commission, to show 
that the relationship of rates was improper. The figures look 
much like those that are being submitted now in the lake 
cargo coal base. The most amusing declaration was that the 
railroads,” with a large array of high-priced lawyers, opposed 
fair and equitable adjustments.” “An expression from Con- 
gress,” he said, “would bring action by the Commission, or at 
least help in solving this problem.” The complainants in the 
lake cargo case have not offered the speech in evidence, so 
the Commission may not learn for a long time that it 
could only be right by always deciding the way the Ohioans 
say it should decide, against the wishes of the West Virginians 
and Kentuckians. 





Government’s Idea of Speed.—In December, 1906, Theodore 
Roosevelt, then President of the United States urged E. Hi. 
Harriman, then in control of the Southern Pacific, to put forth 
extraordinary efforts to repair the breaks in the banks of the 
Colorado River to the end that that stream would not overflow 
and ruin the Imperial Valley, one of the garden spots of earth. 
Harriman worked so hard that he even dumped new cars and 
their contents into the break and stopped the rush of the 
waters. President Coolidge has just signed a bill passed by 
Congress authorizing the United States Court of Claims to pass 
on the question of how much the people of the United States 
owe the Southern Pacific for having saved lives and property 
it was the duty of the government to save. For nearly eighteen 
years the railroad company has been trying to make a settle- 
men. When the court gives judgment, the railroad company 
will not get interest. The railroad company will get the 
amount of money due it—if, after the judgment is rendered, 
Congress sees fit to appropriate the money. The payment of 
interest is refused on the theory that the government is always 
prepared and ready to do justice and, therefore, it should not 
be asked to pay interest. Inasmuch as the government cannot 
be sued without its consent, the passage of such a bill supposed 
to be an act of graciousness. How well known the financial 
habits of the government are’ known may be inferred from the 
fact that hardly one big business concern in the United States 
will submit bids for furnishing it materials and supplies. The 
man who sells anything to the government is subject to the 
whims of clerks and subordinate officials from whom appeals 
cannot be taken without danger of “getting in Dutch” and 
suffering in future transactions. Manufacturers, as a rule, will 
deal with the government only on the basis of the agent in 
Washington taking all the risk of getting money for what is 
sold. - Naturally, therefore, the departments that have a bad 
name among the agents are asked to pay much higher prices 
for supplies than they would have to pay if the government 
were operated in accordance with business principles. 





Down With Fall.—Attorney-General Stone has ruled that 
Indian reservations created by order of the President are not 
subject to exploration and exploitation for the petroleum 
they may contain. Therefore, Secretary Work, of the Interior 
Department, will reject about 500 applications that have been 
filed with him for permits to make such explorations with a 
view to development. In substance, the Attorney-General held 
that such lands were not public lands within the meaning of 
those words in the national leasing law, enacted February 25, 
1920. The ruling signifies the downfall of another policy in- 
augurated by Albert B. Fall, the man who received a “loan of 
$100,000 from Doheny, the oil man. The ruling, to many who 
have been interested in the subject, has seemed strained. The 
lands in question were public lands. By order of the President 
they were set aside for the use of designated Indian tribes. 
He could revoke the setting aside. Professional friends of the 
Indians objected to the exploitation of the lands because, under 
the leasing law, the money derived as royalties from oil taken 
from government lands is divided between the reclamation 
service of the Interior Department, the state in which they lie, 
and the public treasury, the latter getting about 10 per cent. 
The bulk of the money goes to the state in which the oil 
may be found. The friends of the Indians objected to exploita- 
tion because, under the leasing law, the Indians would not 
obtain any of the money. They have no title to it except the 
right to live on the lands given them by order of the President. 
Indians living on lands ceded to them by treaties, such as the 
Osages, in Oklahoma, receive the royalties from oil discovered 
on their lands, the Indians in Oklahoma, thus far, having re- 
ceived about $36,000,000 from such sources, making them the 
richest people, per capita, in the world. They have not had 
to pay any of the expenses of government or the administration 
of their properties. Their white neighbors do that for them. 


Revocation of the Fall policy is regarded as merely a natural 
development following the discovery of what has been assumed 
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to be his crookedness, although no court has ever passed on 
any phase of his “loan” operations with Doheny. 





Cost of Butting In.—In the thirty years since 1894, the cost 
of government has risen from $62.50 a family a year to $343.15. 
Senator, who has not always opposed broadening the powers 
and activities of government, is responsible for the basic figures 
of an increase per capita, from $12.50, in 1894, to $68.63, in 1923. 
For easy calculation, the family has been set down as being 
composed of five persons. Harry L. Gandy, formerly a member 
of the House of Representatives, now executive secretary of 
the National Coal Association, using the figures in a speech to 
the members of the National Retail Coal Merchants’ Asso- 
ciation, at Bluefield, W. Va., a few days ago, suggested that 
it was vitally important for Americans to study history to the 
end that they might know about the encroachment of govern- 
ment on the private citizen. He assumed that if a citizen did 
that he would attend his duties as a citizen and put an end to 
the power of organized minorities that always are advocating 
something that means the spending of money to have the 
government do something generally not worth doing and pro- 
ductive merely of an increase in the cost of doing business. 
He said that every man should study history so he might 
know of the struggle of the human race to shake off the 
bondage of the state and make possible individual initiative, 
private ownership, and control of property. On every hand, 
he pointed out, there were schemes to broaden governmental 
activities and increase expenditures—in other words, to “reg- 
ulate” something, the usual theory being that “regulation” 
would reduce the cost to the harassed citizen. Although he was 
addressing retail coal men he told them no one could truth- 
fully blame mine operators for the price of delivered coal. 
The “coal problem,” he said, was never heard of until the 
war period, when trouble with labor and transportation cre- 
ated it. He suggested to the retailers that a frank discussion 
of the prices paid by them for coal at the mine, the cost of 
transportation, and the cost of distribution after rail transpor- 
tation, would tend to create satisfied customers, if the discus- 
sion showed there was no way the price could.not be brought 
down on coal delivered to the consumer. Economic law, he 
said, was bringing about equalization of productive capacity and 
consumption; in other words, the closing of surplus mines 
brought into operation by the extraordinary demands of the 
war and tending to demoralize the industry. His address was 
interpreted as a warning that “regulation” of the coal industry, 
as proposed by men in Congress, would be a mere increase in 
the cost of government and a chimera, in so far as practical 
benefit of the buyer of coal was concerned. A. E. H. 


AMERICAN ECONOMIC INSTITUTE 


At a meeting of the directors of the National Transporta- 
tion Institute in New York, June 2, it was decided, by a vote 
of seven to three, to liquidate that organization and substitute 
for it the American Economic Institute. The change in name 
carries with it a broadening of scope, the object of the new 
institute being thus expressed in the by-laws: 


(a) To aid the American people in understanding the industrial 
facts, principles, processes and tendencies which make up our es- 
sential economic life; 

(b) To make special inquiry into the field of transportation and 
such allied or related economic subjects as may be authorized from 
time to time by the board of directors; 

(c) To pursue all inquiry in a strictly scientifically and impartial, 
non-partisan manner; 

(d) To put this information into practical, intelligible form and 
to cary it to all groups of our citizens by every simple and effective 
method. 


After the adoption of the motion to liquidate the old organ- 
zation to make way for the new one, it developed that A. H. 
Mulliken of New York had formally organized the American 
Economic Institute and elected officers and directors. The 
directors are as follows: 


James 8. Alexander, chairman of board, National Bank of Com- 
merce, New York City. 

Sydney Anderson, member of Congress, First Minnesota District, 
Lanesboro, Minn. 

O. E. Bradfute, executive secretary, 
Association, New York City. 

. Frank Carter, Boatmen’s Bank Building, St. Louis, 

William G. Dows, president, Cedar Rapids & Iowa City Railway, 
Cedar Rapids, Iowa. 

James R. Howard, formerly president, American Farm Bureau 
Federation. 

Robert P. Lamont, president, American Steel Foundries, Chicago. 

C. H. Markham. president, Illinois Central Railroad, Chicago. 

Thomas A. McCann, vice-president, Shevlin, Carpenter & Clarke 
Company, Minneapolis. 

A. H. Mulliken, president, Pettibone Mulliken Company, Chicago. 

J. R. Nutt, President, Union Trust Co., Cleveland, Ohio. 

—_ F. Queeny, chairman of board, Monsanto Chemical Works, 


American Paper & Pulp 


. H; Raymond, president, Clyde Steamship Company and Mallory 
Steamship Company, New York City. 
William M. Ritter, president, W. M. Ritter Lumber Company, 
Columbus, Ohio. 
Bird M. Robinson, president, American Short Line Railroad As- 
sociation, Washington, D. C. 
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Harry Scullin, president, Scullin Steel Company, St. Louis, 
William C. Sproul, president, General Refractories Company 
Philadelphia, Pa. ‘ 


Andrew Stevenson, vice-president, Inland Fuel Company, Chicago 
ia W. B. Storey, president, Atchison, Topeka & Santa Fe Railway 
cago. , 
Samuel O. Dunn, editor, Railway Age, Chicago, 
A. L. Humphrey, president, Westinghouse Air Brake Company 
Pittsburgh. : 
Mark T. McKee, vice-president, Port Crescent Sand & Grayg 
Company, Detroit. 
. BE. Skinner, secretary and general manager, National Dairy 
Association, Chicago. ; 


The officers are: James R. Howard, chairman; Sydney Ap. 
derson, president; Andrew Stevenson, vice-president; Bird y, 
Robnson, treasurer. 

The new list of directors does not contain the names of 
some of the members of the old board and does contain the 
names of some who were not on the old board. 

Mr. Ritter is the only one in the above list not on the origi- 
nal Mulliken slate. He was added by the new board itself when 
it met. 

The directors of the American Economic Institute met late 
and adopted some changes in methods of administration pro. 
posed in a report of a special committee, of which Andrey 
Stevenson was chairman. Under the new plan of organizatio, 
the offices of the institute—except the public relations depart. 
ment, which will remain in Chicago, in charge of James R 
Howard, chairman of the board of directors—will be in Wash. 
ington, and the work of the research council will no longe 
be independent, but will be under the supervision of the pregj- 
dent. 

Cc. B. Hutchings, who has been secretary, will remain jp 
Chicago in charge of the work of liquidation of the old organ. 
ization. The work of secretary will be performed by G. F. 
Ream. 


EASTERN CLASS RATES 


The Trafic World Washington Bureau 


Fears are beginning to be expressed that the eastern class 
rate investigation, foreshadowed by the announcement on April 
15 that fourth section relief to continue existing departures 
in class rates will be denied, will not be well begun before the 
arrival of the summer vacation period. At the time the Com 
mission men indicated that relief would be denied it was as 
sumed that an order instituting the kind of an investigation 
that Commissioner Eastman conducted in regard to southeast. 
ern class rates would be issued almost immediately. The uw- 
derstanding was that fourth section relief would be denied ani 
time given, nominally two or three months, by which -time the 
rates would have to be brought into conformity with the fourth 
section. 

Accompanying the denial of relief, it was supposed, an 
order instituting the investigation would be entered. However, 
at the time this was written nothing had been done and n 
explanation had been made as to what had happened, if any: 
thing, to change the plan that was supposed to be ready for 
execution at the time the eastern railroads were prepared t0 
suggest scales as substitutes for the hodge podge now in use. 

There was some misunderstanding among shippers as to 
the subject immediately after the announcement, but cor 
respondence has straightened out the kinks that developed a3 
a result of that failure to grasp the idea that the primary 
object in the matter was to save expense for the railroads and 
uncertainty on the part of shippers .by having the fourth sec 
tion and new scale proceedings merged into one instead of two 
or more, as would be the fact were the Commission to deny 
relief and require the alignment of the rates in accordance 
with the section, in two or three months. Were the matte 
to be carried on in that way, it is believed, the eastern cal 
riers would have to adopt makeshifts, instead of disposing of 
all phases at one time, after a comprehensive investigation 





SALE OF N. Y. MARGINAL ROAD 


The Merchants’ Association of New York has sent a letter 
to Representative Bertrand H. Snell, chairman of the rules 
committee of the House, urging favorable action by the col 
mittee upon the bill to permit the Port of New York Authority 
to purchase the marginal railroad on the Jersey side of the 
North River, which is the basis for its plan for port develo? 
ment. 


The letter reads as follows: 


The acquisition by the Port Authority of the small railroad link 
which is the subject of this bill is indispensable to the consummatiot 
of the Port Authority’s plans for improving the terminal facilities 0 
the Port of New York—a project which has already been approved bY 
Congress and by the states of New York and New Jersey. 

The present bill has been favorably reported by both the How 
and the Senate Committees on Military Affairs and the Secretary 
War has expressed his approval of the terms of the proposed contrac 
Consideration of the matter by the House is awaiting the adoption 
of the necessary special rule by the Rules Committee. and we stro 
urge in the public interest that such rule be passed so that the 
may come before the House for action before adjournment. to 

In this connection we refer to the communication addressed ie 
you bad Governor Smith under date of May 5, which contains 4 
request. 


June 


vs. 4 
Worl 
coun 
equa 
slabs 
ings, 
ment 


less 
Sout 
pose 
ern : 
ond 
catio 
Offici 
ern. 
loads 
the | 
in O 
Wes! 
futu: 
tent 
an it 
appl: 
platt 
class 
tops. 


Nev 
asss 


the 


izat 
ticu 


or ¢ 









No. 23 





mMPany, 
Thicago, 
tailway, 
>Mpany, 

Gravel 
a Dairy 





Ley An- 
3ird M, 


Mes of 
ain the 


le Origi- 
lf when 


et later 
‘On pro- 
Andrew 
nization 
depart- 
mes R. 
1 Wash- 
) longer 
le presi- 


main in 
1 organ- 
yV GR 


on Bureau 


rn class 
on April 
partures 
fore the 
he Com- 
Was as 
stigation 
yutheast- 
The uw 
nied and 
time the 
1e fourth 


osed, a 
However, 
. and no 
, if any: 
eady for 
pared to 
vy in use. 
rs as to 
but cor 
loped a3 
primary 
oads and 
urth set: 
id of two 

to deny 
cordance 
e matter 
tern cal: 
posing of 
stigation. 


t a letter 
the rules 
the con 
Authority 
le of the 
- develop 


ilroad link 
summatiet 
acilities 0 
yproved by 


the House 
cretary, Pe 
d con 
e adoption 
re stro! 
at the 


dressed ‘0 
ains @ like 








june 7, 1924 


VITROLITE RATING 


The Commission’s decision in No. 14623, Vitrolite Company 
ys, Atchison, Topeka & Santa Fe et al., mimeographed, Traffic 
World, May 31, puts slabs that are much used as table tops, 
counters and scale platters as well as fronts for buildings, on 
equality so far as transportation is concerned, with marble 
slabs with which they compete. The complaint alleged the rat- 
ings, rukes, regulations and practices in relation to the ship- 
ments of vitrolite were unreasonable, unjustly discriminatory 
and unduly prejudicial. The present rating on slabs is third, 
less than carloads, and fifth, carloads, in Official, the same in 
Southern, and fourth and fifth in Western. The ratings pro- 
posed were R26 and fifth in Official, fourth and sixth in South- 
ern and fourth and C in Western; table or counter tops are sec- 
ond and fourth in Official and the same in both other classifi- 
cation territories. The proposed rates were R26 and fifth in 
Official, fourth and sixth in Southern, and fourth and C in West- 
ern. The present ratings on scale platters were R25 on car- 
loads and less than carloads in Official and first any-quantity in 
the other territories. The proposed ratings were R26 and fifth 
in Official, fourth and sixth in Southern and fourth and C in 
Western. The Commission found the ratings are and for the 
future will be unreasonable and unduly prejudicial to the ex- 
tent that on slabs, table and counter tops in excess of 5/16 of 
an inch in thickness they exceed the ratings contemporaneously 
applicable on marble slabs, table and counter tops and on scale 
platters to the extent that they exceed ratings greater than one 
class higher than those on vitrolite slabs and counter and table 
tops. 


EXPORT TOBACCO ADJUSTMENT 


The Commission, in a mimeographed report, written by 
Commissioner Esch, in No. 14795, Charleston Traffic Bureau vs. 
Alabama Great Southern et al., and No. 14902, Savannah Traffic 
Bureau vs. Same, has condemned the export tobacco rate adjust- 
ment, from Ohio river cities and points in western Kentucky 
and northwestern Tennessee, to south Atlantic ports, on the 
one hand, and Gulf ports, on the other, as unduly prejudicial 
against the south Atlantic and unduly preferential of the Gulf 
ports. The complainants sought an equalization of the two 
groups of ports. The Commission, however, could not agree to 
an equality of rates because the distances to the south Atlantic 
ports are greater than to the Gulf. 

Adjustment of the rates is to be made, not later than August 
26, on the basis of differentials which give recognition to the 
mileage factor. 

The Commission also condemned, as unduly prejudicial and 
unduly preferential, the transit arrangement at Nashville, by 
which shipments originating on the Louisville & Nashville might 
be warehoused at Nashville, and reshipped over the same line 
to Gulf or north Atlantic ports, but not to south Atlantic ports, 
at through rates, plus a transit charge. The undue preference 
and prejudice are to be removed by applying transit rules at 
Nashville which will prevent and avoid the undue preference 
and prejudice found to exist in the present arrangement. 

The complainants alleged that the rates on unmanufactured 
tobacco, in hogsheads, any quantity, from the areas of origin 
Mentioned, to Charleston and Savannah were unreasonable and 
unduly prejudicial to those ports and preferential of Newport 
News, Norfolk, New Orleans, Mobile and Pensacola. They also 
assailed the transit at Nashville. The Jacksonville Traffic Bu- 
Teau intervened, asking for such relief as might be granted to 
the complainants. 

Commissioner Esch said the complainants sought an equal- 
ization of the rates to their ports with the ports named, par- 
ticularly the Gulf ports. The New Orleans Joint Traffic Bureau 
intervened on behalf of the railroads. None of the producers 
or exporters, Mr. Esch said, appeared at the hearing. 

The defendants argued for the dismissal of the complaints, 
Commissioner Esch said, because of the lack of interest in the 
rates on the part of the complainants, since the rates were 
not paid by them or their members. The Commission said it 
believed the complainants had a legitimate interest in obtaining 
a1 adjustment of rates that would not prefer other ports over 
their own. Moreover, Mr. Esch said, section 13 of the act pro- 
vided that no complaint should be dismissed because of absence 
of direct damage to a complainant. 

Dark tobacco, more highly prized by Europeans than by 

ericans because most of it is exported, is the commodity 
carried on the adjustment under attack. The territory pro- 
ducing it lies southwest of Louisville and northwest of Nash- 
Ville. It is served by the Illinois Central, Louisville & Nash- 
Ville, Nashville, Chattanooga & St. Louis and the Tennessee 
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Central. The two first mentioned have lines to Gulf ports. 
The others do not reach any ports, but obtain their long export 
hauls, if any, on this traffic, to south Atlantic ports. The dark 
tobacco generally moves into prizing points, such as Louisville, 
Owensboro, Henderson and Paducah on the Ohio, Clarksville, 
Tenn., and Hopkinsville and Mayfield, Ky., in the interior. 
There it is squeezed or prized into hogsheads for shipment 
to the ports. Only the rates from the prizing points were in 
issue. 

Commissioner Esch found that the average distance from 
the river prizing points to the nearest Gulf port was 102 miles 
less than to the nearest south Atlantic port, with an average 
distance to all ports of 104 miles. The average distance from 
the interior prizing points to the nearest Gulf port, he found, 
was 150 miles in favor of the nearest Guif port. The findings 
are as follows: 

We find that defendants’ rates on unmanufactured tobacco, in 
hogsheads, any quantity, from Ohio River cities and producing or 


shipping points on the Illinois Central, Louisville & Nashville, Nash- 


ville, Chattanooga & St. Louis, and Tennessee Central in western 


Kentucky and northwestern Tennessee to Charleston, S. C., Savan- 
nah, Ga., and Jacksonville, Fla., on the one hand, and New Orleans, 
La., Mobile, Ala., and Pensacola, Fla., on the other hand, for export 
through such ports, are, and for the future will be, unduly preju- 
dicial to the former ports and unduly preferential of the latter ports 
to the extent that the rates to Charleston, Savannah and Jackson- 
ville exceed the rates to New Orleans, Mobile and Pensacola by more 
than the following amounts per 100 pounds for the differences in 
distance indicated in favor of the latter group of ports, based on the 
distances by the shortest routes via existing connections for the 
interchange of traffic to the nearest port in each group: 

Three cents for differences not over 75 miles; 

Five cents for differences over 75 miles and not over 150 miles; 
oo cents for differences over 150 miles and not over 200 miles; 
an 

Nine cents for differences over 200 miles. 

The above differentials applied to the existing rates from the 
Ohio River cities to the Gulf ports would result in varying rates 
from the different river cities to the South Atlantic ports for sub- 
stantially equal distances; but a slight readjustment of the rates to 
the Gulf ports, which would appear to be more consistent than the 
present adjustment to those ports, would permit an equalization of 
the rates from these cities to the South Atlantic ports on the basis 
of the differentials. 

We further find that the transit arrangement at Nashville, Tenn., 
by which shipments of unmanufactured tobacco, in hogsheads, any 
quantiy, originating on the Louisville & Nashville, may be ware- 
housed at that point for not exceeding twelve months and reshipped 
to certain Gulf or North Atlantic ports, for export, but not to 
Charleston, S. C., Savannah, Ga., or Jacksonville, Fla., at the through 
rate plus a transit charge, is unduly prejudicial to the ports last 
named and unduly preferential of the other ports. 


FEDERAL VALLEY RATES 


In a mimeographed report on No. 14071, Ohio Farm Bureau 
Federation vs. Ahnapee & Western et'al., written by Commis- 
sioner McChord, the Commission prescribed joint class rates 
and divisions thereof for application to and from points on 
the Federal Valley Railroad, a short line in Ohio. The report 
also covers No. 14660, Federal Valley Railroad Company vs. 
New York Central et al., in which the question of proper 
divisions was raised. 

In No. 14460, the Commission found that the existing divi- 
sions of the joint interstate rates on coal from mines on the 
Federal Valley, to destinations on the rails of the participating 
defendants, are and for the future will be unjust, unreasonable 
and inequitable, and that for the future the just, reasonable, 
and equitable divisions to which the defendants and complain- 
ants will be entitled out of the joint rates on interstate ship- 
ments of coal will be 50 cents per ton to the complainant and 
to the defendants, their present divisions reduced respectively 
by the amount by which complainant’s division is thus in- 
creased, the reductions to be apportioned among the defendants 
as they may agree. Commissioner McChord said the finding 
contemplated that complainant should not be required to pay 
ae } ne charges on equipment received by it for use in the coal 
rafiic. 

The Commission further found that the just, reasonable 
and equitable divisions for the complainant out of joint class 
rates should be figured on the basis of a mileage pro-rate of 
32 miles, being 200 per cent of the actual mileage of its line. 

The Commission said that should the complainant find 
the divisions accorded to it insufficient to cover its expenses, 
it should consider the advisability of adding an arbitrary of 10 
cents per ton over the district rate to accrue to it as compensa- 
tion for the greater service required of it by reason of the diffi- 
cult and expensive operating conditions encountered by it. 

In the leading case, No. 14071, the Commission found that 
the existing class rates would be unjust and unreasonable and 
unduly prejudicial to the Ohio Farm Bureau Federation and 
its members, to the extent that to or from points north of 
Palos, O., they exceed or may exceed the rates on like traffic 

















































contemporaneously maintained by the defendants between those 
points on the one hand and Albany, O., on the other and to the 
extent that to or from points south of Palos they exceed or may 
exceed the contemporaneous rates on like traffic from or to 
Palos by more than the respective amounts by which the rates 
to and from Albany may contemporaneously exceed those to or 
from Palos on like traffic from or to points north of Palos, for 
substantially similar distances. The order requires the estab- 
lishment of joint class rates on that basis, not later than August 
21. The Commission said the evidence was not sufficient to 
justify a finding or order requiring the establishment of joint 
commodity rates, but it said it would be assumed the defendants 
would establish them on the same basis if and as occasion 
should require. 


COTTONSEED CAKE RATES 


In a mimeographed report on No. 12905, Larrowe Milling 
Company vs. Atchison, Topeka & Santa Fe et al., and parts of 
fourth section application No. 676, the Commission condemned 
as unreasonable the present adjustment, on the combination 
basis of rates on cottonseed cake and meal in carloads, from 
Texas common points to points in Eastern Trunk Line and 
New England territories, intermediate to New York, Boston 
and other eastern basing points, and prescribed rates for the 
intermediate points no higher than the charges to the basing 
points with which they were usually grouped for rates on other 
commodities. 

The present situation of rates at intermediate points higher 
than those to the basing points grew out of the fact that before 
the era of general advances and one general reduction, joint 
rates on cottonseed cake and meal were published equal to the 
combinations on the river. When the general advances took 
place the joint rates went up in accordance with the percentages 
prescribed for inter-territorial rates. The separate factors 
were advanced in accordance with the percentages - prescribed 
for intra-territorial application. The result was that the rates 
to the points where the combinations applied became much 
higher than the increased joint rates. : 

The complainant in this case is a manufacturer of mixed 
feeds at Rossford, O., near Toledo. It obtains cottonseed cake 
and meal from Texas and sends the product on to Eastern 
Trunk Line and New England markets. To illustrate the dis- 
parity between the combination and joint rates to different 
points in the same destination group, the complainant, the re- 
port said, emphasized the situation at Natick and Fall River, 
Mass. On August 26, 1920, the combination became 86.5 cents, 
as compared with a joint rate of 80.5 cents to Fall River and 
Boston, more distant points. The complainant contended that 
both the joint rates and the combinations were high, and con- 
tended that the combinations were unreasonable to the amount 
of their excess over the joint rates. 

Defendants, the Commission said, introduced no evidence, 
filed no brief and were not represented at the argument of 
the case, nor was any attempt made to justify the fourth section 
departures. 

The Commission found the combination of rates from 
Texas common points to destinations in Eastern Trunk Line 
and New England territories intermediate to and usually grouped 
with New York, Boston and other so-called eastern basing 
points named in Leland’s I. C. C. No. 1329, or reissues thereof, 
were, are and for the future would be unreasonable to the ex- 
tent they exceeded, exceed or may exceed the contemporaneous 
joint rates from Texas common points to the eastern basing 
points with which such intermediate points usually were grouped 
in publishing rates from Texas. It also found that the com- 
plainant and the American Cotton Oil Company and intervener, 
since March 1, 1920, had made shipments under the condemned 
rates and were entitled to reparation. 

Relief was denied in fourth section order No. 8912, as of 
September 26, 1924. 


LUMBER TO SOUTHWEST 


The Commission, in a report on further hearing in No. 
11982, A. & C. Mill Co. et al. vs. Director-General, Aberdeen 
& Rockfish et al., opinion No. 9495, 89 I. C. C. 245-50, written 
by Commissioner Esch, with Chairman Hall dissenting, has 
modified the original findings in 64 I. C. C. 548, so as to extend 
the finding of unreasonableness as to rates on cedar shingles 
to cover routes not included in the first condemnation. 

In their petition the complainants alleged the rates on 
cedar shingles from the so-called Pacific coast groups in Ore- 
gon, Washington and British Columbia, west of the Cascades, 
to destinations in other states and Canada were unreasonable, 
unjustly discriminatory and unduly prejudicial to the extent 
they exceeded the basic rates applicable to fir, cottonwood, 
hemlock, larch, pine and spruce lumber. They sought appli- 
cation of the basic or common lumber rates to cedar shingles 
and reparation to the basis of such rates. 

The original finding was that the rates were not unrea- 
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sonable except to points in Oklahoma and Texas. To points 
in those states it found the cedar shingle rates unreasonable 
to the extent they exceeded the rates on common lumber by 
more than 10 cents prior to August 26, 1920, and 13.5 cents 
thereafter. Reparation was awarded and an order for the future 
entered. The order did not apply over all routes. The 19. 
cent difference applied generally, but not to points in Oklahoma 
and Texas. In 1916 the carriers tried to raise the lumber rates 
to a prior basis, but they were stopped by the order in Pacific 
Coast-Southwest Lumber, 40 I. C. C. 387. 

The present proceeding resulted from a petition for a mod. 
ification of the original findings so as to base the spreads upon 
the lumber rate applicable over the lines of the parties to 
the last-mentioned case, or for a further hearing as to the rates 
over the lines not parties to that case. 

The Commission declined to modify the order, but reopened 
the case for a further hearing as to rates on shingles to points 
ir Oklahoma and Texas by routes over which increased rates 
were proposed, but suspended and ordered canceled in Pacific 
Coast-Southwest Lumber; that is to say, the earlier case in 
which the rates themselves were in question. In disposing of 
the case the Commission said: 


Upon further hearing, we modify our original findings to the ex- 
tent that we now find that defendants’ rates on cedar shingles, in 
carloads. from points in the coast group in Oregon, Washington and 
British Columbia to points in Texas by routes over which the rates 
on fir, cottonwood, hemlock, larch, pine, and spruce lumber, in car- 
loads, from and to the same points were higher than the correspond- 
ing rates contemporaneously applicable by routes over which in- 
creased rates were proposed but suspended and subsequently ordered 
eanceled in Pacific Coast-Southwest Lumber, 40 I. C. C., 387, were 
unreasonable to the extent that they exceeded the said lumber rates 
contemporaneously applicable from and to the same points by routes 
over which increased rates were proposed but suspended and subse- 
quently ordered canceled in Pacific Coast-Southwest Lumber, supra, 
by more than 10 cents per 100 pounds’ prior to August 26, 1920. 13.5 
— from that date to June 30, 1922, inclusive, and 12 cents there- 
after. 

Complainants showed at the original hearing that it is the general 
practice for the shingle mills to pay and bear the charges, but they 
did not call representatives of each of the 99 complainants. De- 
fendants did not object to the original award of reparation on that 
ground, but on further hearing the director-general excepts to the 
awarding of reparation to all of the complainants. We find that 
complainants Corbett Mill Company, Grays Harbor Shingle Com- 
pany, Hamilton Mill Company, and Jamison Lumber & Shingle Com- 
pany made shipments within the statutory period and paid and bore 
the charges thereon; that they have been damaged in the amount 
of the difference between the charges paid and those that would have 
accrued at the rates herein found reasonable; and that they are 
entitled to reparation, with interest. Complainants should prepare 
statements under Rule V of the Rules of Practice; and statements 
prepared by complainants other than those above named should be 
accompanied by affidavits in proof of payment of the charges. If 
this form of proof is objected to by defendants, the case will be as- 
signed for further hearing upon the question of reparation due the 
other complainants. 

In view of the readjustment of the lumber rates under West Coast 
Lumbermen’s Asso. vs. A. & §S. Ry. Co. (78 I. C. C. 746), supra, no 
modification of the original order herein is necessary. 


Chairman Hall, in his dissent, said the Commission had 
repeatedly said the maintenance of a higher rate over one 
route than over another did not prove the higher rate unrea- 
sonable. The majority, he said, found the shingle rate over 
the higher rated route unreasonable to the extent it was no 
in proper relation to the lumber rate over the lower rated 
route, a rate with which it never purported to be related. The 
_report, he said, disclosed no ground for the finding of unrea- 
sonableness other than the relationship of shingle rates to lum- 
ber rates. That, to his mind, did not suffice. 


DRAIN TILE SCALE 


A finding of undue prejudice, a denial of reparation, and 
an order requiring the establishmezt of reasonable and not- 
prejudicial rates on drain tile, not later than August 12, have 
been made in a mimeographed report on No. 12278, Post 
Brothers Tile Company vs. Director-General, St. Louis-San Frat- 
cisco et al., from Commerce, Mo., to destinations in northeast- 
ern Arkansas. The Commission said the transportation char- 
acteristics of drain tile justified rates somewhat higher than 
those applicable to the uniform brick list. 

It prescribed a scale, with a minimum of 36,000, beginning 
with 6 cents for singleline hauls of five miles’ or fewer, uD 
to ten miles; 11 cents at 100 miles; 14 cents at 200 miles; 
16.5 cents at 300 miles; 19 cents at 400 miles, and 21 cents 
at 500 miles. Two cents may be added for multiple-line hauls 
up to 70 miles and one cent thereafter to the end of the scale. 
While the order prescribes rates made in accordance with the 
scale for drain pipe, the appendix in which the drain tile rates 
are to be found also carries scales for brick and articles in 
the brick list, single and joint line hauls, and enameled brick 
for single and joint line hauls; on a*minimum of 60,000 pounds, 


or marked capacity of the car if less. The finding is 4§ 
follows: 


We find that the transportation characteristics of drain tile justify 
somewhat higher rates than those applicable to the uniform brick 
list; that the rates assailed were not unreasonable, but that they 
were unduly prejudicial to the complainant and resulted in undue 
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preference of shippers from Rich Hill and Pittsburg. We further 
find that for the future the rates from Commerce to the destination 
territory here considered for the future will be unreasonable to the 
extent that they exceed or may exceed the scale of distance rates on 
drain tile contained in Appendix No. 1, minimum 30,000 pounds. We 

her find that the rates assailed are, and for the future will be, 
unduly prejudicial to Commerce to the extent that they exceed the 
rates contemporaneously in effect on like traffic from Rich Hill and 
Pittsburg, for like distances, or to the extent that they are relatively 
higher, distance considered, than the rates in effect from Rich Hill 
and Pittsburg. There is not sufficient proof of damages resulting 
from undue prejudice and reparation will be denied. 


TIN CAN RATES 


In &@ Mimeographed report on No. 14794, Virginia Can 
Company vs. Alabama & Vicksburg et al., the Commission 
found rates on tin cans, in carloads and less than carloads, 
from Buchanan, Va., to destinations in southern territory not 
unreasonable or unlawful, xcept as to certain carload rates, 
which it condemned as both unreasonable and unduly preju- 
dicial. It ordered reparation. 

The complaint attacked the rates as unreasonable, unjustly 
discriminatory, unduly prejudicial and unduly preferential. The 
complainant has plants at Roanoke and Buchanan, the latter 
about 25 miles northeast of- Roanoke, on the Chesapeake & 
Ohio, and 49 miles northwest of Lynchburg. There are com- 
peting tin can plants at Roanoke and Bedford, Va., the latter 
also in the same general section of Virginia as Buchanan. 

Prior to August 26, 1920, the complainant asserted and 
emphasized that Buchanan took the same rates as Roanoke, 
Lynchburg and Bedford, to Mississippi Valley territory, to some 
points in Georgia, and, to the whole of the southeast, prior to 
January 1, 1916. To Carolina territory, Buchanan always took 
higher rates than Roanoke, Bedford and Lynchburg. 

The defendants contended that Buchanan had a very favor- 
able rate adjustment, and the Commission said they depended 
upon the history of rates, to a large extent, as their justifica- 
tion. The Commission said: 


We find that the less-than-carload rates assailed were not and 
are not unreasonable or otherwise unlawful, and that defendants’ 
present carload rates are not unreasonable or otherwise unlawful. We 
further find that defendants’ carload rates assailed, applicable prior 
to the establishment of the present differential basis, Buchanan over 
Roanoke, Va., were unreasonable and unduly prejudicial of Buchanan, 
and that Bedford, Va., was unduly preferred, to the extent that the 
rates from Buchanan exceeded rates differentially higher than the 
contemporaneous rates from Roanoke by 4.5 cents and 4 cents prior 
to July 1, 1922, and on and after that date, respectively, to Carolina 
and southeastern territories, and by 2.5 cents and 2 cents prior to 
July 1, 1922, and on and after that date, respectively, to Mississippi 
Valley territory. 

We further find that complainant made shipments under the rates 
herein found unreasonable and unduly prejudicial, and in so far as 
it paid and bore the freight charges thereon it has been damaged 
to the extent that the charges paid exceeded those which would have 
accrued at the rates herein found reasonable and non-prejudicial, and 
is entitled to reparation, with interest. The record shows that com- 
plainant paid and bore the freight charges on about 90 per cent of its 
shipments. Complainant should-comply with Rule V of the Rules of 

tice, and the statements thereunder should be accompanied by 
proper proof in the form of an affidavit that the shipments were made 
and the freight charges paid and borne by complainant. If defendants 
object to proof in the form of an affidavit they may request a further 
hearing with respect to the subject matter thereof. 


INCREASES NOT JUSTIFIED 


In a mimeographed report on I. and S. No. 2025, Egg Cases 
and Carriers from Iowa to South Dakota, the Commission said 
the carriers had not justified proposed increased rates on egg 
cases and egg carriers, and commodities grouped therewith, 
in carloads, from points in Iowa to destinations in South 
Dakota. It ordered the suspended schedules canceled, and dis- 
continued. the proceeding. The schedules under suspension 
were part of a revision of the rates on egg case material from 
points in Illinois and Iowa to points in South Dakota. It in- 
cluded reductions in the rates from Chicago, Peoria and Quincy 
and in some instances from Iowa points, but increases from 
other points in Iowa to South Dakota in which the railroad 
commissioners of South Dakota, the Chamber of Commerce, 
and Mitchell Wholesale Grocery & Fruit Company of Mitchell, 
8. D., and Quincy North Star Company, a manufacturer of egg 
case fillers at Quincy, Ill., were interested. 


PER CAR CHARGE SUSTAINED 

The Commission has dismissed No. 12349, Kingan & Com- 
pany vs. Director-General, mimeographed, finding a per car 
charge of $5 for the movement of live stock from the stock 
yards at Indianapolis to its plant there in the period from 
February 19, 1919, to February 29, 1920, not unreasonable. The 
Commission considered the matter on the cost of service basis. 
The complainant contended that $2 would have been a reason- 
able charge as a substitute for the one it was paying prior to 
June 25, 1918. That prior charge was one cent per hog and $1.50 
per car on live stock. March 15, 1921, the charge was made $7 
per car. The Commission, considering two cost figures sub- 


mitted by the Director-General, one of something over $5 per 
‘ar and the other $4.46 per car, said the latter probably caméd 
It said the cost studies 


hearer the actual cost than the former. 
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of the complainant were based on assumptions and were open to 
criticism, while those of the Director-General were based, in 
part, upon acutal tests. 





FINDINGS MODIFIED 

On further consideration in No. 13500 (Sub. No. 1), Johnson 
Pearce Produce Company vs. Oregon-Washington Navigation 
Company et al., mimeographed, the Commission has modified 
the original findings, reported in 88 I. C. C., 385. In the original 
report the Commission found that for the future the rates on 
apples from Yakima, Wash., and Hood River, Ore., to Mesa, 
Ariz., would be unreasonable to the extent they might exceed 
$1.405, subject to a minimum of 35,000 pounds. The Commis- 
sion said that in No. 11748, John S. Barker Produce Company 
vs. Arizona Eastern, it had authorized a rate of $1.41. It said 
that it would modify its finding in the instant case so as to allow 
the $1.41 rate to be established. 


SAND AND GRAVEL REPARATION 

A finding of illegality and an award of reparation have been 
made in No. 13936, Richardson Sand Company vs. Director-Gen- 
eral, Chicago & North Western, mimeographed, as to rates on 
sand and gravel, from Carpentersville, Ill., to Edison Park and 
Park Ridge, Ill., between May 1, 1918, and November 25, 1919. 
Rates of two cents before and three cents after June 24, 1918, 
were assessed on 278 carloads. The Commission said there were 
no specific rates from Carpentersville to the destinations men- 
tioned at the time the shipments moved but that contempor- 
aneously there were specific rates of 1.5 and 2.5 cents in the 
so-called inner zone in Chicago. The Commission found the 
applicable rates were 1.5 and 2.5 cents and awarded reparation 
to those rates. 


CINCINNATI COAL RATES 


The Commission has dismissed No. 13220, Cincinnati Asso- 
ciation of Purchasing Agents vs. Louisville & Nashviille, opinion 
No. 9505, 89 I. C. C., 285-95, on a finding that the interstate 
rates on soft coal, from mines on the Louisville & Nashville, in 
eastern Kentucky, Tennessee and southwest Virginia, to the 
Cincinnati switching district and to Andrews, Covington, La- 
tonia and Newport, Ky., are not unreasonable or unduly preju- 
dicial. 

That fiding, written by Commissioner Cox, leaves in eflect 
the increase in rates made June 16, 1921, by means of which 
the Louisville & Nashville restored the relationship in rates, on 
coal, from Inner Crescent mines on the one hand, and from the 
more distant mines in the parts of Kentucky, Tennessee and 
Virginia mentioned on the other, put out of joint, the last time, 
by the increases made August 26, 1920, because the rates from 
mines in Official Classification territory were increased 40 per 
cent, those from mines in Southern territory to destinations in 
that territory 25 per cent, and inter-territorially 3344 per cent. 

The complaining purchasing agents said they did not object 
to the establishment of the relationship, but they did object to 
increases of more than 25 per cent in rates from mines in South- 
ern territory to border points such as Cincinnati and the Ken- 
tucky suburbs. They contended, Commissioner Cox said, that 
if a restoration of relationship was to be accomplished, and they 
did not deny that the Commission had so directed, in its report 
in Ex Parte 74, it should have been made by reducing the rates 
from mnes in West Virginia (Official Classification territory), 
rather than by the increases from mines on the Louisville & 
Nashville in Southern Classification territory, to the border 
points. He said they contended the increases were unauthorized 
and resulted in rates to Cincinnati that were unreasonable and 
unduly prejudicial to the Cincinnati district. They filed their 
complaint in October, 1921, a short time after the Commission 
had refused to suspend the tariffs carrying the increases which 
brought about a restoration of relationship. The Louisville & 
Nashville, the Commissioner said, was not trying to increase its 
revenues, but merely restoring relationships, which, if not re- 
stored, would have resulted in reductions that would have de- 
prived Official Classification carriers of some of the revenue the 
Commission, by its report in Ex Parte 74, intended to give them. 

Support of the complaint was given by the coal associations 
in the affected territories of origin, civic and commercial or- 
ganizations in the destination territory. Oppostion to the com- 
plaint was expressed in the interventions filed by railroads 
serving the Cincinnati district from the mines in Official Clas- 
sification territory. 

Commissioner Cox incorporated in his report a table show- 
ing rates to Cincinnati from nine groups of origin. He said the 
rates from the Jellico-Middlesboro group, No. 3, were the basic 
rates. May 1, 1917, the basic group rate, to Cincinnati, was 90 
cents a short ton. August 26, 1920, it became $2.00, an increase 
of 25 cents, other increases having been made at various times 
between May 1, 1917, and the day the rates authorized in Ex 
Parte 74 became effective. On July 1, 1922, it was reduced to 
$1.80 and August 30, 1922, to $1.79. Rates to the Kentucky 
suburbs were ten cents under the rates to Cincinnati. 

The rates which caused the complaint, the report said, were 













part of a general readjustment to Ohio river cities and inter- 
mediate points in central Kentucky. In addition to restoring 
relationship as between mines in the two classification terri- 
tories, Mr. Cox said, its secondary purpose was to restore rela- 
tionships between groups on the Louisville & Nashville, which 
had also become disrupted by reason of the varying percentages 
of increases authorized in Ex Parte 74. In 1907, the rates from 
the JellicoMiddlesboro group, to Cincinnati, were made ten 
cents less than the rates from the Kanawha district on the 
Chesapeake & Ohio. That differential relationship, Mr. Cox 
said, continued for thirteen years, up to August 26, 1920. The 
relationship of the Kentucky suburbs, ten cents under Cincinnati 
proper, Mr. Cox said, was created by the Louisville & Nashville 
in 1908, following a move like that made by the Chesapeake & 
Ohio. Ex Parte 74 caused that difference of ten cents to be 
widened to 35 cents. The restoration of relationship was ac- 
complished, the report said, by an increase of 60 cents from the 
the Jellico-Middlesboro group, to Cincinnati, were made ten 
the Kanawha district. The Louisville & Nashville also restored 
the relationship between Cincinnati and the Kentucky suburbs 
by increasing the letter, the Commission declining to suspend 
the tariffs, which were protested by Cincinnati and other in- 
terests, the increase to the suburbs being 65 cents. The in- 
creases ranged from 29 to 52 per cent to the suburbs and to 
the Cincinnati switching district, over the rates in effect August 
25,1920. The last increases ranged from 4 to 17 per cént to 
Cincinnati and from 17 to 21 per cent to Covington. 

The complainants pointed to ton-mile earnings on the rates 
under attack ranging from 7.3 to 13.1 per mills, with an average 
of 9.7, the prosperity of the Louisville & Nashville and the re- 
markable increase in coal tonnage originating on that railroad 
since 1912 as reasons for condemning the restoration of rela- 
tionships by means of increases. Thy also called attention to 
the 7 per cent dividend, paid by the L. & N. each year from 
1912 to 1920, as a thing worth considering. 

“This evidence can have no direct bearing upon the reason- 
ableness of rates on a single commodity to a few destinations, 
even though the volume of movement of coal to the Cincinnati 
district is admittedly large,” said Mr. Cox. In disposing of the 
matter, Mr. Cox reviewed other cases in which relationship was 
a trqublesome point, saying: 

A readjustment somewhat similar was before us in Coal from 
Kentucky, Tennesse, and Virginia, 60 I. C. C. 16 The general 
basis of rates from defendant’s groups has been to apply the 
Kanawha district rates from eastern Kentucky and Tennessee mines 
to central territory east of the Indiana-Illinois State line but in- 
cluding Chicago. On August 26, 1920, rates from the Kanawha dis- 
trict were increased 40 per cent and defendant’s rates became con- 
siderably lower as they were increased but 33% per cent. Subse- 
quently defendant and its connections proposed a readjustment of 
rates to central territory and the Northwest based upon a 40 per cent 
increase from the Jellico-Middlesboro group. We found the in- 
creased rates to points in central territory justified except to cer- 
tain destinations. On June 16, 1921, rates from defendant’s eastern 
Kentucky groups to Louisville were also revised, the rate from the 
Jellico-Middlesboro group, 206 miles, being increased to $1.90. We 
found the increased rates not unreasonable or otherwise unlawful 
in Southern Appalachian Coal Operators vs. L. & N. R. R. Co., 83 
I. Cc. C. 136. In that case, as here, complainants strongly urged com- 
yo =~ TR eee the $1.40 rate from the western Kentucky mines to 
Louisville. 


We find that the rates assailed are not unreasonable or unduly 
prejudical. The complaint will be dismissed. 








COMMISSION ORDERS 


The Commission has postponed the effective date of its 
order in No. 13001, the Chamber of Commerce of Kansas City, 
Mo., vs. Alexandria & Western Ry. et al. 

The Commission has modified its order in No. 14020, J. D. 
Hollingshead Company vs. Aberdeen & Rockfish R. R. et al., 
so that it will become effective on July 20 instead of on June 30. 

The Blackfeet Live Stock Company and numerous other simi- 
lar interests have been authorized to intervene in No. 15181, Sub- 
No. 2, Swift & Company et al. vs. Arizona Eastern R. R. et al. 

The Inspiration Consolidated Copper Company and Green 
Cananea Copper Company have been authorized to intervene 
in No. 15684, the Lumbermen’s Exchange vs. Southern Pacific 
et al. 

The Public Service Commission of Oregon has been per- 
mitted to intervene in No. 15759, the Walla Walla County Farm 
Bureau et al. vs. Northern Pacific Ry. et al. 

The New Orleans Joint Traffic Bureau has been permitted 
to intervene in No. 15776, 4 States Grocer Company vs. K. C. S. 
Ry. et al. 

The Hunt Brother€ Packing Company has been authorized 
to intervene in No. 15891, H. G. Prince & Company et al. vs. 
Southern Pacific Co. 

The Commission has modified its order in No. 14146, The 
Cleveland Provision Company vs. A. G. S. R. R. et al., so as to 
permit the defendants to establish rates in compliance therewith 
upon one day’s notice and filing. 

The General Motors Corporation, Olds Motor Works Divi- 
sion, has been permitted to intervene in No. 15595, Sub. No. 1, 
Chevrolet Motor Company of St. Louis et al. vs. B. & O. R. R. 
et al, 
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The Arkansas Rice Growers’ CooperativeAssn., McGij] 
Brothers Rice Mill, Smith Rice Mill Company, and The Standarg 
Rice Company have been authorized to intervene in No. 15613 
New Orleans Joint Traffic Bureau et al. vs. Beaumont, Sour Lake 
& Western Ry. et al. 

The Edison Electric Appliance Company, Inc., has been ay. 
thorized to intervene in No. 15681, The Armstrong Manufactyr. 
ing Company vs. Aberdeen & Rockfish R. R. et al. 

The Virginia Creamery Company and Armour and Company 
have each been authorized to intervene in No. 15823, Duluth 
Chamber of Commerce vs. C. & N. W. Ry. et al. 

Through an order in No. 13413, in the matter of automatic 
train control devices, the Boston & Maine Railroad has been 
authorized to install an automatic train-stop or train-control de. 
vice upon its line between Greenfield, Mass., and Troy, N. Y,, 
in lieu of the installation designated in the Commission’s order 
of January 14. ° 

The Commission has denied the defendants’ request for post- 
ponement of the effective date of its order in No. 13703, L. M. 
Cohen et al. vs. Santa Fe Ry. et al. 

The Indiana State Chamber of Commerce has been per. 
mitted to intervene in No. 15692, Oklahoma Brick Manufac. 
turers’ Association vs. Abilene & Southern Ry. et al. 

Pursuant to its report in No. 12290, Midland Linseed Prod. 
ucts Company vs. Director-General, Erie R. R. et al., the Com- 
mission has found that the complainant is entitled to repara- 
tion in the approximate amount of $34,000 on account of the 
unreasonable rates charged on the numerous carloads of lin- 
ae meal, from Undercliff, N. J., to Chicago, Ill., and Ham. 
mond, Ind. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 13980, Parkersburg Rig & Reel Com- 
pany vs. B. & O. R. R. et al., has asked the Commission for 
reargument and for modification of its report and order therein. 

The defendants in No. 13758, Ridenour-Baker Mercantile 
Company et al. vs. Santa Fe Ry. et al., have asked that the 
Commission’s order be set aside and a rehearing granted. 

Agent Leland, on behalf of carriers defendant, has filed a 
petition with the Commission asking for an extension of the 
effective date of the order entered in No. 14020, J. D. Hollings- 
head vs. Aberdeen & Rockfish R. R. et al. 

The defendants in No. 13205, Chicago, Lake Shore & South 
Bend Ry. Co. vs. Lake Erie & Western R. R. et al., have peti- 
tioned for reargument before the full Commission. 

The complainant in No. 14103, Universal Paper Bag Com- 
pany vs. Maine Central R. R. et al., has asked the Commission 
to grant a rehearing therein. 

The Maryland and Pennsylvania Railroad Company, defend- 
ant, has asked for rehearing in No. 13449, North Carolina Pine 
Association et al. vs. A. C. L. R. R. et al, with respect to fourth 
section relief. 

The Northern Pacific Railway Company has asked for 4 
modification of the Commission’s order of January 14, 1924, in 
No. 13413, In the matter of automatic train-control devices. 

The Director-General of Railroads has asked the Commission 
to reconsider its finding in No. 14202, Nestle’s Food Company, 
Inc., vs. Director-General et al. 

The complainant in No. 14839, Chas. Friend & Company Vs. 
Cc. B. & Q R. R. et al., has asked the Commission to reope 
its proceeding. 


MODIFIED PROCEDURE DOCKET 


Suggestion has been made that No. 15913, Teague Hardware 
Co, et al. vs. Chicago, Burlington & Quincy et al., be placed upon 
the modified procedure docket. The proposition has been sub- 
mitted to the attorneys. The complaint was placed upon the 
public file of the Commission only a day or two before the sug 
gestion for its handling it that way was transmitted to those in 
interest. 


CLAIM DISMISSED 


The Commission has dismissed the claim of the Alabama 
& Northwestern for payment under section 209. The Commis- 
sion said that its operating income in the guaranty period cov- 
ered by the section mentioned, was $2,172.42 in excess of what 
it would have received under the section, due to its failure to 
make its accounting in the way provided by the- regulations 
of the Commission. 


HIS TESTIMONY LIMITED 


George G. Orme, manager of transportation for W. J. 
Rainey, Inc., says the report of his testimony in The Traffic 
World, May 24, p. 1350, in the mine rating case, was incorrect. 
He said the rules as promulgated did not provide for any 
operation in the Connellsville field to ship coal where it had 
been shipping coke exclusively for a period of six months or 
more, and that he was speaking for W. J. Rainey, Inc., only. 
He says he did not say anything concerning the use of other 
than railroad cars or the by-product industry. 
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SAND AND GRAVEL RATES 


Adjustment of rates on sand and gravel and crushed rock, 
from points in Minnesota to destinations in North Dakota in 
accordance with a mileage scale used in Nebraska, for state 
and interstate shipments, has been proposed by Examiner An- 
drew C. Wilkins, in a report on No. 14068, Hopeman Material 
Co. et al. vs. Northern Pacific et al.; I. and S. No. 1674, gravel 
and sand from Barnesville, Downer and Downer Pit, Minn., 
to Fargo, N. D.; and No. 14162, Industrial Commission of North 
Dakota vs. Northern Pacific. 

By agreement, Wilkins said, the parties provided for con- 
solidation of the three cases to iron out a situation created 
by low rates on the materials in question maintained in Minu- 
nesota on orders from the authorities of that state. The 
investigation and suspension docket case was created by the 
effort of the Great Northern to increase rates from Barnesville, 
Downer and Downer Pit to Fargo. 

The leading case attacked the rates on sand and gravel 
from Muskoda, Detroit, Melvin and Downer, Minn., to Fargo 
and other points in North Dakota; and on crushed rock from 
Duluth, St. Cloud and Sauk Rapids to Fargo and other North 
Dakota destinations. The rates on sand and gravel from Mel- 
vin, Minn., to Grand Forks, N. D., in effect between August 
26 and December 11, 1920, were attacked in No. 14162. 

The rates involved in the formal cases were condemned 
as unreasonable and reparation awarded. The proposed in- 
creases were found not justified and ordered canceled. Wilkins 
said that, while the complainant in the second of the formai 
cases had not asked for rates for the future, the carriers, to 
avoid formal complaint, should make rates in accordance with 
the scale, which he said should also be used as a substitute 
for the rates under suspension. That scale is as follows: 


Distance Scale of Rates on Sand, Gravel and Crushed Rock 
Distance. 
50 miles and under 
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909 miles and over 5.5 
100 miles and over 6 
115 miles and over 6.5 
145 miles and over 7 
160 miles and over 7.5 
175 miles and over 8 
200 miles and over 8.5 
225 miles and over 200 9 
250 miles and over 9.5 
NAD ME I I ona cree sc otis 6.0 alt to exsignnleyerinis's-See-e- Genie Cae 10 
et AN ME IE noha so nccoy 4 0d spur. clbinn opal Sew tale mw «crete oe alee 10.5 
ee SA eer ee Hea wiswiatcee ecient 11 
S16 miles amd OVOP: BBB... ccccccccccceccccccccccwcccerccseceseceoce 11.5 


For transportation over two or more lines, not parts of the same 
system and not under a common ownership or control, an arbitrary 
of one cent per 100 pounds may be added. 

The scale, inflated or deflated so as to make it fit the 
periods involved in the reparation phases of the cases, is to 
be used in calculating reparation. 


NEWSPRINT CASE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner John C. Donnally in No. 
15084, Ontario Paper Company, Ltd., et al. vs. Canadian Na- 
tional Rys. et al., as to rates on newsprint paper, in carloads, 
from Thorold, Ont., to New York, N. Y. The complainant and 

‘the News Syndicate Company, Inc., the examiner said, each was 
a subsidiary of the Tribune Publishing Company, also a com- 
Plainant. A number of paper mills and paper mill associations 
were permitted to intervene. The examiner said they appeared 
at the hearing, but introduced no evidence. 

Thorold is a local point on the Canadian National Railways, 
30 miles from Black Rock, N. Y., where connection is made 
with the New York Central, the Delaware, Lackawanna & West- 
ern and other railroads reaching New York, and 12 miles from 
Suspension Bridge, N. Y., where connection is also made with 
the New York Central, with the Lehigh Valley and other rail- 
Toads serving New York. The rates under assault apply over 
each of several railroads from each of the junctions. The haul 
on the commodity in question is between 400 and 500 miles. 
The rate at the time the complaint was filed was 33.5 cents. 

In the winter of 1921 and 1922 the Canadian carrier, the 
examiner said, proposed to the American carriers that they 
Concur in a joint Thorold-New York rate on newsprint of 31 
cents in place of the contemporaneous 37-cent rate, conditioned 
Upon a division of the proposed rate which would increase some- 
What, instead of reducing, the amount accruing to the Canadian 
carrier. American roads did not agree to such an arrangement. 

The American carriers defended the existing rate as reasonable 
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in comparison with rates for similar distances in other parts 
of the country. The general freight traffic manager of the Cana- 
dian National Railways, the examiner said, stated, at the hear- 
ing, that while the Canadian carrier would not participate in 
reparation, if any should be awarded in this case, it would be 
willing to concur in the publication of a joint rate of either 
29.5 or 28 cents. 

The examiner said the Commission should find the rate 
was unreasonable from August 26, 1920, to June 30, 1922, to the 
extent it exceeded 32 cents and that since June 30, 1922, it had 
been, is and for the future would be unreasonable to the extent 
it exceeded, exceeds or may exceed 29.5 cents. He also recom- 
mended reparation. He said the Commission should not at this 
time enter an order because it might be assumed that the 
Canadian carrier and the carriers in the United States could 
agree upon a division of the through rate which he recom- 
mended. He said the case should be held open for ninety days 
to enable them to do that. 


COTTON CONCENTRATION CASE 


Division No. 3, composed of Chairman Hall, Commissioners 
Campbell and Cox, has issued a tentative report on I. and S. 
No. 1969, No. 15464, Jonesboro Freight Bureau et al. vs. St. 
Louis-San Francisco and No. 15471, Southeast Missouri Com- 
press Bureau vs. Same, in which it suggests conclusions differ- 
ing from the report proposed on those cases by Attorney-Ex- 
aminer John McChord, Traffic World, May 24, p. 1323. It has 
given the parties until June 20, to show cause why it should 
not be adopted, failing which the report will be adopted and 
appropriate orders issued. 

The schedules under suspension before the suspension time 
ran out, were voluntarily suspended by the carriers until July 
28. The division, therefore allowed itself a week in which to 
consider the objections and come to a conclusion as to what 
should be done. 

The division considered the circumstances of the case so 
unusual that it adopted the course of putting out a report tenta- 
tively, differing from the recommendations of the examiner 
who heard the testimony. The division had the benefit of the 
objections raised to McChord’s report in the making of its ten- 
tative report. 


The division found unreasonable the present and proposed 
rules of the St. Louis-San Francisco requiring that uncom- 
pressed cotton originating at compress points, if to be com- 
pressed, to be compressed at the points of origin. Further, it 
found the existing and proposed rules and regulations of the 
St. Louis-San Francisco governing concentration and compres- 
sion of cotton at Jonesboro, Ark., and at Hayti, Steele, Caruth- 
ersville and Malden, Mo., unduly prejudicial to those points and 
unduly preferential of Blytheville, and West Memphis, Ark., 
and Memphis, Tenn. It found not unreasonable or otherwise 
unlawful the proposed rules and regulations of the Frisco, gov- 
erning storage in transit, of compressed cotton and charges 


thereon at East St. Louis, Ill., West Memphis and Jonesboro, 
Ark. 


Last fall the Frisco filed schedules, effective November 30, 
proposing rules and regulations in respect of the concentration, 
compression and storage of uncompressed cotton at compress 
points in southeastern Missouri and northeastern Arkansas, and 
transit arrangements on compressed cotton at East St. Louis, 
Jonesboro and West Memphis. Upon the protest of the Cham- 
ber of Commerce at Steele, the Jonesboro Freight Bureau, the 
Jonesboro Compress Company and the Southeast Missouri Com- 
press Company of Caruthersville, Mo., the schedules were sus- 
pended. 


After the creation of the suspension case, the formal docket 
cases were begun by the complainants. The formal complaints 
assailed as unreasonable, unduly prejudicial and unduly pref- 
erential, the existing and proposed rules which permit or pro- 
pose to permit the transportation, from one compress point to an- 
other of uncompressed or “flat” cotton, for concentration and com- 
pression. The Jonesboro interests alleged the present rules and 
regulations unduly preferred Memphis and West Memphis in 
that those points were permitted to draw uncompressed cotton, 
or “flat” cotton, as the practice is termed, out of Jonesboro, 
without according to Jonesboro a reciprocal right; and that 
that undue prejudice was intensified by the fact that Memphis 
and West Memphis were not permitted to float cotton from 
Blytheville, another compress point, at about the same distance 
as Jonesboro, from Memphis. The division said that it was im- 


portant to note that while the schedules under suspension did 
not relate to Memphis, the complaint of the Jonesboro interests 
brought into issue the preferential character of the rules de 
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fining the territory from which Memphis might float cotton for 
compression. 

The Southeast Missouri Compress Company, owning and 
operating compresses at Caruthersville and Hayti, Mo., alleged 
that cotton originating in the vicinity of those points might be 
shipped for concentration and compression to Steele, Blytheville 
and West Memphis, but that the privilege of floating cotton from 
those compress points was denied to its compresses at Caruth- 
ersville and Hayti. 

Taking up, first the schedules under suspension, the division 
said they provided for the floating of uncompressed cotton from 
points where there were compresses to other compress points 
for concentration or compression; and, second, the movement of 
compressed cotton from certain compress points in Arkansas and 
Missouri to East St. Louis for storage in transit and the es- 
tablishment of storage in transit at Jonesboro and West Memphis. 

The commission division considered the two phases in the 
order mentioned. It found undue prejudice arising from the 
existing and proposed rules in the matter of provisions for the 
floating of uncompressed cotton from one compress point to an- 
other. It also found that to restrict compression to the nearest 
compress point gave the owner of a compress who also dealt in 
cotton an advantage. Therefore it suggested a method for the 
removal of the undue prejudice. The division called attention 
to the fact that the existing and proposed items bearing on the 
subject of floating cotton from one compress point to another 
provided no rates or charges for the service. It also came to 
the conclusion that it was impracticable to undertake to delimit 
the area from which a particular compress might draw cotton 
for compression. Therefore it said it could do no more than 
suggest how the undue prejudice could be eliminated, which it 
did by suggesting that all territorial boundaries be eliminated and 
that in lieu thereof a distance or zone scale of rates be established 
for the transportation of cotton from one compress point to an- 
other, with a provision limiting the amount of refund, of the 
inbound rate, to, say 90 per cent, where the out-of-line or back- 
hauls were in excess of 50 miles, the percentage or refund to 
decrease as the out-of-line or back-haul increased. 

The division said it expressed no opinion on the propriety 
of a charge for the movement of uncompressed cotton from one 
compress point to another, but that it was its view that there 
should be some restriction on the extent of the out-of-line or 
back-hauls which, under the present method of constructing the 
through rates, were permitted, in many instances, on shipments 
moving considerable distances, to Memphis, a service which, un- 
der the proposed decision in this case, would have to be ac- 
corded, in like circumstances, to the complaining compresses 
and others similarly situated. It said it could not definitely dis- 
pose of the matter on this record. Its definite proposal as to a 
finding was as follows: 


We find that the present rule which requires that cotton origi- 
nating at points where compresses are located must be compressed 
at such points is unreasonable, and that the present individual items 
defining the stations from which the various compress points may 
draw uncompressed cotton for concentration and compression are 
unduly prejudicial to the compresses located at Jonesboro, Hayti, 
Caruthersville, Steele, and_Malden, and unduly preferential of the 
competing compresses at Blytheville, West Memphis, and Memphis. 
We further find that the proposed rule and the proposed individual 
peers} suena similar provisions and exceptions have not been 
justified. 


As to the storage of compressed cotton, in transit, the divi- 
sion said that that was altogether different from the situation 
presented in connection with the rules relating to the compres- 
sion of flat cotton. It said storage at primary or intermediate 
markets, was in the interest of growers and shippers alike and 
that there was nothing objectionable in the practices of the 
respondent which permitted storage of compressed cotton in 
transit, at such points as East St. Louis, West Memphis and 
Jonesboro. It said that the proposed storage-in-transit charge 
at Jonesboro was not unreasonable. Jonesboro interests thought 
that, on account of advantages that that point was supposed to 
have, the charge at Jonesboro should be lower than at the other 
points. 


AUTOMOBILE WHEEL RATES 


Examiner T. John Butler has recommended the dismissal 
of No. 15293, Bimel Spoke & Auto Wheel Company vs. Lake 
mrie & Western et al., on a finding that rates on automobile 
wheels without hubs, tires, or ball or roller bearings, in car- 
loads, from Portland, Ind., to Los Angeles, San Francisco, Ta- 
coma and Seattle, were and are not unreasonable, unjustly dis- 
criminatory or unduly prejudicial. Thirteen carloads. were in- 
volved in the complaint. They were made in 1921 and 1922. 
Class A rates of $3.035 were collected prior to July 1, 1922, and 
$2.73 on and after that date. Some time after the shipments 
moved a commodity rate of $2.42 was established. The exam- 
iner said there was nothing in the record to suggest that the 
establishment of equal rates from all group C points, effective 
November 30, 1922, did not remove all discrimination and preju- 
dice, if any, that heretofore existed. As to the reasonableness 
of the rates, the examiner said the only showing was to the 
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effect that a few of the carriers serving group C points maip. 
tained commodity rates from a comparatively few group ¢ 
points that were lower than the class A rates assessed from 
other points in the group and that the rates were specifically 
restricted from points on the lines of the carriers maintaining 


them and that none of the lines having the lower rates reached 
Portland. 


RATES NOT UNREASONABLE 


An order of dismissal has been recommended by Examiner 
Alfred S. Knowlton in No. 15540, Sanquoit Paper Company ys. 
Director-General, Boston & Maine, et al., and a sub-number 
thereunder, Sanquoit Paper Company vs. Director-General, Bos- 
ton & Maine et al., on a finding that rates on toilet paper, car. 
loads, from Northumberland, N. H., to New Hartford and South 


Utica, N. Y., in the period of federal control, were not unrea- 
sonable. 


WATER BOTTLE RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner T. John Butler in No. 
15297, Radiant Glass Company vs. Missouri Pacific et al., as to 
rates and charges on 5-gallon glass bottles, from Fort Smith, 
Ark., to San Francisco, on shipments made in October and 
November, 1921. The examiner said the Commission should 
find the charges inapplicable and unreasonable and that rea- 
sonable charges would have been those contemporaneously ap- 
plicable for the same hauls on bottles, N. O. S., in packages, or 
in bulk, in carloads, and that the Radiant Glass Company was 
entitled to reparation amounting to $450. 


LETTUCE CASE DISMISSED 


Examiner David D. Copenhafer has recommended the dis- 
missal of No. 15043, A. C. Martin et al. vs. Pennsylvania et al., 
on a finding that the charges on lettuce from points in New 
York state, to Philadelphia and New York, in June, July and 
August, 1921, had not been shown to have been assessed in 
violation of the act, as was alleged. The complainant took the 
position that the shipments, in small wooden boxes, were en- 
titled to the benefit of the rule providing the first class rate 


on 15,000 pounds with free refrigeration service. The examiner 
disagreed with him. 


BALE HAY CASE 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner P. F. Gault, in No. 13908. 
M. Cohn vs. Chicago, Milwaukee & St. Paul, as to rates and 
charges on baled hay from McLaughlin, McIntosh and Walker, 
S. D., to Sioux City, Ia., in December, 1917. The allegation was 
the rates were unreasonable and in violation of the interme- 
diates part of the fourth section. The defendant raised the 
question as to whether claim for reparation arising in 1917 
could be revived by the exclusion of the federal control period 
and the examiner recommended a holding against the railroad, 
as usual in such cases. He said the Commission should find 
that the applicable rate was unreasonable to the extent it ex- 
ceeded 27 cents from McIntosh, 25.5 cents from Walker and 24.5 
cents from McLaughlin. 


FRUIT AND VEGETABLE PACKAGES 

Reparation has been recommended in No. 15520, Package 
Sales Corporation vs. Union Pacific, by Examiner Myron Wit- 
ters, who said the Commission should find rates on fruit, vege: 
table and grape packages, in carloads, from Burlington, St. 
Louis, Marshall and Rusk, Tex., to destinations on the Oregon 
Short Line in Idaho and eastern Oregon were unreasonable. 
Prior to August 26, 1920, the rate on these packages was 5 
cents over the rate on lumber. After that date the arbitrary 
became 7 cents east of Colorado common points and 6.5 cents 
to points west thereof. Effective July 1, 1922, the T-cent arbi- 
trary was reduced to 6.5 cents. The examiner said the arbitrary 
part of the rate should be held unreasonable to the extent it 
exceeded 6.5 cents prior to July 1, 1922, and 6 cents thereafter. 


OVERCHARGE REFUND DIRECTED 

A finding of overcharge, with a direction to refund, has 
been recommended by Examiner Alfred S. Knowlton, in No. 
15492, McGowin-Foshee Lumber Company vs. Andalusia, Florida 
& Guif Coast et al., as to rates assessed on two carloads of 
lumber, shipped in September and October, 1921, from Falco, 
Ala., to Manitou Beach and Northville, Mich. The basis of the 
charges, the examiner said, was not clear, but they aggregate 
$540. The examiner said the shipments were overcharged to 
the extent the charges collected were based on any rate in 
excess of 49.5 cents. 


Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 
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ONE AGENT SERVICE CASE 


The Supreme Court of the United States this week granted 
qa writ of certiorari in No. 785, James C. Davis, etc., vs. L. D. 
Alexander and Frank Griffith, directed to the Supreme Court 
of Oklahoma, requiring that body to certify to it the record in 
a suit brought by the respondents against Davis which resulted 
in a judgment against the Director-General for the loss and 
damage caused by the rough handling and negligent delay in 
the transportation of cattle from Campana, N. M., to Oklahoma 
City, in September, 1921. 

Error on the part of the Oklahoma courts was alleged by 
the Director-General because they assumed jurisdiction over 
the Chicago-Rock Island & Gulf, an intermediate carrier, where 
most of the damage was alleged to have taken place, by reason 
of the service of process on the service agent of the Chicago, 
Rock Island & Pacific. The Director-General contended that 
service on the service agent of the parent company was not 
service on the Texas subsidiary. He objected in the lower 
court and carried the question to the highest Oklahoma court, 
from the decision of which he said he could find relief only 
by means of a writ of review. He contended that the President 
took over the railroads and operated them as separate entities 
and that service on the service agent of the parent company 
was not sufficient to hold the subsidiary. The Oklahoma courts 
held that service on the agent of the parent company gave 
the trial court jurisdiction over the agent of the President and 
made him liable in damages, no matter where the loss and 
damage took place. 

In support of their application for the writ, attorneys for 
the Director-General cited, among other cases, James C. Davis 
vs. L. E. Benson, in which they said the Supreme Court of 
Oklahoma decided the identical question, December 4, 1923, in 
exactly the opposite way. It said, in that case, speaking about 
the two parts of the Rock Island system, “they were taken over 
as separate systems and dealt with as separate systems.” In 
that case the Oklahoma court discussed Missouri Pacific vs. 
Ault, 256 U. S. 554, in an approving way and said that, in the 
Benson case, the “conclusion is irresistible that the plaintiff 
cannot recover against the Director-General in charge of the 
Chicago, Rock Island & Pacific for injuries suffered on the 
Chicago, Rock Island & Gulf Railroad.” 


EXPRESS ORDER HELD VALID 


In an opinion by Mr. Justice Brandeis, in Nos. 666, 667 and 
668, United States of America et al. vs. American Railway Ex- 
press Company et al., Southeastern Express Company vs. Amer- 
ican Railway Express Company et al., and Southern Traffic 
League et al. vs. American Railway Express Company et al., 
respectively, the Supreme Court of the United States this week 
reversed the District Court of the United States for the North- 
ern District of Georgia. The effect of the decision of the Su- 
preme Court is to hold valid the order of the Commission re- 
quiring the establishment of certain through routes by the 
Southeastern Express Company and the American Railway 
Express Company. The lower court held the order invalid. 
Justice Brandeis, in delivering the opinion of the court, said: 


Transportation act, 1920, c. 91, sec. 418, 41 Stat. 456, 485, amend- 
ing interstate Commerce act, section 15, par. 3, directs that the 
Commission ‘‘shall whenever deemed by it necessary or desirable 
in ‘the public interest establish through routes.” Paragraph 
4 of that section provides: ‘In establishing any such through route 
the Commission shall not .- require any carrier by railroad, 
without its consent, to embrace in such route substantially less than 
the entire length of its railroad and of any intermediate railroad 
operated in conjunction and under a common management or con- 
trol therewith, which lies between the termini of such proposed 
through route, unless such inclusion of lines would make the through 
Toute unreasonably long as compared with another practicable 
through route which could otherwise be established.” That is, the 
Commission shall not compel the carrier to short haul its traffic. 

€ main question for decision is whether the American Railway 
Express Company, which uses the railroads for its transportation 
Service as described in Wells Fargo & Co. vs. Taylor, 254 U. S. 175, 
177, 178, is itself a “carrier by railroad’? within the meaning of 
Paragraph 4. 

The American was organized, in June, 1918, as a war measure, 
to take over the express business done on the railroads which had 
come under federal control. After the government relinquished such 
control, this consolidation of the transportation business and prop- 
erty of the express companies was approved by the Commission, 
Under paragraph 7 of section 5 of the interstate commerce act aS 
amended by transportation act, 1920. Consolidation of Express Com- 
erp 59 I. C. C. 459. Uniform contracts were ‘entered into by the 
Recrican with substantially all the railroads of the United States, 

xpress Contract, 1920, 59 I. C. C. 518; and it enjoyed a practical 
fhoboly of the railroad express business until May 1, 1921. On 
ntite day the Southeastern Express Company entered the field, by 
i izing for that purpose the Southern Railway system and affiliated 
“nes. in all about 10,000 miles of railroad. Many cities and towns 
m the southeastern states are now served both by the, American 


= 


and by the Southeastern. These are called common points. A 
larger number in those states are served noly by one of the com- 
panies. These are called exclusive points. Except in the south- 
eastern states, practically all railroad express offices in the United 
States are exclusive points of the American. 

The Southeastern sought to have the American agree with it to 
establish through routes and joint rates between all points served 
by them respectively, whether common points or exclusive; and to 
permit the shipper to give the routing instruction. The American 
declined to do this; limiting its concurrence to routes between the 
exclusive points of one company and the exclusive — of the 
other. In this way, it attempted to secure to itself either the entire 
haul or the longest possible haul. Thereupon, the Southeastern in- 
stituted, before the Commission, proceedings against the American, 
praying that the Commission establish the through routes and joint 
rates sought. Another proceeding, seeking in part Jike relief, was 
brought against the two express companies by shippers’ associa- 
tions. The cases were consolidated. The Commission ordered the 
establishment of some of the through routes prayed for, finding 
that, in order to secure adequate service, it was necessary, and de- 
sirable in the public interest that competitive joint routes be estab- 
lished, although the American had reasonable routes from origin to 
destination, or from origin to a point nearer destination that the 
joint through routes established. Southeastern Express Co. vs. Amer- 
ican Express Co., 78 I. C. C. 126; 81 I. C. C. 247. 

Before the effective date of the order, this suit to enjoin its en- 
forcement was brought by the American against the United States 
in the federal court for northern Georgia. The Seaboard Air Line 
Railway, one of the many railroads with which the American has 
a contract, intervened as plaintiff. The Commission, the Southeast- 
ern, the Southern Traffic League and other shippers’ associations 
intervened as defendants. The case was heard on application for a 
temporary injunction by three judges, pursuant to the act of Octo- 
ber 22, 1913, c. 32, 38 Stat. 208, 219, 220; the order was held void 
on the ground that the American is a “carrier by railroad’ within 
the meaning of paragraph 4, and that, therefore, the Commission 
was, on the facts found, without power to make the order; and a 
temporary injunction? was granted, Circuit Judge Bryan dissenting. 
293 Fed. 31. The case is here on separate appeals from that decision 
by the several respondents. The three appeals present the same 
questions of law. 

First. The power to establish through routes is conferred broadly 
as to all carriers by paragraph 3 of section 15.3 The limitation upon 


1The Commission found “that it is necessary and desirable in 
the public interest that additional reasonable direct through routes 
and joint rates shall be maintained between points on the lines of 
the American Railway Express Company and points on the lines of 
the Southeastern Express Company, regardless of the fact that one 
company may have a reasonable direct single-line route, or join in 
a reasonable direct joint route via another junction which allows it 
a longer haul; that the rates between any two points shall be the 
same regardless of the route over which the shipment may move 
or the number of lines over which it may travel; that joint through 
routes shall be established, in instances where they will result in 
reasonable direct routes, so that there will be at least two reason- 
able direct routes between such points, one of which shall be via 
the transfer point selected by the Southeastern Express Company, 
and the other via the transfer point selected by the American Rail- 
way Express Company; and that the tariffs shall provide for the 
right of the shipper to designate the routing of express shipments 
over the routes established. . . .” See 78 I. C. C. 126, 143. 

The order (81 I. C. C. 247) required the companies to establish, 
on or before October 20, 1923, through routes between all points in 
the states of Maine, New Hampshire, Vermont, Massachusetts, Rhode 
Island, Connecticut, and New York, N. Y., and all points on the 
direct routes of the American Railway Express Company between 
New York and Washington, D. C., on the one hand, and all points 
on the main line of the Southern Railway Company from Washing- 
ton to and including Birmingham, Ala., on the other, with transfer 
between the companies at Washington, D. C.; that the rates between 
these points shall not exceed the rates contemporaneously in effect 
between the same points over the routes now used; and that the 
tariff should provide for the right of the shipper to designate in 
writing the routing of shipments over the routes prescribed. No 
order was made fixing divisions of the joint rates. 

2The opinion stated that the injunction would be ‘‘without preju- 
dice to the right of the Commission to enquire whether, because the 
existing routes are unreasonably long, or for other cause particularly 
appearing, any of the proposed new routes can be established con- 
sistently with paragraph 4 of section 15 of the interstate commerce 
act, and, if so, to order their establishment.”” 293 Fed. 31, 38. 


*The act to regulate commerce, of February 4, i887, c. 104, 24 
Stat. 379, did not confer upon the Commission any power to estab- 
lish through routes. Compare Southern Pacific vs. Interstate Com- 
merce Commission, 200 U. S. 536, 553. The amendment of June 29, 
1906, c 3591, sec. 4, 34 Stat. 584, 590, conferred power to do so ‘‘when 
that may be necessary to give effect to any provision of this act, 
and the carriers complained of have refused or neglected to volun- 
tarily establish such through routes and joint rates, provided no 
reasonable or satisfactory through routes exists.”” The amendment 
of June 18, 1910, c. 309, sec. 12, 36 Stat. 539, 552, struck out the pro- 
viso and substituted therefor the limitation now reenacted in p#ra- 
graph 4 of section 15 of the interstate commerce act as amended by 
transportation act, 1920. The latter act struck out, also, the clauses 
in the act of 1910 by which the Commission’s power to establish the 
through routes was dependent upon failure of the carriers to estab- 
lish them voluntarily. 


Section 1, par. 3, provides that “the term ‘common carrier’ as 
used in this act shall include all pipe-line companies; telegraph, tele- 
phone, and cable companies operating by wire or wireless; express 
companies; sleeping car companies; etc.’’ Sec. 1, par. 4, imposes 
upon every carrier of property the duty to establish through routes. 
Sec. 15, par. 1 (which deals, among other things, with joint rates) 
confers the regulatory powers in respect to “any common carrier or 
earriers subject to this act for the transportation of persons or 
property or for the transmission of messages as defined in the first 
section of this act.” Par. 2, of Sec. 15, deals only with the time 
when the orders under par. 1 takes effect. Par. 3 contains no words 
limiting the scope of the Commission’s power to establish through 
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the power in respect to a “carrier by railroad’ is imposed by para- 
graph 4. The language which embodies this limitation is not appro- 
priate to describe the situation of an express company. It is that 
the Commission may not compel the carrier to embrace in the 
through route “substantially less than the entire length of its rail- 
road and of any intermediate railroad operated in conjunction and 
under a common management or contro] therewith, which lies be- 
tween the termini of such proposed through route, unless .. .” 
An express company has no railroad. It is served by many rail- 
roads, as it is served by water lines, by motor trucks and by horses 
and wagons. Moreover, the language of paragraph 4 describes aptly 
a single railroad system, but not a system of express routes extend- 
ing over many separate railroad systems. Practically every express 
company has had, as the American has now, routes over many sepa- 
rate railroad systems. However numerous the railroads used, all 
the routes are parts of a single express system.’ If an express 
company is a “carrier by railroad,’”’ the ‘entire length of its rail- 
road’ must, as the American argues, be construed to mean the en- 
tire length of all the lines of the railroads within the United States 
over which it has routes. Such a construction would, if adopted, 
tend to give permanency to an existing monopoly although it failed 
to give adequate service. For it would deprive the Commission of 
power to foster the competition found necessary to secure such serv- 
ice. There is nothing in transportation act, 1920, which evinces an 
intention on the part of Congress to accomplish such a purpose. 
The natural meaning of the term “carrier by railroad’’ is one 
who operates a railroad, not one whose shipments are carried by a 
railroad. The term is not found in the original act to regulate 
commerce which was applicable only to carriers _anooges in the 
transportation of passengers or property wholly by railroad, or partly 
by railroad and partly by water.’’® When the amendment of 1906 ex- 
tended the Commission’s jurisdiction to express companies, sleeping 
car companies and pipe lines, and that of 1910 extended its juris- 
diction to telegraph, telephone and cable companies, occasion for 
differentiating between carriers arose; as some of the peespnene of 
the act to regulate commerce were obviously not applicable to all 
the classes of carriers which had been made subject to regulation. 
But to what extent its provisions should be applied to any class 
was left, by these amendments, largely to construction. In trarfs- 
portation act, 1920, the phrase “carrier by railroad’’ seems to have 
been systematically employed to designate sections of the interstate 
commerce act which apply only to carriers operating railroads.? The 
term was introduced by it in paragraph 4 in place of the word 
“company” which had been used in the amendment of 1910.8 The 
purpose of the substitution was to make it clearer that the prohibi- 
tion against compelling a carrier to short-haul its traffic was limited 
to railroads. The same phrase had been adopted in the Federal Em- 
ployers’ Liability Act of April 22, 1908, c. 149, secs. 1, 2 and 3, 35 
Stat. 65, 66.° As used in that act, it was held in Wells Fargo & 
Co. vs. Taylor, 254 U, S. 175, 187, 188, not to include independerit 
express companies doing business over railroads. In section 15(4) of 
transportation act, 1920, it should be given the same meaning. Com- 
pare United States ex rel. Chicago, New York & Boston Refrigerator 
Co. vs. Interstate Commerce Commission, decided May 26, 1924. 
Second. The American claims that the order is void, even if 
the limitation contained in paragraph 4 is not applicable to express 
companies. One contention is that the order exceeds the power con- 


routes to “carriers by railroad.’’ The limitation imposed, as applied 
to “carriers by railroad,’’ appears first in par. 4. Prior to transpor- 
tation act, 1920, the existence of the unrestricted power to establish 
through routes and joint rates appears to have been assumed with- 
out question by the Commission in In re Express Rates, etc., 24 I. 
Cc. C, 380, 392-4; 28 I. C. C. 131, 136. Compare American Express Co. 
vs. United States, 212 U. S. 522, 531, 534. 

‘In 1911 there were thirteen express companies of which the ten 
important ones conducted their service over 218,013 miles of rail- 
way, 18,385 miles of steamship and stage lines, and 6,665 miles of 
electric lines. In re Express Rates, Practices, etc., 24 I. C. 380, 
884; 28 I. Cc. C. 1381; 385 I. C. C. 3; Proposed Increase in Express 
Rates, 50 I. C. C. 385, 391. January 1, 1918, there were only seven 
such express companies in the United States. Consolidation of Ex- 
press Companies, 59 I. C. C. 459, 460. 

‘The American, which was the only express company doing busi- 
ness over the railroads when transportation act, 1920, was enacted, 
conducted its service over nearly all of the 235,234 miles of railroad 
of the first class in the United States. These were operated by 186 
separate railroad companies. “Statistics of Railways of the United 
States’’ for 1920, p. x. (Interstate Commerce Commission) consoli- 
dation of Express Companies, 59 I. C. C. 459, 460. 

®See Sec. 1. The phrase used in all later sections of the original 
act is “any common carrier subject to the provisions of this act.” 
See sections 2, 3, 4, 5, 6, 7, 8, 9, 10, 11, 12, 13, 16, 20. Compare sec- 
tion 22. The Commission held in In re Express Companies, I. C. C. 
349, that while express business conducted as a department of the 
business of a railroad was subject to the original act, such busi- 
ness when conducted by an independent company, which had acquired 
rights by contract with the railroad, was not subject to the act. 
Nor is the term “carried by rvilroad’’ found in the amendments of 
March 2, 1889, c. 382, 25 Stat. 855; of February 10, 1891, c. 128, 26 
Stat. 743; or of February 19, 1903, c. 708, 32 Stat, 847. In the amend- 
ment of 1906, it appears in section 2 (34 Stat. p. 586); and in the 
amendment of 1910, it appears in Sections 8 and 9 (36 Stat. p. 548). 
But in connection with the establishment of through routes, the 
use of the term “carrier by railroad’’ appears for the first time in 
the amendment made by transportation act, 1920. 

"See following provisions of interstate commerce act as amended 
by Gpnepertstios act, 1920, Title IV; Sec. 1, pars. 10, 11, 12, 13, 14, 
16, 17, 18, 20, 21, as compared with pars. 3, 4 and 6; Sec. 3, par. 2, 
as compared with pars. 1 and 3; Sec. 4, par. 2, as compared with 
par. 1; Sec. 5, par. 6, as compared with ptt. 7 (also, 1 and 2); Sec. 
15, par. 4, as compared with pars. 1, 3, 6, 7, 11; Sec. 15a; Sec. 20a; 
Sec. 25, pars. 2 and 4; Sec. 26. See also Section 204(a), 209(a), 
210(a), 300(1). 

SSection 15, as amended by the act of June 18, 1910, c. 309, 36 
Stat. 539, read: ‘‘The Commission shall not require any company, 
without its consent, to embrace in such route substantially less than 
the entire length of its railroad, etc.” 

*The phrase had been introduced in the safety appliance act of 
March 2, 1903, c. 976, sec. 1, 32 Stat. 943; but it is not found in the 
original safety appliance act of March 2, 1893, c. 196, 27 Stat, 531; 
nor in the amendment thereof of April 14, 1910, c. 160, 36 Stat. 298. 
The term is not used in the hours of service act, March 4, 1907, c. 
2939, 34 Stat. 1415; the ash-pan act, May 30, 1908, c. 225, sec. 2; 
and the boiler inspection act, February 17, 1911, c. 103, 36 Stat. 913. 
On the other hand, the 28-hour law, June 29, 1906, c. 3594, 34 Stat. 
606, enumerates “railroad, express company, car company, common 
carrier other than by water.” The railway mail service pay pro- 
vision, July 28, 1916, c. 261, sec. 5, 30 Stat. 412, 429, employs the 
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ferred upon the Commission, because it is, as a matter of law, un- 
reasonable to establish a second through route merely for the sake 
of securing competition in service. Another contention is that the 
order exceeds the power conferred upon the Commission because it 
purports to authorize the shipper to give routing instructions. The 
further claim is made that the American has, as a matter of lay, 
the right to carry, over its own lines, traffic which it originates, as 
long as this can be done without unreasonably delaying the delivery 
at destination; that this right to haul its traffic to destination js 
property protected by the fifth amendment; that to authorize the 
shipper to give routing instructions takes this property; and that 
the provision for making an equitable division of the joint rate does 
= smc the legal compensatioon for the taking to which it is en- 
ed. 

The Southeastern insists that these claims, although adequately 
presented in the bill of complaint, cannot be availed of in this court, 
because they were overruled by the district court and the American 
did not take a cross-appeal. The objection is unsound. It is true 
that a party, who does not appeal from a final decree of the trial 
court cannot be heard in opposition thereto when the case is brought 
here by the appeal of the adverse party. In other words, the ap- 
pellee may not attack the decree with a view either to enlarging 
his own rights threunder or of lessening the rights of his adversary, 
whether what he seeks is to correct an error or to supplement the 
decree with respect to a matter not dealt with below. But it is 
likewise settled that the appellee may, without taking a cross-appeal, 
urge in support of a decree any matter appearing in the record. 
although his argument may involve an attack upon the reasoning 
of the lower court or an insistence upon matter overlooked or 
ignored by it. By the claims now in question, the American does 
not attack, in any respect, the decree entered below.™ It merely 
asserts additional grounds why the decree should be affirmed. These 
grounds will be examined. 


The competitive route ordered must, of course, be reasonable in 
character from the standpoint of transportation; and there must be 
reasonable cause for establishing it. In this case, no objection is 
made to the character of the routes ordered. The objection is that. 
as a matter of law, the competitive routes cannot be justified be- 
cause the time required for delivery over the existing routes of the 
American is as short as it would be under the competitive joint 
routes. To this objection the action taken by Congress supplies an 
answer. Under the act of 1906, the Commission could act only ify 
no “reasonable and satisfactory through route exists.’’ In Inter- 
state Commerce Commission vs. Northern Pacific Railway Co., 216 U. 
S. 538, this court set aside an order to establish a second through 
route because it deemed the existing one adequate. Thereupon, Con- 
gress, by the amendment of 1910, struck out the proviso and em- 
powered the Commission to establish through routes “whenever 
deemed by it to be necessary or desirable in the public interest.’ In 
transportation, the quality of the service furnished may be as im- 
portant to the shipper as the rate. The Commission found, in the 
proceeding under review, that the service of the American, in some 
instances, had been inadequate; and that in ‘considering competi- 
tion, time is not the only important element. Competition tends to 
make each company improve its general treatment of the public, its 
practices, rules and regulations in regard to its methods of doing 
business.”” It found, also, that the “service at common points has 
improved since the formation of the Southeastern.” Its conclusion, 
that the establishment of the competitive routes was necessary and 
emee g in the public interest, is not shown to have been unrea- 
sonable, 


The existence of a competitive route ordinarily implies an op- 
tion in the shipper. To give him the privilege of directing the rout- 
ing is a corollary of the establishment of competitive routes. Upon 
shippers of railroad freight this right was expressly conferred by 
Congress, in paragraph 8 of section 15, subject only ‘‘to such rea- 
sonable exceptions and _ regulations’’ as the Commission may pre- 
scribe. The rights, in this respect, of shippers by express, were not 
dealt with in terms. The matter was, therefore, left subject to 
regulation by the Commission under general provisions of the act. 
Paragraph 3, which empowers the Commission to establish through 
routes, authorizes it, also, to fix “the terms and conditions under 
which such through routes shall be operated.’’ Its order that the 
shipper by express may direct the routing is not unreasonable.” 
As the American has no absolute right to retain traffic which it 
originates, and as the provision authorizing the shipper to direct the 
routing is reasonable, the order does not violate any of its constitu- 
tinal rights. We have no occasion to consider any of the other 
grounds urged in its support. Reversed. 


— 


phrase “railway common carriers;’’ and the merchant marine act, 
1920, c. 250, sec. 8, 41 Stat. 988, 992, the phrase ‘“‘carrier by rail.” R 

The William Bagaley, 5 Wall. 377, 412; The “Stephen Morgan, 
94 U. S. 599; Landram vs. Jordan, 203 U. S. 56, 62. Compare Union 
Tool Co. vs. Wilson, 259 U. S. 107, 111. 

“The decision in Peoria & Pekin Union Ry. Co. vs. United States, 
263 U. S. 528, 536, upon which the appellants rely, rests upon the 
peculiar character of the question raised. There the objection up 
which the appellee relied was one of venue. The district court over- 
ruled it; and then dismissed the bill on the merits. An _ objection 
to venue can be waived at any stage of the proceeding. The court 
held that it was waived by failure to take a cross-appeal. 


BRule 3 of the express classification, approved by the Commis- 
sion, provided that the shippers “by designation in writing may route 
shipments by way of such established routes and transfef points 
as they may desire.” See In re Express Rates, 24 I. C. C. 380, 
392, 405; 28 I. C. C. 131. The Commission found that “the American 
refuses to obey shipper’s routing instructions, and disregards Rule 3 
of the express classificavion.”” See Southeastern Express Co. VS 
American Ry. Express Co., 78 I. C. C. 126, 140. The statements and 
practice of the Commission in the cases relied upon by the Amer- 
ican are entirely consistent with this rule. See Annual Report, for 
1909, p. 7. Also, Cincinnati & Columbus Traction Vo. vs. Baltimore 
& Southwestern R. R. Co., 20 IL. C. C. 486, 490; In re Express Rates, 
etc., 24 I. C. C. 380, 341. 








Ss. P. CLAIM TO BE HEARD 


President Coolidge has signed a bill passed by Congress 
conferring jurisdiction on the Court of Claims to ascertain the 
costs to the Southern Pacific Company and the amounts ¢* 
pended by it from December 1, 1906, to November 30, 1907, 
closing and controlling the break in the Colorado river, which 
threatened to overflow the Imperial Valley in California, and to 
render judgment therefor. 
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June 7, 1924 


RAILROAD LEGISLATION 


The Trafic World Washington Bureau 


With Congress having voted to adjourn Saturday, June 7, 
it became a certainty that no major changes would be made 
in the transportation act at this session of Congress. The 
Howell-Barkley railway labor bill, abolishing the Railroad Labor 
Board, will come up in the House again the first suspension 
Monday after Congress reconvenes in December. 

The House committee on interstate and foreign commerce 
decided, June 3, to hold no further hearings at this session on 
section 15-a. The committee was to have resumed hearings 
June 4. 

In view of Congress quitting June 7, it was decided that 
further hearings should be deferred at least until the next 
session. The Senate interstate commerce committee has taken 
no action with respect to section 15-a. 

The committee also decided to defer action on the Rob- 
inson bill making unlawful the Pullman surcharge and that 
pill will not come before the House before adjournment. 

No action has been taken by the committee on the Gooding 
long-and-short-haul bill and it will go over until the December 
session. 

The Hoch rate revision resolution was to have been taken 
up by the House June 5 under suspension of rules, but it was 
not reached. It was to have the right of way June 6, when 
it was expected that it would be passed (see page 1492). 

When the Gooding railroad propaganda resolution was 
reacheed on the unanimous consent calendar in the Senate the 
night of June 5 several senators objected to its consideration 
and it went over. It was regarded as possible that Senator 
Gooding might seek action on the resolution again before ad- 
journment Saturday night. 

A resolution by Senator La Follette, proposing an adjourn- 
ment of Congress only until July 7, and providing for action by 
Congress at that time on the Howell-Barkley railway labor bill 
and amendment of the rate-making provisions of the transporta- 
tion act, was rejected in the Senate, June 3, by a vote of 52 
to 36. The resolution was offered as a substitute for the reso- 
lution passed by the House providing for adjournment June 7. 
After rejection of the La Follette resolution, the Senate passed 
the House resolution by a vote of 53 to 36, thus making certain 
adjournment of Congress June 7 until December. 

The concurrent resolution offered by Senator La Follette, 
proposing an adjournment of Congress until July 7, follows: 


Whereas the secretary of agriculture has reported that in the 15 
wheat states alone more than 108,000 farmers have since 1920 lost 
their farms or other property through foreclosures or bankruptcy, 
over 122,000 have lost their property without legal proceedings, and 
nearly 373,000 have retained their property only through the leniency 
of creditors, making a total of 603,000 farmers, or 26 per cent of 
all who are virtually bankrupt in these 15 states; and 

Whereas the conditions are even more appalling in particular 
states, as, for example, in South Dakota, where according tothe sec- 
retary of agriculture 40 per cent of all farmers are virtually bankrupt; 
Colorado, 42 per cent; North Dakota, 50 per cent; Wyoming, 54 per 
cent; and Montana, 62 per cent; and ; 

Whereas as a result of this acute agricultural distress during the 
four years 1920 to 1923, 1,357 state and national banks have failed, 
with total liabilities of more than $500,000,000, and 

Whereas during the first three months of the present year 265 
banks failed, with total liabilities of $100,275,600, or at the un- 
precedented rate of 1,060 bank failures for the year; and 

Whereas this constitutes conclusive evidence that the alarming 
conditions in the agricultural states above described are not only 
increasing, but threaten the financial and commercial stability of 
the entire nation: 

Resolved by the senate (the house of representatives concurring), 
That when the two houses complete the business of the calendar 
day of Saturday, June 7, 1921, they shall stand adjourned until 12 
clock meridian Monday, July 7, 1924, and 

Resolved further, that when the congress reconvenes on July 7, 
1924, the two houses shall proceed to consider and vote upon the 
following measures in the order named (1) emergency législation for 
the relief of agriculture; (2) the Howell-Barkley bill for the settlement 
of disputes between carriers and their employes; (3) amendment of 
lea — sections of the transportation act, and (4) reclamation 

slation. 


WOLF CASE LEGISLATION 


In passing S. 2704, the bill amending paragraph 3 of sec- 
tion 16 of the interstate commerce act, extending the time for 
the filing of overcharge claims, the House June 4 inserted a 
few commas to make certain that the language would not be 
subject to misinterpretation. The commas were inserted after 
the word “accrues,” and before the words “and not after,” 
Where those words appear in the bill, and in one other similar 


stance. The insertion of the commas made necessary refer- 
oe. The insertion of the commas made necessary refer- 
dllows: 


Be it enacted by the Senate and House of Representatives of 
the United States of America in Congress assembled, That paragraph 
(3) of section 16 of the Interstate Commerce Act be, and the same 
1g ereby, amended to read as follows: 

(3) (a) All actions at law by carriers subject to this act for 
'ecovery of their charges, or any part thereof, shall be begun within 
three years from the time the cause of action accrues, and not after. 

(b) All complaints against carriers subject to this act for the 
'ecovery of damages not based on overcharges shall be filed with 

© commission within two years from the time the cause of action 
accrues, and not after, subject to subdivision (d). 
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“(c) For recovery of SAppternad, ind action at law shall be begun 
or complaint filed with the commission against carriers subject to 
this act within three years from the time the cause of action accrues, 
and not after, subject to subdivision (d), except that if claim for 
the overcharge has been presented in writing to the carrier within 
the three-year period of limitation said period. shall be extended to 
include six months from the time notice in writing is given by the 
carrier to the claimant of disallowance of the claim, or any part or 
parts thereof, specified in the notice. 


“(d) If on or before expiration of the two-year period of limitation 
in subdivision (b) or of the three-year period of limitation in sub- 
division (c) a carrier subject to this act begins action under sub- 
division (a) for recovery of charges in respect of the same trans- 
portation service, or, without beginning action, collects charges in 
respect of that service, said period of limitation shall be extended to 
include ninety days from the time such action is begun or such charges 
are collected by the carrier. 


“(e) The cause of action in respect of a shipment of propert 
shall, for the purpose of this section, be deemed o accrue aon red 
livery or tender of delivery thereof by the carrier, and not after. 

_ “(f) A petition for the enforcement of an order of the commis- 
sion for the payment of money shall be filed in the district court or 


Ge state court within one year from the date of the order, and not 
after. 


“(g) The term “overcharges’ as used in this section shall be deemed 
to mean charges for transportation services in excess of those appli- 
cable thereto under the tariffs lawfully on file with the commission. 

“‘(h) The provisions of this paragraph (3) shall extend to and 
embrace cases in which the cause of action has heretofore accrued 
as well as cases in which the cause of action may hereafter accrue, 
except that actions at law begun or complaints filed with the com- 
mission against carriers subject to this act for the recovery of 
overcharges where the cause of action accrued on or after March 
1, 1920, shall not be deemed to be barred under subdivision (c) if 
such actions shall have been begun or complaints filed prior to 
enactment of this paragraph or within six months thereafter.” 


The Senate concurred in the amendments of the House and 
the measure was sent to the President. 


RAILWAY LABOR BILL 


By a vote of 9 to 3, the Senate interstate commerce com- 
mittee May 31 adopted a favorable report on the Howell-Barkley 
railway labor bill, as reported by the sub-committee, with the 
exception of the Howell receivership amendment, which was 
eliminated. For the first time in weeks Senator La Follette was 
present. He voted for the bill. 

In addition to Senator La Follette, Senators Gooding. 
Couzens, Howell, Pittman, Dill, Wheeler, Mayfield and Chair- 
man Smith voted for the bill. Senators Watson, Elkins and 
Fess voted against a favorable report. Senators who did not 
vote were Cummins, McLean, Fernald, Underwood and Bruce. 
Had all the absentees vated against the bill, however, there 
would have been a majority of one in favor of the measure. 

The committee agreed in principle on a substitute for the 
Howell receivership amendment and delegated a sub-committee 
of Senators Couzens, Dill, Gooding, Cummins and Howell to 
draft it. The substitute will provide for a final fact-finding body 
of five members. It was the idea of the committee that. the 
members should be composed of the Secretary of Labor, a 
member of the Interstate Commerce Commission and three 
members to be appointed by the President. In the event of a 
failure of the railroads and the employes to settle disputes by 
the methods provided by the bill, this fact-finding body would 
investigate, find the facts and state its conclusions thereon. 
It would have no power to enforce anything. 

Senator Howell was understood to be disappointed at the 
rejection of his amendment and it was regarded as possible 
that he would make a fight on the floor for the amendment. He 
asserted there ought to be some way that the public would be 
protected against interruption of service on the railroads. 

Admitting that the opposition was in a position to prevent 
final action, Representative Barkley, June 2, permitted the bill 
to be laid aside for consideration at the December session, or, in 
the event Congress did not adjourn, on suspension Mondays 
later in this session. Just after this announcement by Barkley, 
which permitted the House to proceed to the consideration of 
other bills, the House, by a vote of 221 to 157, passed a resolu- 
tion providing for adjournment June 7. 

The committee the afternoon of June 6 filed the report 
recommending passage of the bill, as amended by the com- 
mittee. The amended bill contains a provision for the ap- 
pointment of an emergency board of the character outlined 
when the committee adopted its favorable reports. It was not 
expected that the bill would be called up for consideration 
before adjournment Saturday. 

Representative Barkley’s statement in the House giving his 
reasons for consenting to displacement on June 2 of the rail- 
way labor bill was as follows: 

For nearly four months the advocates of the Howell-Barkley rail- 
road labor bill have made every proper and reasonable effort to 
secure its fair and orderly consideration on merit. Such consider- 


ation has been opposed and obstructed at every step by the Re- 
publican organization of this house. 

This organization, and its policy of indifference to the welfare 
of the whole people, and its subservience to the wishes of special 
interests, prevented the consideration of the bill in the committee, 
and made necessary the committee’s discharge. It has been unwilling 
to consider many other scores of bills designed to serve the public 
interest without injury to any interest. 

Since the committee was discharged and the bill was brought 
to the floor of the house a month ago, every obstructive method 
that the old guard could devise has been resorted to in order to 
prevent the house from considering the measure. We have spent 24 
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hours, and had 24 roll calls during two days’ consideration of the 
measure, and although a substantial majority of the membership 
of this house on every roll call demonstrated its desire to consider 
and pass the bill, a reactionary, obstructive and filibustering ma- 
jority, led by the Republican leader, his steering committee and some 
of the minor constellations in the Republican firmament, has been 
able, by methods not often heretofore adopted, to prevent the passage 
or even orderly consideration of this important measure on its merits. 
They have feared to permit it to come to a vote. They have stood 
against the opportunity for amendment. 

Meantime, the most vicious form of wilful misrepresentation has 
been scattered through the country regarding the provisions of the 
bill.. The effect of this misrepresentation could only be temporary, 
and already many of those who have been misled by this expensive 
propaganda of falsehood are recognizing the merits of the bill and are 
agitating its passage. And our judgment as to the public value of 
this legislation has been strengthened by the fact that on last 
Saturday the senate committee by a vote of 9 to 3, reported the bill 
favorably to the senate. 

Recognizing the difficulty which has been thrown in the way of 
proper consideration and passage of this measure by the wilful tactics 
of an obstreperous minority, I introduced a resolution in this house 
on last Tuesday, May 27, asking for a special rule for considering 
this bill on some day to be fixed by the rules committee, and pro- 
viding for a vote on the measure in the house. On the same day 
I addressed a letter to the chairman of the committee, Mr. Snell, 
asking the privilege of a hearing. Up to the present hour I have 
not been accorded the courtesy of a hearing, nor of a reply to my 
letter. The only conclusion to be drawn from this is that the friends 
of the measure are not to have even a hearing before the rules 
committee, which is also dominated by the reactionary element of 
this house. 

We are advised that it is the determination of those in control 
of the administration to adjourn next Saturday. We are advised that 
it is not their purpose to permit this measure to pass today, nor dur- 
ing the session, if it can be prevented. And if adjournment is brought 
about Saturday, it is evident that the same tactics which have re- 
tarded the measure heretofore can prevent its passage today. Those 
who are responsible for this situation have made themselves re- 
sponsible for its consequences, and they cannot escape by any face- 
tious or spurious alibi. 

There are many meritorious bills on this day’s calendar which 
have been held back by reason of the situation created by the Re- 
publican organization. These measures ought to pass. It is not 
our fault that our measure has been held in their way. We have no 
desire to resort to the dilatory methods used by the opponents of 
this railroad legislation. We are therefore confronted with a choice 
of consuming this day in an effort to pass the railroad bill or. giv- 
ing way temporarily for the purpose of allowing other meritorious 
bills that can pass to be considered. In view of the improbability 
of being able to force a vote today on the railroad bill, for reasons 
which I have already stated, we feel that, in justice to many of our 
friends on both sides of the house who have urgent measures on 
this calendar upon which action is needed, it is our duty to give 
them a chance to devote one day to these measures and this we 
have decided to do. 

If congress does not adjourn, the railroad labor bill will retain 
its pyesent status on the calendar without prejudice during the re- 
mainuer of this session; and if it does adjourn, it will retain its 
status on the calendar during the December session until acted on. 

So far as I am concerned, I do not propose to vote for an ad- 
journment next Saturday. There is a demand all over the country for 
not only the passage of this measure to bring to transportation 
an era of just and peaceful settlements of its problems and to end 
the life of a labor board which has brought nothing but discord 
and distrust, but there is a most urgent demand and need for farm 
relief legislation. The Republican organization in congress has done 
its best to prevent all such relief, and they are in a hurry to adjourn 
because an adjourned congress can do nothing, but one that is in 
session might, in spite of them, find another way of bringing relief 
to the people, just as it found a way, and in spite of Republican 
nn, agama to bring the boon of tax reduction to the masses. of our 
people. 


The charge that labor, in supporting the Howell-Barkley 
bill, is attempting to eliminate the public as a factor in the 
settlement of railway wage disputes, was made in a statement 
issued by Eliot H. Goodwin, resident vice-president of the 
Chamber of Commerce of the United States. The statement 
follows: ' 


Labor seeks to abolish the existing Railroad Labor Board be- 
cause in its composition the public is given a place as a party in 
interest in the settlements and because the board keeps the public 
informed regarding disputes. Labor wishes to be left a free hand 
to arrange matters directly with the railroad managements without 
any necessity for considering the rights of the public. 

It is grossly misleading to claim, as the proponents of the Howell- 
Barkley bill have been doing, that the Board of Mediation and Con- 
ciliation which it proposes would give the public greater influence 
than it has in the Railroad Labor Board under the present law. The 
Board of Mediation and Conciliation would be futile as far as the 
public’ is concerned. It would not have power to ascertain or pub- 
lish the merits of any dispute, but would be restricted to acting as 
a go-between and endeavoring, by methods of secrecy and compromise, 
to persuade the two parties to come to an agreement. If either party 
should refuse, the Board of Mediation and Conciliation would be 
absolutely without any power either to investigate the dispute or 
to publish the findings. The public would be as helpless as in the 
years 1913 to 1917 when mediation and conciliation proved unsatis- 
factory to all concerned. 

Before the Senate committee, at the time of the Adamson law 
enactment, Mr. Garrettson, the ablest leader the brotherhoods have 
produced, said: 

“Many years ago I saw a train down in the country below the 
Rio Grande, where the vulture is a sacred bird. When we struck a 
cow with the pilot of the engine, and conducted her to her eternal 
resting place, you would see specks appear. They were gathering 
where the carcass was. 

“The public is the carcass, and there seems to be an assertion 
here of an inalienable right to everybody represented—and I will 
take our share—to pluck the carcass. We are putting it into them 
on the basis of an increased wage for our men. The railroads are 
putting it into them on the basis of increased freight rates, and 
the sh peer is saying in one breath that he could not pass it on to 
the public, and having spasms on account of it, and in the next 
breath saying in the last analysis the public will have to bear it, 
which is absolutely true.”’ 

The transportation act provides a real measure of protection to 
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the public. Despite criticisms, many of them justified, the Railroad 
Labor Board has to its credit a great influence in fair treatment of 
the railroad labor controversies during the past four years and the 


— of far more serious strikes than those which have oc- 
curred. 


The Railroad Labor Board is the only agency representing the 
public interest in controversies between railroad employers and em- 
Ployes. It is to the public interest that such an agency be main- 
tained. Improvement in its operation and most careful selection 
of the personnel for future appointments will be welcomed by the 
public. It should not be abandoned in favor of any scheme of secret 


mediation leaving the public at the mercy of the employes and the 
carriers. 


The public is, in fact, the chief party in interest in critical rajj- 
road labor disputes and unless adequately represented it becomes the 
plaything of the contesting parties. 


URGES RATE REDUCTIONS 


The Trafic World Washington Bureay 


Representative White, of Kansas, in a speech in the House, 
urged reductions in rates on grain, grain products and hay. He 
said the rates on those products between points in the western 
group bore down heavily on those commodities and referred to 
the case now pending before the Commission in which complain- 
ants asked a reduction in those rates. He said it was shown in 
that case that the rates were unreasonable and grossly discrimi- 
natory and that the question was asked, why did not the Com- 
mission afford relief? 

Mr. White said he approved the action of the Commission 
in giving relief to the railroads at the end of federal control 
but that he could not approve of the continuance of a rate 
structure that, since the railroads had been made “whole and 
prosperous,” penalized the basic industries that supplied the 
tonnage that built up this prosperity. 

“T regret exceedingly, more than I am able to state in mere 
words,” said he, “that the Commission has not acted with its 
former alacrity and readjusted the rate structure so that these 
basic industries would not continue to bear an improper share 
of the burden of transportation charges and so that they; like 
the railroads, might be brought back to a condition of well-being 
and prosperity. I fear that a continuance of the present policy 
of inaction on the part of the Commission will force the public 
to the conclusion that this great body, whose purpose should 
be to serve the whole public, is less zealous when the shippers 
are in dire distress than when it is the railroads that are suf- 
fering. I hope that the very near future will develop action by 
the Commission so fair and so just to the shipping public that 
such a conclusion will be averted and that this great govern- 
ment agency will not fall under the condemnation and dis- 
pleasure of the people of the country.” 


LOCOMOTIVE INSPECTION BILL 


The House has passed the Cooper bill (H. R. 8578) amend- 
ing the locomotive boiler inspection act approved February 11, 
1911. The bill, which was sent to the Senate, broadens the 
definition of a common carrier to include a common carrier by 
railroad or partly by railroad and partly by water, the original 
act having been confined to carriers by railroad. It authorizes 
the employment of 15 additional inspectors, the original act 
having authorized 50 inspectors. It repeals section 10 of the 
original act which limited appropriations for the inspection 
work to $300,000 a year. It fixes the salary of the chief inspector 
at $6,000; of assistant chief inspectors at $5,000, and of inspec 
tors at $3,600 a year. Under existing law the chief inspector 
gets $5,000; the assistants $4,000, and the inspectors $3,000. 

The Senate interstate commerce committee adopted a favol- 
able report on the Dill. 


TRANSPORTATION OF LABOR 


Action on H. R. 7698, a bill to regulate the transportation 
and importation of labor from one state to any point in another 
state where a labor disturbance or strike is then in progress, 
was blocked again in the House this week when the measure 
was reached on’ the unanimous consent calendar. Objection 
was made to consideration of the bill by several members. Rep- 
resentative Wolff, of Missouri, proponent of the measure, said 
the bill only required that when a man was being sent to work 
in a “strike-infested” district, he should be notified beforehand 
that a strike was in progress. The bill came up once before in 
this session and went over because of objection. On motion of 
Mr. Wolff the bill retained its place on the calendar. 


LIABILITY OF DELIVERING CARRIER 


Representative Newton, of Minnesota, has introduced a bill 
(H. R. 9637) to amend subdivisions: (11) and (12) of section 20 
of the interstate commerce act so as to make either the receiv 
ing or delivering carrier liable for loss, damage or injury. 
similar bill was introduced some time ago by Mr. Newton. The 
House interstate commerce committee considered the bill briefly 
June 5, but decided that it should go over to the December se* 
sion. 
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HEARING ON SECTION 15A 
The Trafic World Washington Bureau 


Repeal of section 15a would be a long step in the direction 
of government operation of the railroads or, as an intermediate 
step, toward a policy of subsidizing the railroads because if 
adequate revenues are not produced by rates, they must be pro- 
vided in some way by taxation, Walker D. Hines, formerly Di- 
rector-General of Railroads, testified before the House commit- 
tee on interstate and foreign commerce in the hearings on the 
question of repealing the section. 

Mr. Hines explained that he appeared to submit his per- 
sonal views, but for the information of the committee he said 
that since the end of federal control he had represented the 
Great Northern in the consolidation proceedings and several 
other carriers in other matters but not with reference to legis- 
lation. He also said he had recently been elected a director of 
the Burlington. He said he wished it understood that he was 
not speaking for any railroad, and that he had consulted no 
railroad with respect to his testimony. 

Before the war period, Mr. Hines said, the Commission was 
disposed to resolve all doubts against increases in rates and 
that there was a tendency for rates to fall below the cost of 
operation. He said it was generally recognized at the end of 
federal control a return of the railroads to private operation 
under a policy of negation was out of the question and that 
private operation would be hopeless without some constructive 
policy of regulation. He asserted that if there was to be suc- 
cessful private operation it must be somebody’s business to see 
that the revenues were not so low as to make private operation 
impossible. Prior to enactment of the transportation act, he 
said, this was nobody’s business and no affirmative duty was 
imposed on the Commission to consider the situation compre- 
hensively. 

Mr. Hines said if it was proposed to reduce rates regard- 
less of the cost of transportation that could be accomplished by 
repealing section 15a but that such action would result in 
gradual disintegration of the railroad systems. He believed 
that repeal of the section would amount to a declaration that 
rates ought not to be sufficient to meet the cost of operation and 
that the country would then be on its way to government own- 
ership. 

To reduce rates to the level that could be stood by the rich 
roads, he said, would be destructive of the roads as a whole. 
He discussed the recapture clause and said when the valua- 
tions of the individual properties had been fixed substantial ex- 
cess payments would be made to the government. He said car- 
riers now were claiming values under the recapture clause that 
he did not believe would be sustained by the Commission. 

Private operation can be made successful under section 15a, 
Mr. Hines said. He believed that continuation of the section 
in the law would enable the carriers to finance themselves by 
the sale of stock rather than by bonds and that repeal would 
prevent that desirable condition. He denied that the section 
provided for a “cost-plus” system. He explained that rates were 
considered in the aggregate under section 15a and that it was 
up to the individual carrier as to what it earned. He did not 
believe that the section contributed. to extravagance on the part 
of the carriers, one reason being that a railroad did not know 
at the beginning of any year what the financial results of opera- 
tion would be for the entire year and that therefore the carrier 
was obliged to conserve its earnings. 


Mr. Hines made the point that the important thing about 
section 15a was that it imposed on the Commission a sense of 
responsibility as to regulation of the railroads and said that if 
it were eliminated there would be a system of irresponsibility 
In railroad regulation, with the result that there would be a 
gradual impairment of service and of credit of the carriers. 


Cost is the real basis for increases in rates, Mr. Hines said, 
adding that the increased cost of operation of the railroads 
simply reflected the increases in world-wide costs growing out 
of the world war. He said section 15a should be given a trial 
through a period of normal years and that he regarded 1923 as 
the first normal year since the end of federal control. 

Mr. Hines said it was perfectly logical for advocates of 
government ownership to urge repeal of section 15a because 
such action would pave the way for government ownership. 
He said those who were not in favor of government ownership 
but who urged repeal did so because of a mistaken idea as to 
the effect of the section and as to what would result if the 
section were repealed. 

With interrogation of Commissioner Esch completed, the 


House interstate commerce committee heard John B. Benton, « 


8eneral solicitor of the National Association of Railway and 
Utilities Commissioners, testify in favor of repeal of section 
15a. Commissioner Esch was questioned at length by Repre- 
sentative Shallenberger, of Nebraska. The latter had written 
out many questions that were more in the nature of statements 
on various phases of the railroad question. Many times Mr. 
Esch made negative replies and Mr. Shallenberger proceeded to 
read another question or statement. 
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Mr. Shallenberger said since he had filed his motion for 
discharge of the committee from consideration of the Huddles- 
ton bill repealing section 15a and restoring the rates in effect 
August 25, 1920, he had received word that the railroads in 
Nebraska had made a 50 per cent reduction in rates on pure 
bred livestock in less than carload lots and that he was engaged 
in that business. 

Passage of the Huddleston bill, Mr. Esch said, would reduce 
the net railway operating income of the railroads by $700,000,000. 

Mr. Benton filed with the committee the statement read by 
him before the Senate interstate commerce committee at the 
hearings on section 15a. 

Mr. Shallenberger took the position that if the remainder 
of the Ex Parte 74 increases were wiped out, as provided by 
the Huddleston bill, the railroads would make more money be- 
cause of increase in volume of business. Mr. Benton said it 
was impossible to say what a given reduction in rates would 
have on the volume of traffic. He said if rates got too high, 
shipments ceased, but that if traffic was moving and shippers 
were making money, a reduction in rates might not increase 
the volume of traffic. He said he thought many rates were down 
to a reasonable basis and that some were too high. He thought 
the effect of section 15a was to make the increases in 1920 
greater than would have been the case otherwise, although he 
said increases in rates had to be made at that time, and that 
the section was not responsible for the whole increases that 
were made. 

Representative Shallenberger asked whether the greatest 
danger of government ownership was not caused by nigh rates 
and whether the way to remove that danger was by reducing 
rates, indicating that that was the way he felt about it. 

Mr. Benton said he did not think the passage or repeal of 
the section had anything to do with government ownership. He 
said he did not believe government ownership would result be- 
cause the people were dissatisfied with rates but that failure of 
the railroads to function properly would cause government own- 
ership. He said that reports from state commissions in the last 
15 months indicated the railroads were giving satisfactory serv- 
ice. He made this statement in explanation of a reply to a 
question by Shallenberger, who had asked whether it was not a 
fact that railroad service was better and cheaper 15 or 20 years 
ago than now. Mr. Benton had replied to that question in an 
affirmative way. In explaining his statement, he said he was 
comparing the service of previous years with that of several 
years ago when service was not good. 

Representative Hawes, of Missouri, asked Chairman Wins- 
low whether there was any demand for repeal of section 15a 
other than that coming from Mr. Benton. Chairman Winslow 
later showed Mr. Hawes the files of the committee. The sheaf 
of communications in favor of repeal was about one-fourth in 
thickness of the sheaf of communication in favor of retention 
of the section in the law. 


RATE REDUCTIONS 


The Traffic World Washington Bureau 


Chairman Smith of the Senate interstate commerce com- 
mittee this week submitted to the Senate a letter from Chair- 
man Hall of the Commission, in response to a request made by 
Chairman Smith for a report on rate reductions made since 
the general increases in 1920 and rate reduction cases pending 
before the Commission. Chairman Hall said it had been esti- 
mated that, from July 1, 1922, to the end of 1923, the shippers 
and consumers of the country had paid nearly $800,000,000 less 
in charges for transportation of property than would have ac- 
crued if no reductions had been made below the basis estab- 
lished August 26, 1920. Of that total, he said, it was estimated 
that more than $175,000,000 represented a decrease in freight 
charges on live stock and the products of agriculture. Chair- 
man Hall said in his letter: 


- 1. RATE REDUCTION SINCE AUGUST 26, 1920 


We have no compilation of data in a readily available form which 
will show specifically each rate reduction made since August 26, 1920, 
and up to the present time. Every rate change is shown in tariffs 
filed with us, and increases or decreases are indicated thereon by 
appropriate symbols. The number of tariffs filed with us each year 
sometimes exceeds 100,000, and for the period covered exceeds a 
third of a million. It would be wholly unprofitable to attempt to com- 
pile from these tariffs the specific increases and decreases, even if 
we had the money for that purpose. 

Prior to the general 10 per cent reduction in freight rates which 
became effective July 1, 1922, a list of rate reductions since August 26, 
1920, was prepared and published as House Document No. 115, copy 
attacked. The list contained in this publication, although not com- 
plete, covers the more important reductions in rates made subsequent 
to August 26, 1920, and up to about October 26, 1921. Many of those 
reductions in the rates on particular commodities, including agricul- 
tural products, were in a sense anticipatory of the subsequent general 
reduction of 10 per cent on all freight, it having developed that with 
the depression of business which set in at the end of 1920 the level 
of freight rates was beginning to bear heavily upon industry of all 
kinds ,and particularly agriculture. The first and greatest reductions 
were upon agricultural commodities of vafious kinds. 

No similar list has been compiled since that time. Shortly there- 
after the commission entered upon an investigation of the general level 
of all freight rates, which resulted in the general 10 per cent reduc- 
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tion of July, 1922, and that genera] reduction, coupled with the indi-. 
vidual reductions previously made, had a tendency to stabilize the rate 
structure so far as the general level of the rates was concerned. 

In the attached statement, marked “Appendix 1,”’ will be found a 
list of the important general rate reduction between October 26, 1921, 
when House Document No. 115 was ordered to be printed, and July 1, 
1922. Since the latter date there have been many reductions in indi- 
vidual cases, but they have been realtively unimportant as compared 
with, those. made previous to and including the general reduction of 
July 1, Q 

Generally speaking, the net effect of the general rate changes made 
subsequent to June 24, 1918, was to increase the rates in the eastern 
group 57.5 per cent, in the southern and mountain-Pacific groups 
40.5 per cent, in the western group 52 per cent, and on interterritorial 
traffic 50 per cent. There were some exceptions to the above increases, 
due to the fact that the director general made flat increases instead 
of percentage increases in the rates on lumber, os flour, petroleum 
and its products, coal, brick, sugar, and certain other commodities. 
These figures are general and do not allow for individual changes in 
particular rates or for changes of importance on particular commodi- 
ties not made applicable upon traffic generally. 

All general increases or reductions authorized or required by us 
are, of course, without prejudice to attacks on particular rate situa- 
tions; and where evidence has been presented to us in formal cases 
establishing the unreasonableness of particular rates, the carriers have 
been required to reduce such rates, regardless of our previous approval 
of the general increase or decrease. In some instances the carriers 
voluntarily reduced rates to reflect a reduction greater than the 10 per 
cent reduction required by us in 1922. 

Under the heading “Reduction in rates” in the index digest ap- 
pearing in each volume of our report will be found a brief statement 
of each case in which we have prescribed reductions or approved re- 
ductions proposed by the carriers. Since House Document No, 115 
was published reports have been issued disposing of over 2,200 formal 
complaints and of numerous investigations instituted by us. These 
reports are contained in over 14 volumes of our reports and cover 
approximately 11,000 printed pages. In addition, there are millions 
of rates in force throughout the country which are being changed from 
time to time by the carriers and which are not considered in our for- 
mal reports. It would be a tremendous task to compile a list indi- 
eating the nature and extent of all reductions made since August 26, 
1920, and a mere enumeration of the rate pe oy since that time 
would afford very little basis for determining the extent to which 
= charges in the aggregate have been increased or re- 

uced. 

It has been estimated that from July 1; 1922, to the end of 1923 the 
shippers and consumers of the country have paid bee: A $800,000,000 
less in charges for transportation of property than would have accrued 
if no reductions had been made below the basis established on August 
26, 1920. Of this, it has been roughly estimated that more than 
$175,000,000, or about 22 per cent of the total, represents decrease in 
freight charges on livestock and the products of agriculture. The 
latter constitute approximately 15 per cent of the tonnage. 

The attached statement marked Appendix 2 shows representative 
rates now in effect on lumber, base bullion, packing-house products, 
sugar, and iron ore as compared with the rates in effect on August 
26, 1920. The percentage relationship of the present rates to the 
August 26, 1920, rates is also shown. 


2. RATES UNDER CONSIDERATION WITH A VIEW TO 
REDUCTION 


Since July 1, 1922, there have been no general reductions over the 
country as a whole or throughout any of the major rate groups. Read- 
justments of rates on some 30 commodities in the southwest involving 
both increases and reductions, but not designed to affect the carriers’ 
aggregate revenues, became effective November 27, 1923. Other com- 
modity rates in that territory are now in the course of similar re- 
vision. A revision of the same nature is contemplated with respect to 
class rates in the southeast under an investigation now pending be- 
fore us in Docket 13494, known as the Southern Class Rate Investiga- 
tion, which is to be followed by a readjustment of the commodity rates 
in that territory. As a result of our decision in Docket 10733, known 
as the General Brick case, a general revision of rates on brick through- 
out the southeast is required to be made effective on or before July 28. 
This revision will result in both reductions and increases in rates and 
will produce a more consistent adjustment of brick rates within that 
territory, but it is not designed to reduce the aggregate revenues of the 
earriers. A revision of the class rates within trunk line territory in 
the eastern district, and between that territory and adjacent terri- 
tories, is also contemplated. There is now pending before us a general 
investigation, No. 15263, instituted upon our own motion into the rea- 
sonableness of the rates on grain, grain products, and hay throughout 
the United States. With this investigation has been consolidated a 
proceeding upon complaint by the Kansas Public Utilities Commission 
which was reopened by us for further hearing. Hearings and argu- 
ment therein were concluded March 22. 

There are now pending before us over 1,800 formal complaints in 
which it is alleged that particular rate situations are unreasonable or 
otherwise in violation of the interstate commerce act. In many of the 
cases in which the measure of the rates is assailed if developed upon 
hearing that complainants are interested primarily in the relationship 
of their rates to the rates enjoyed by their competitors, and until the 
cases have been heard and a conclusion reached based on the evidence 
submitted it is impossible to express an opinion as to the exent of 
any rate reduction that may result. I attach as Appendix 3 a list 
of the various commodities rates on which are attacked in proceedings 
pening on the formal docket. 

It is assumed that you are interested primarily in the general 
nature and scope of the rate changes, and it is hoped that the informa- 
tion contained herein, which I have endeavored to furnish as specifi- 
cally as possible under the circumstances, will be sufficient to serve 
your purpose. 


APPENDIX 1 


IMPORTANT GENERAL RATE REDUCTIONS BETWEEN 
OCTOBER 26, 1921, AND JULY 1, 1922, INCLUSIVE 


ee nd gent cent reduction in rates on all products of farm, garden, 
orchard, and ranch—other than grain, hay, and their products, and 
livestock—which became effective about January 1, 1922. 

2. A reduction of 10 per cent in rates on livestock between any 
two points, both of which are located west of. the Indiana-TIllinois 
State line or the Mississippi River, where such rates were 50 cents 
a 19" — a or less. This reduction became effective about Janu- 

3. Reductions in rates on grain, hay, and their pro 
the order of the commission effective - Janu gop gt 
two points located west of Lake Michigan or the Indiana-Illinois State 
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line and east of the Rocky Mountains; on wheat, hay, and their prod- 
ucts, such as flour, cornmeal, bran, alfalfa meal, etc., 13 per ~ at 
corn, oats, barley, and other so-called coarse grains, and their prod- 
ucts, 21 eo Bo oe gi P 
ons ranging from 1 to 15 per cent on forest produ 

from southern, southeastern, and southwestern producin territory te 
points in eastern trunk line and central territories, including points in 
Illinois and Wisconsin. These reductions became effectiye about May 
10, 1922, and were the result of the commission’s soliton a. the South- 
ern Hardwood Traffic Association case, Docket No. 12995. 

5. Material reductions in rates on coal, both bituminous and an- 
thracite, from Lake Superior docks to points in Minnesota, and also 
in South Dakota on and east of the Missouri River. These reductions 
were made effective about April 1, 1921, and were the result of the 
aes decision in the Holmes & Hallowell Case, Docket No. 

6. General reductions in rates under the commission’s opinion i 
Reduced Rates, 1922, Docket No. 13293. These reductions. became 
effective July 1, 1922, and applied to all classes and commodities, The 
general effect was to make a reduction of 10 per cent in the rates of 
June 30, 1922, except in cases where prior thereto and subsequent to 
the general increase of August 26, 1920, reductions had been made by 
that per cent or more. Generally speaking, no rates were to be higher 
than 90 per cent of the August 26, 1920, rates, and where reductions 
had been made but not to that basis, such further reductions were 
required to be made to bring the rates to that level 


APPENDIX 2 


Carload rates on commodities indicated 
(Rates in cents per 100 pounds, except as noted) 
Per- 
cent- 
Rate Rate age 
Aug. 26, May 1, of de- 


Commodity— From— To— 1920 1924 creas 
PR ee Wausau, Wis...... Chicago .. 17 15.5 9 " 
Le PEEN: bas tewesdsccem Indianapolis 32.5 29.5 9 
sits IN aia bhaare eotie bro. Pittsburgh 39.5 35.5 10 
Beaumont, Tex... — 39 35 10 
ty 
North Pacific Cost Chicago ... 80 72 10 
(Portland, Oreg.) Buffalo ...101 88.5 12 
‘ New York.106.5 90 15 
Alexanrdia, La.... St. Louis.. 32.5 29.5 9 
iis SE caren om bt oe aoe Chicago ... 44 39.5 10 
pie AEE: abaiinial bidgnece wate New York. 54.5 49 10 
Anaconda, Mont... Chicago ...$15.30 *$9.50 38 
Copper and lead +$12.00 22 
(except as noted).....d0 ...cccccccees Seattle ... 7.90 +$7.09 10 
Base bullion..... Re ae Ray ee New York.$22.00 *$12.50 43 
16.50 25 
Rates in amounts International, Utah Chicago ..1$16.30 bs 42 
per net ton. Sat SalawWake eos New York7$19.40 $12.50 36 
Packing-house Kansas City..... - Chicago ... 40 - 36 10 
products. me. ARR New York.103 92.5 10 
Fort Worth, Tex. St. Louis.. 61 55 10 
Wer Minawesmews see 4 Buffalo .... 94.5 93 2 
NE 7. cas idee -- New Orleans...... Chicago ... 60 54 10 
Sere EN, \scaerttie 63 56.5 10 
San Francisco........ Oe otean $93.5 $84 10 
$109.5 §91 17 
New Orleans...... KansasCity 72 65 10 
IFON OFC. . oid cco . Mesabi Range Duluth ...{95 186 10 
(Virginia, Minn.). 
* Copper. 
+ Lead. 


¢t Minimum weight, 80,000 pounds 
§ Minimum weight, 60,000 pounds. 


{ Per 2,240 pounds—proportional rate applying on traffic destined 
outside State. 


Appendix 3 included a list of commodities involved in 
cases pending before the Commission. The list embraced prac- 
tically every commodity shipped by freight. 


VACANCY ON HOUSE COMMITTEE 


Representative Graham of Illinois, a member of the House 
committee on interstate and foreign commerce, will resign his 
seat in Congress to become presiding judge of the Court of 
Customs Appeals, the Senate having confirmed his nomination 
to that position. The vacancy on the committee that will be 
caused by his resignation probably will not be filled until the 
December session of Congress. 


BARGE LINE CONTRACT BILL 


The House committee on interstate and foreign commerce 
has adopted a favorable report on the Senate resolution au- 
thorizing the Secretary of War to modify the terms of the 
contract under which the government sold the barge line equip- 


ment on the New York State Barge Canal (see Traffic World, 
May 24, p. 1332). 


INVESTIGATION OF RAILWAY PURCHASES 


Representative McLaughlin, of Nebraska, has introduced a 
resolution providing for an investigation of “the transactions of 
individuals, partnerships, associations and corporations in con- 
nection with the administration and enforcement of standards of 
railway equipment and supplies prescribed by law or by the 
Interstate Commerce Commission.” 


REGULATION OF UTILITIES 
Representative Dickstein, of New York, has introduced a bil! 
(H. R. 9458) to supplement the jurisdiction of the Commission 
over public utilities, other than railroads. The bill would 
require telephone and telegraph companies to file their rates 
with the Commission and give the Commission power to regu- 
late such rates. 
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June 7, 1924 


APPROPRIATION BILL 


The Trafic World Washington Bureau 


Objection by members of the House to the conference re- 
port on the independent offices appropriation bill carrying 
appropriations for the Commission and Shipping Board resulted 
this week in the bill being sent to conference again. Objec- 
tion was made to the conferees’ provision regarding recondi- 
tioning of Shipping Board vessels in navy yards, members 
contending that the provision did not bind the board to award 
the work to the navy yards if they submitted estimates lower 
than other bidders. Objection also was made to a provision 
for limitations on salaries of Shipping Board and Fleet Cor- 
poration employes, the conferees having approved a provision 
granting higher salaries than provided by the House. 

The House and Senate, June 5, finally approved a second 
conference report on the bill. The bill was sent to the Presi- 
dent aS approved. It provides that the Shipping Board shall 
obtain estimates from navy yards for repair or reconditioning 
of ships costing $50,000 or more, but it is not required to award 
contracts to the navy yards. 

Members of Congress from districts in which navy yards 
are located attempted to send the bill back to conference again, 
put were not successful. They desired that the provision be 
made mandatory as to awarding of contracts to navy yards. 

The bill provides that the maximum salary of Shipping 
Board or Fleet Corporation officials or employes, other than 
members of the board, shall be $10,000, as against $11,000 
at present, with the exception of one at $25,000 and five at 
$18,000 each. 


VALUATION AND EXCESS EARNINGS 
The Traffic World Washington Bureau 


The House committee on appropriations has favorably re- 
ported a second deficiency appropriation bill for the fiscal 
year 1924 carrying an additional appropriation of $350,000 for 
the valuation work of the Commission. The appropriation was 
recommended by President €oolidge and the Director of the 
Bureau of the Budget. The Commission has been allowed 
$647,260 for valuation work in the fiscal year ending June 
30, 1925. 

Commissioners Lewis and Esch, who appeared before the 
appropriations committee in support of the additional amount, 
said the money would be used to complete the valuations of 
carriers that might have excess income under the recapture 
clause of section 15A-so that the government could recover the 
money due. Commissioner Lewis said there were approxi- 
mately 330 such carriers. He said that number probably would 
be reduced after investigation and determination of value, but 
that the Bureau of Finance estimated there were that many 
carriers that should be investigated particularly with reference 
to excess earnings. A, memorandum from the Bureau of 
Finance showed there were 333 carriers, indicating earnings of 
4 per cent or over on the property value claimed by the car- 
riers. It said it would not undertake to say just which of the 
carriers in that list would show excess income. Commissioner 
Lewis had the list of carriers, but he questioned the advisa- 
bility of publishing the list and it did not appear in his testi- 
mony. He said he did not know whether it would be well to 
put the carriers on warning before making the preliminary in- 
vestigations that had not been completed. 

Commissioner Lewis then explained the additional money 
would be used for the valuation work with respect to the 333 
catriers that might have excess income. 

Chairman Madden wanted to know what justification the 
Commission had in asking for additional money to institute 
recapture proceedings as to carriers earning 4 per cent or more 
when under the law recapture did not begin until 6 per cent. 
Commissioner Lewis said he would answer with a concrete illus- 
tration. He said the Duluth, Missabe & Northern reported no 
excess for 1923 and that this was based on the claim that the 
toad was worth $297,000 a mile. He said the valuation people 
were put to work on that road and a hearing set. Shortly 
after that, he said, the road said it was ready to pay. 

“Of course, they saw that they could not support a valua- 
tion of $297,000 per mile on that property up there, and the 
Tesult is that we have collected $3,000,000 plus from that rail- 
Toad and affiliated roads, and they are, I understand, modifying 
their claimed valuations,” said Commissioner Lewis. “That is 
an illustration of the 4 per cent, which is based upon the value 
of the property as claimed by the carrier. 

“We must always be watchful of what the value may be. 
We are also suspicious of how they keep their books in arriv- 
ing at their net railway operating income, and the Bureau of 
Accounts—still another bureau—goes over those reords.” 

“You say that you are suspicious of how they keep their 
books,” said Chairman Madden. “Do they not keep their books 
in accordance with regulations that you set out?” 

‘Yes, sir; but even at that there are many twilight zones,” 
Teplied Mr. Lewis. “The law provides, or in any event the 
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rules prescribed under the law provide, that we shall make an 
investigation of these carriers’ accounts and we have a force 
of 108 people doing that very thing.” 

Representative Wood, of Indiana, thought the law should 
provide for imposition of penalties if a carrier intentionally 
violated the law in returning values. Mr. Lewis said he 
thought he should explain that any two people could set up 
legitimately diametrically opposite valuations on the same prop- 
erty and that there was a wide difference of opinion as to the 
valuation of a railroad or any other piece of property. He 
said the element of individual judgment entered to so con- 
siderable a degree that “you could not say that a railroad or 
any of its officers were guilty of falsification, merely because 
they stated under oath that the value of the property was 
greater than the amount determined by the Commission in a 
proper proceeding.” He said that in saying the Commission 
must be vigilant as to the values claimed by the carriers he 
merely meant that the claimed values could not be accepted 
by the Commission, but that an investigation must be made to 
determine the true values. 

“I have a notion in my head that you are coming here for 
this $350,000 to begin suts against the railroads in cases where 
you have had definite knowledge that they had not paid over 
the money for which they are obligated to the government,” 
said Chairman Madden. 

“You are substantially correct, because no proceeding can 
be brought against a carrier until we have the underlying 
valuation complete, and until we get it we can not proceed,” 
replied Mr. Lewis. 

In reply to a question as to how many roads had paid ex- 
cess earnings, Mr. Lewis said 46 roads had paid a total of 
$4,170,192.97. He submitted the list of the roads. The list 
included the railroads and payments made by them published 
in The Traffic World of May 24, page 1333, with the exception 
of the following: Bessemer & Lake Erie, $442,000; Port Huron 
& Detroit, $18,658.92, and Steelton & Highspire, $7,410.21. The 
list also showed that the Richmond, Fredericksburg & Potomac 
had made a payment of $25,576.51 for 1923, bringing its total 
to $194,919.88. 

Commissioner Lewis submitted “as nothing more than an 
estimate’ a tabulation of figures showing that the Commis- 
sion’s estimates of one-half of earnings in excess of 6 per cent 
were as follows: 1920, $5,568,000; 1921, $12,500,000; 1922, $15,- 
000,000; 1923, $36,000,000; total, $69,068,000. Mr. Lewis said the 
estimates necessarily were “very rough.” 

Commissioner Esch said quite a number of sums paid in 
by carriers was paid under protest and that the Commission 
did not feel free to make loans from such funds. Chairman 
Madden said three or four million dollars would not be of much 
use, but Commissioner Esch said payments were coming in 
day by day since the decision in the Dayton-Goose Creek case 
sustaining the validity of the recapture clause, and also since 
the order requiring 6 per cent interest on deferred excess in- 
come payments was issued. 


“I suppose we will probably have to resort to judicial pro- 
ceedings in the cases of some of these carriers before we can 
get them to pay the excess,” said Mr. Esch. “The constitu- 
tionality of the recapture clause is now determined, and some 
of the carriers are ready to pay in. But many of them will 
make the contention that they are not obliged to pay the 
amount under the recapture clause provision until the valua- 
tion has been completed. That is why Division 1—the valuation 
division—is centering its efforts to bring the valuations down to 
“- so that we will have a foundation on which to base our 
claims. 

“If we give you this money, are you going to use it to carry 
the valuations down to date, first on roads that on the face 
of the returns Owe us money?” asked Chairman Madden. 

“On those roads where our policing of accounts clearly in- 
dicates that there is an excess,” said Mr. Esch. 

Chairman Madden suggested that the money be used first 


to get the valuations of roads likely to have the greatest excess 
earnings. 


Mr. Lewis said that was the very purpose of the request. 

The Duluth, Missabe & Northern and some affiliated lines 
paid half of their excess earnings under protest, Mr. Lewis 
said, and that the chief counsel of the Commission was of 
opinion that that money could not be used until “we have 
cleared up that protest.” 

Mr. Lewis said the government had spent to date about 
$25,000,000 on valuation work and that the railroads had spent 
something over $70,000,000, according to their reports. He said 
the traveling and shipping public had approximately $100,000,- 
000 in the work, and that it was not completed. He said a con- 
siderable part of the money expended by the railroads was 
charged to operating expenses. He said the underlying work 
could be completed and that it could be brought up “to recent 
date, say 1924 or 1925 or 1926, if we have the money to do it 
with, It is now entirely a matter of money. We stand today 
86.5 per cent completed on the steam carriers of the country.” 
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He said the Commission figured it could complete the work for 
about $4,000,000, but that “we ought to say $5,000,000.” 

“We can do that in two years or three years or four years, 
but it ought to be done in two or three years, so that we can 
get through with this nightmare,” Mr. Lewis continued. “It 
has been a nightmare to everybody. We are not going to be 
on a satisfactory basis for recapture, fixing rates, or anything 
else until we have got this work completed and brought up to 
date.” 

Mr. Lewis estimated it would require about $400,000 a year 
to keep the valuations up to date after they had been obtained. 


RATES ON LIVE STOCK 


Freight charges took only 3.78 cents out of each dollar 
paid the shipper of live stock in 1923, according to a study 
just made by the National Live Stock Producers’ Association. 

This study is embodied in a bulletin made public by the 
Bureau of Railway Economics and shows that the shipper, 
after deducting freight charges as well as other marketing costs, 
received a net return of 93.55 cents out of each dollar paid 
him for live stock. 

This analysis was based on the business transacted by 
the association in 1923 at fourteen markets covering the sales 
of 4,831,707 head of live stock from 29 states. 

The bulletin issued by tne Bureau of Railway Economics 
points out that the study tends to show: 


1. That the freight charge is a relatively small factor in the 
price paid to the seller for live stock. 
2. That apparently the principal factors influencing the sellers’ 
net proceeds are the quality of the stock and marketing conditions. 
That in the marketing of cattle and calves, hogs and sheep, 
the transportation costs permit of the free movement of live stock 
to the various marketing centers from a considerable range of 
territory. 


A separate but less extensive study of commodity prices 
and their relation to transportation costs made along the same 
lines as that of the National Live Stock Producers’ Association 
has also just been completed for live stock by the Bureau of 
Railway Economics. This study, based on the sales of 1,951 
carloads of live stock at Chicago, East St. Louis, South Omaha 
and Kansas City for eight marketing days at intervals of three 
weeks from October 15, 1923, to March 10, 1924, shows that 
freight charges took only 5.7 cents out of each dollar paid by 
the shipper for live stock. Other marketing costs took 2.9 
cents, leaving a net return of 91.4 cents to the shipper. The 
live stock upon which this study was made was received from 
28 states and comprised 25,320 head of cattle and calves, 58,567 
hogs and 57,049 sheep, a total of 140,936 head. 

In its bulletin the Bureau of Railway Economics says: 


The study indicates that the percentage of the price paid by the 
purchaser applicable to freight charges varies greatly. The causes 
of these variations are: First, the difference between kind and qual- 
ity of live stock. Second, underloading of cars. Third, difference in 
freight charges due to varying distances from market. Of all these 
causes of variation in percentages the difference in kind and quality 
of live stock are most important. 

The details of the study also develop the fact that live stock 
from points nearer the market with a lower freight charge, in many 
instances, bring a lower price than live stock shipped from more 
distant points with higher freight charges—the kind and quality of 
the stock evidently being the principal factors in fixing the price. 

Consolidating all the shipments of cattle and calves, the freight 
charges represent 5.7 cents out of every dollar of the price paid by 
the purchaser; other costs of distribution were 2.9 cents; the net 
proceeds to seller at shipping point were 91.4 cents of the price. 
For hogs, the freight charges were 5.2 cents; other costs of distri- 
bution, 3.3 cents; net proceeds to seller at shipping point, 91.5 cents. 
For sheep, freight charges were 5.9 cents; other costs of distribu- 
tion, 3.0 cents; net proceeds to seller at shipping point, 91.1 cents. 

A consolidation of all the shipments of live stock shows that 
freight charges represent 5.7 cents of the price paid by the pur- 
chaser; other costs of distribution, 2.9 cents; while the net proceeds 
to the producer or seller at shipping point were 91.4 cents out of 
each dollar. 


REVENUE FREIGHT LOADING 


Revenue freight loading increased slightly the week ended 
May 24, the total number of cars having been 918,213, as com- 
pared with 913,407 cars the preceding week and 1,015,532 and 
806,877 cars in the corresponding periods of 1923 and 1922, 
respectively, according to the weekly report of the car service 
division of the American Railway Association. 

Increases as compared with the preceding week were re- 
ported in the loading of grain and grain products, live stock, 
coal, ore, and merchandise, L. C. L. 

Loading by districts the week ended May 24 and the cor- 
responding period of 1923 was as follows: 


Eastern district: Grain and grain products, 8,682 and 8,033; live 
stock, 2,919 and 3,010; coal, 39,069 and 57,318; coke, 1,833 and 3,920; 
forest products, 6,079 and 6,632; ore, 4,376 and 8,415; merchandise, 
L. C. L., 69,711 and 67,831; miscellaneous, 86,166 and 98,406; total, 
1924, 218,835; 1923, 253,565; 1922, 186,866. 

Allegheny district: Grain and grain products, 2,689 and 2,428: live 
stock, 2,411 and 2,601; cial, 40,685 and 61,032; coke, 4,290 and 7,667; 
forest products, 3,197 and 3,641; ore, 10,333 and 14,973; merchandise, 
L. C. L., 50,276 and 49,622; miscellaneous, 74,994 and 89,092; total, 
1924, 188,875; 1923, 231,056; 1922, 154,963. 
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Pocahontas district: Grain and grain products, 167 and 215; live 
stock, 86 and 128; coal, 24,804 and 27,934; coke, 208 and 480; forest 
products, 1,577 and 2,011; ore, 138 and 394; merchandise, L. C. L, 
6,794 and 6,597; miscellaneous, 4,725 and 4,973; total, 1924, 38,499; 1999 
42,832; 1922, 42,964. ; 

Southern district: Grain and grain products, 3,471 and 3,588; live 
stock, 1,809 and 2,165; coal, 15,769 and 22,838; coke, 927 and 1,317: 
forest products, 24,714 and 24,319; ore, 1,494 and 1,772; merchandise, 
L. C. L., 40,725 and 38,617; miscellaneous, 44,112 and 42,789; total’ 
1924, 133,021; 1923, 137,405; 1922, 129,317. ! 
Northwestern district: Grain and grain products, 8,795 and 9,319: 


~ live stock, 8,925 and 9,359; coal, 4,493 and 6,189; coke, 951 and 1,056; for- 


est products, 18,243 and 21,631; ore, 35,478 and 40,442; merchandise, L. ¢ 
L., 30,032 and 31,111; miscellaneous, 35,674 and 38,715; total, 1924 
142,591; 1923, 157,882; 1922, 125,221. ; 
_ Central Western district: Grain and grain products, 9,866 and 8,437: 
live stock, 12,779 and 11,289; coal, 11,004 and 13,392; coke, 308 and 413: 
forest products, 11,499 and 12,630; ore, 3,146 and 3,599; merchandise 
L. C. L., 36,333 and 35,471; miscellaneous, 50,264 and 51,125; total, 1924’ 
135,199; 1923, 136,356; 1922, 115,494. ; 

Southwestern district: Grain and grian products, 4,294 and 3,628; 
live stock, 3,438 and 2,752; coal, 3,259 and 3,693; coke, 223 and 157; 
forest products, 8,496 and 8,282; ore, 440 and 538; merchandise, L. C, L. 
14,899 and 14,553; miscellaneous, 26,144 and 22,893; total, 1924, 61,193: 
1923, 56,496; 1922, 52,052. 5 
_ Total, all roads: Grain and grain products, 37,964 and 35,648; 
live stock, 32,367 and 31,304; coal, 139,083 and 192,396; coke, 8,740 and 
15,010; forest products, 73,805 and 79,246; ore, 55,405 and 70,133: 
merchandise, L. C. L., 248,770 and 243,802; miscellaneous, 322,079 and 
347,993: total, 1924, 918,213; 1923, 1,015,532; 1922, 806,877. 


I. C. C. WAGE STATISTICS 


In its summary of wage statistics of class I railroads for 
March, the Bureau of Statistics of the Commission said: 


Class I railroads reported a total of 1,760,268 employes for the 
month of March, 1924, a decrease of 56,211, or 3.1 per cent, com- 
pared with the number reported for the same month last year, This 
decrease occurred chiefly in the number of shop employes. The 
total compensation in March, 1924, was 5.5 per cent less than in 
March, 1923. The straight time hourly earnings for the employes 
reported on an hourly basis increased from 55.9 to 57.8 cents, but 
the overtime hourly earnings decreased from 80.8 to 80.5 cents. 
Owing to a decrease in the number of straight time hours worked 
per employe, and a considerable decrease in the amount of overtime, 
the employes averaged 214 hours per employe in March, 1924, as 
against 227 hours in March, 1923, with the net result that their 
average compensation per month decreased from $1.36 in March, 1923, 
to $132 in March, 1924. 

The monthly earnings, by groups, were as follows: 

Monthly earnings of 
Employes Employes 
reported reported 

on daily basis on hourly basis 
March, March, March, March, 


Group 1924 1923 1924 1923 
Executives, officials, and staff assistants. .$434 $423 tad Bex 
Professional, clerical, and general.......... 182 179 $124 $124 
Maintenance of way and structures....... 240 239 91 91 
Maintenance of equipment and stores.... 244 243 126 131 
Transportation (other than train, engine, 

A eR 8 SE SR 98 95 124 124 
Transportation (yardmasters, switch tend- 

GER, 1O0E ROMEICTS) 6 66 dcccsicsiccvice case 257 253 151 152 
Transportation (train and engine service). ... si 189 201 


Increases or decreases in the number of employes, by groups, 
March, 1924, compared with previous month, and with March, 1923. 
March, 1924, compared with 


Group February, 1924 March, 1923 
Executives, officials, and staff assistants......... 25 69 
Professional, celrical, and general................ 857 1,833 
Maintenance of way and structures.............. 9,051 2,147 
Maintenance of equipment and stores............ 971 ad 42,083 
Transportation (other than train, engine and yard) 1,098 a 4,232 
Transportation (yardmasters, switch tenders, and . 

SE, 2 Sialea 5.6.00la ASO COSG bn a FEU MU abo 4 Oh dee d 3 0 659 
Transportation (train and engine service)....... d 4,990 da 13,286 
Net increase Or GeCKFEASC,....c.cccccccccvceccse 6,979 d 56,211 


A comparison of the number of employes and their compensation, 


by months, follows: 
CLASS I STEAM ROADS 


Number of Total 

Month employes compensation 
EL EEE « w..iax) Uo.0:5 0G Uke ae teeshs eh eee eens 1,816,479 $255,447,764 
De er rr eee es 1,843,652 245,874,117 
MT EE Gives Tielke ois. sib SSbe wie Ral acon slants Kalea 1,896,219 259,679,263 
UN EMER hs Fo Gare pcwirinieind nie nee Coy cans ore 1,933,929 259,127,789 
Se 8 cc a5 o(6. 95:5 Gracanica 0: are deat aeit 1,954,687 261,805,549 
ME Sp. 8 le tees hunkecencecesowtes 1,973,505 270,187,583 
PN: VROUID 6 25,5 ule’: Sto hase eerseeesnitee 1,945,917 255,217,197 
CetOners: WOES. 6. sists caieie clecwisnd cvdeewessiteed 1,936,494 271,005,542 
cia vet ese eporeeee eKeNRR +ea8 1,899,545 249,686,024 
I UN on oe curdic oueitseb ety gees on's.046 1,793,779 234,662,008 
DE, SEE, AAS ole ce cb doe dee vine eitew 1,749,927 239,550,251 
Wee, | BE op cee St eer cde desesio eaws 1,753,289 230,915,026 
i | a A alee igen dbrinennia rahe sta eiiheioel 1,760,268 241,406,659 


TRAIN CONTROL BILL 


Senator Copeland, of New York, has introduced a bill (S. 
3294), identical with that introduced by Representative Snyder, 
of New York, in the House, providing for heavy penalties in 
eases where railroads do not comply with train-control orders 
of the Commission. 


GUARANTY CERTIFICATES 


The Commission has certified to the Secretary of the Treas 
ury that the Bangor & Aroostook was overpaid $11,419.81 on 
account of the guaranty for the six months after the end of 
federal control. The Commission found that the total due was 
$332,580.19. It has certified that $13,663.56 is due the Saratoga 
& Encampment under the guaranty. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 
(Digests taken from R 


eporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 
Action Involving Interstate Shipment Governed by Federal Law: 

(St. Louis Court of Appeals, Missouri.) An action for a 
balance claimed as damages to an interstate shipment of flour 
is governed by federal laws.—Bernet, Craft & Kauffman Milling 
Co. vs. New York, C. & St. L. R. Co., 260 S. W. Rep. 508. 
Damages to Shipment Not Limited to Destination, But Include 

Actual Loss: 

At common law, damages for loss of a shipment are de- 
terminable as of the point of destination, though under the 
Cummins amendment to the interstate commerce act (U. S. 
Comp. St. sec. 8604a), a carrier’s liability is not limited to the 
value at destination, but includes full actual loss, damage or 
injury. —Ibid. 

Carrier’s Liability for Loss of Flour Held Cost of Replacing’ 

Same: 

Where a shipment of flour damaged in transit was shown 
to have been worth, at the point of destination, $13.30 per 
parrel, but to have been previously contracted for at $8.50 per 
barrel, and where, after its loss, the consignor manufactured 
more to replace that lost, held, that the carrier’s liability for 
damages was measured by the cost of manufacturing the flour 
to replace that lost, rather than by either the market value 
or the contract price, though such liability could not be less 
in any event than the contract price.—lIbid. 


BILLS OF LADING 


Attachment Against Drawer of Draft with Bill of Lading At- 
tached Held Not to Relieve Collecting Bank of Liability 
to Holder in Due Course: 

(Supreme Court of North Carolina.) A consignee honored 

a draft with bill of lading attached, but on discovering a short- 

age sued consignor, and attached the proceeds of the draft in 

the bank collecting it, which, after deducting the amount of 
the consignee’s claim, remitted the balance. Held, that attach- 
ment did not relieve the collecting bank of liability to a holder 
of the draft in due course who was given no notice of the 
attachment action, the consignee not being entitled to recover 
for the shortage from a holder in due, course.—Farmers’ & 
Merchants’ Deposit Co. vs. Boulevard Bank & Trust Co., 122 
S. E. Rep. 392. 
TELEGRAPHS AND TELEPHONES 

Limitation of Liability to Amount of Charges Held No Defense: 
(Supreme Court of Ohio.) In an action to recover damages 

claimed to have resulted from the negligence of a telegraph 

company in the transmission of a message, a demurrer to an 
answer which set up as a defense a contract exempting the 
company from liability “for mistakes or delays in the trans- 
mission or delivery or for non-delivery of any unrepeated mes- 
sage beyond the amount received for sending the same,” was 
properly sustained.—Western Union Telegraph Co. vs. Edmins- 

ton, 148 N. E. Rep. 529. 

Damages Limited to Stipulated Value of Message: 

But where the sender of a message enters into a contract 
wherein the value thereof is stipulated, and the rate charged 
and paid is based upon such valuation, recovery for loss or 


damage will be limited to the amount of the valuation named. 
—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





“About” a Certain Date, in Transportation Contract Construed: 

(District Court, W. D., Washington, N. D.) While in mer- 
cantile contracts time is of the essence, a statement that vessel 
“Would load about June 2” and “about June 5” was a mere 
representation, and not a warranty, and, while “about” is a 
comprehensive term and when used with regard to time may 
cover a considerable extent, and has no definite trade meaning, 
It does not signify that time is immaterial, and where the one 
contracting to load and transport notified shipper that it would 
load “about June 12,” this verbal notice fixed the time and June 
12 became a warranty, and where on June 8 the transportation 
Company notified shipper that the vessel would not be ready 
to load until] June 18, the shipper was then warranted in de- 
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clining the space, and was absolved from the charter agree- 

ment.—Williams S. S. Co., Ine., vs. McLeod Lumber Co., 296 

Fed. Rep. 927. 

Claim for Demurrage Held Affected by Duty of Ship to Minimize 
Damages from Delay of Consignee in Receiving Cargo: 
(Circuit Court of Appeals, Fifth Circuit.) A shipowner can- 

not recover demurrage at the rate stipulated in the charter 

party for delay in discharging, because the consignee did not 
receive and remove the cargo from the wharf as fast as the 
ship could, and was required to discharge it, where it might 
have discharged at the agreed rate, and stored the goods at 
expense of consignee at a substantial saving of expense.— 

United States vs. Sugarland Industries et al., 296 Fed. Rep. 913. 

Libel Held Not Based on Stale Claim: 

(Circuit Court of Appeals, Fifth Circuit.) Where a cargo 
was damaged during a voyage from December, 1915, to April, 
1916, and from June, 1916, until March, 1917, owner of the 
cargo made repeated attempts by correspondence with agents 
of vessel to settle the claim, and in June, 1917, the vessel was 
sold, and after that date owner had difficulty in locating it, 
held, that a libel filed in June, 1917, was not based on a stale 
— Y. Tonnage, A. B., et al. vs. Texas Co., 296 Fed. Rep. 
Owner Has Burden of Proving Seaworthiness of Ship and that 

Cargo Was Damaged by Perils of Sea: 

Burden is on owner to prove seaworthiness of a vessel, and 
that the damage to the cargo was occasioned by perils of the 
sea, for which owner is not responsible.—Ibid. 

Owner Held Not to Sustain Burden of Proving Ship Was 
Seaworthy: 

Owner held not to sustain the burden of proving that a ship 
whose cargo was damaged by seawater was seaworthy.—Ibid. 
Evidence Held Sufficient to Show Vessel Properly Equipped 

with Dunnage: 

(District Court, S. D., New York.) On libel of a wooden 
schooner for damages to a cargo of coffee from seawater, evi- 
dence held sufficient to show that the vessel was properly 
equipped with dunnage.—The Rosalie Hull, 296 Fed. Rep. 938. 
Putting Into Port to Replenish Meat Supply and Repair Sail4 

Held Not Unjustifiable Deviation: 

Where the progress of a wooden schooner was so impeded 
by adverse winds, or no wind at all, that she was forced to 
put into port to take on ‘fresh meat, and as a precautionary 
measure the sails were restitched, which delayed the voyage 
a nine days, held, that there was no unjustifiable deviation. 
Evidence Held Sufficient to Show Seaworthiness of Wooden 

Sailing Vessels, and that Unusual Severity of Storm Caused 

Damage to Cargo: 

On libel of a wooden vessel for damages to a cargo of 
coffee from seawater, evidence held sufficient to show that the 
vessel was seaworthy, and that the damage was caused by 
the unusual severity of the storm, which caused the planking 
and hatch coamings to give and admit water through the 


seams, exonerating the vessel under the Harter act (Comp. 
St. sec. 8029-8035).—Ibid. 


MILWAUKEE GETS JUDGMENT 


The United States Court of Claims, in No. 76A, The Chicago, 
Milwaukee & St. Paul Railway Company vs. the United States, 
has given judgment in favor of the railroad for $8,483.87 on 
account of deductions, made by auditors for the government, 
from bills rendered by the railroad company and the Railroad 
Administration for the carriage of military impedimenta in troop 
trains before and in the period of federal control. The govern- 
ment auditors claimed that company battalion or regimental 
impedimenta should have been carried as personal baggage 
under the provision allowing a car for each twenty-five passen- 
gers traveling as a party. The tariff provisions seemed to ex- 
clude such baggage from the definition of personal baggage for 
the free transportation of which they were framed. The court 
said that, as a conclusion of law, the plaintiff was entitled to 
recover, 

The court held against the railroad on a claim for $2,295.79. 
which had been dropped from one of its bills. When the bill 
was restated it was restated for the amount, $1,751.25, that had 
been allowed. The court said the railroad had not protested, 
nor was it shown why the sum allowed was restated. It said 
the railroad could not recover. 


NORTHERN PACIFIC LAND CASE 


The Trafic World Washington Bureau 


President Coolidge has approved House Joint Resolution 
237 directing the Secretary of the Interior to suspend until 
March 4, 1926, the issuance of further land patents to the 
Northern Pacific Railway Company under the land grants made 
to that company by the government in 1864 and 1870. 

According to officials of the Department of Agriculture, the 
Northern Pacific Railway Company claims that the government 
has not fulfilled its obligations under the land grants and, by 
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virtue of a recent decision of the United States Supreme Court, 
now seeks to acquire upwards of 3,000,000 acres of land in 
the national forests in part satisfaction of the original land 
grants. 

The Department of Agriculture, through the Forest Service, 
has contended that the Northern Pacific Railway Company 
should not be allowed to take the lands within the national for- 
ests, inasmuch as the values received by the company under 
the original land grants and supplemental acts of Congress 
have more than fulfilled the obligations of the government. 

The resolution calls for an investigation into the entire 
subject of the Northern Pacific land grants in order to ascer- 
tain how far the railway company has complied with the pro- 
visions of the laws under which the land grants were made and 
the extent to which it is equitably entitled to obtain additional 
government land. 

Passage of the joint resolution followed a preliminary in- 
vestigation made by the Senate and House committees on 
public lands at the suggestion of the President, the Secretary 
of the Interior and the Secretary of Agriculture. The national 
forest lands involved are valued at a minimum of $30,000,000. 
The acreage is in Idaho, Washington and Montana. 


SUIT AGAINST ALTON 


The Trafic World Washington Bureau 

Action has been taken by Director-General Davis, in the 
United States Court of Claims, for the settlement of the ques- 
tion as to the sum the United States owes the Chicago & Alton 
and how much that carrier owes the United States as a result 
of the things done in the period of federal control. The Alton 
and the Lake Erie & Western are the only large roads with 
which the government has not been able to come to an agree- 
ment on compensation. 

The suit, No. D-301, is not for a sum of money, but for 
a decision as to the basis upon which compensation is to be 
computed. The expectation, on the part of the ‘Director-Gen- 
eral, of course, is that the court will decide that the Alton 
owes the government money. If the court so holds, the next 
step will be to ask judgment for the amount found to be due 
the government and then call upon the receiver for the Alton 
for the money found to be due. 

In a proceeding before referees appointed by the Commis- 
sion it was found that the Alton was entitled to compensation 
on the basis of the standard return earned in the test period, 
the sum being $3,178,314.92 per annum for each year and pro 
rata for the part of the year, in excess of two, the property 
of the Alton was in the hands of the government. 

While the Railroad Administration was negotiating with 
the Alton for a settlement the government set up as Offset 
against the claim for compensation that it had paid debts of 
the Alton amounting to $1,888,000, had spent, for improvements 
and betterments, $3,195,443, and that the Alton had received 
from the government, materials and supplies in excess of the 
materials and supplies turned over to the government, worth 
$815,000, a total of $5,898,443. 

Maintenance also furnished a bone of contention, the Alton 
claiming under-maintenance and the government over-mainte- 
nance. There was a dispute as to the rule to be used in cal- 
culating maintenance on cars, so that, while there was no 
serious dispute about the items, totaling nearly $6,000,000, the 
carrier and the Director-General were far apart on the main- 
tenance question. It will have to be considered and passed 
upon by the court. Its determination, it is suspected, will 
practically settle the question as to whether the Alton is to 
receive much or practically no money from the government, in 
addition to what has already been paid to it in the form of 
the items hereinbefore listed and in the maintenance of cars 
and other equipment. 


LUMBER SHIPMENTS 


With 23 fewer mills reporting comparably for the week 
ending May 31 than for the previous week, the national lumber 
movement, as statistically reported by the larger mills of the 
country, was noticeably smaller than for the preceding week, 
says the National Lumber Manufacturers’ Association. The 
decline, however, both in number of reporting mills and in their 
statistics of production, shipments, and orders (new business) 
is due to the fact that Memorial Day, being a general holiday, 
left only five working days in the week. Allowing for this 
fact, the volume of business was as good, if not better, than 
for the week before. 

As compared with the same period of 1923, there was, 
however, a considerable falling off. While the lumber move- 
ment so far this year is less except in production than it was 
for the first twenty-two weeks of 1923, it is noteworthy that 
it is larger in all departments than it was those weeks of 1922. 
Comparing the month of May, 1924, with May, 1928, the de- 
crease in new business has been only 7 per cent, the decrease 
in shipments 10 per cent, and in production 8 per cent. 

The unfilled orders of 239 Southern Pine and West Coast 
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mills were 464,348,369 feet, as against 478,538,603 for 240 mills 
the week before. Separately, 116 identical Southern Pine mills 
had unfilled orders of 187,495,584 feet for the week, against 
196,756,704 the preceding week. Similarly, 123 West Coast 
mills had unfilled orders of 276,852,785 feet, as against 281, 
781,899 for 124 mills a week earlier. 

Altogether, the 358 comparable reporting mills had ship. 
ments of 92 per cent and orders of 79 per cent of actual pro- 
duction. For the Southern Pine mills these percentages were, 
respectively, 98 and 85; and for the West Coast mills 99 and 
89. Of the comparable reporting mills, 335 (having a normal 
production for the week of 219,173,254 feet) reported produc. 
tion 97 per cent of normal, shipments 90 per cent, and orders 
78 per cent thereof. 

The following table compares the national lumber movement 
as reflected by the reporting mills of seven regional associations 
for the three weeks indicated: 

Corresponding Preceding Wk., 


Past Week Week, 1923 1924 (Revised) 
De ee Ce ee 358 378 381 
| ares rere 225,424,327 257,031,837 245,975,795 
ee re 206,423,684 253,425,282 229,284,730 
GE Sil ond cede cheese 177,647,933 194,831,032 185,754,303 


The following figures compare the lumber movement for 
the first twenty-two weeks of 1924 with the same period of 
1923: 


Production Shipments Orders 
UE 2 ir cakn cn wenees cae 5,210,046,828 5,157,843,213 4,837,861,536 
EE Suid Guiias woieeiomaaess toa 5,092,058,937 5,540,474,723 5,315,854,525 
2984 TMOPORSe ...0's 2 sees 177,987,891 pogsibegeakiee Oi Pecoccuaen 
TBD TIGRE RERG c6 ccscccdcc cee ceed eo.cws 382,631,510 477,992,989 


The mills of the California White and Sugar Pine Associa- 
tion make weekly reports, but they are not comparable in re. 
spect to orders with those of other mills. Consequently, the 
former are not represented in any of the foregoing figures, 
Bleven of these mills reported a cut of 14,356,000 feet last week, 
shipments 9,809,000, and orders 13,386,000. The reported cut 
represents 30 per cent of the total of the California Pine region. 


COAL PRODUCTION AND SHIPMENT 


“There has been but little change in the depression pre- 
vailing in the soft coal industry, and production appears to have 
found a temporary level at about 7,150,000 tons per week,” the 
Geological Survey says in its current coal report, which, in 
part, follows: 


The total estimated output in the week ended May 24 is now 
placed at 7,155,000 net tons, an increase of 124,000 tons. In compari- 
son with production in the corresponding week a year ago there was 
a decrease of more than 35 per cent. 

The total production of anthracite in the week ending May 24 is 
estimated at 1,850,000 net tons: In comparison with the output in the 
preceding week this was a decrease of 48,000 tons. In the corre- 
sponding week of 1923, production totaled 1,956,000 tons. 

Tide water business at Hampton Roads recovered appreciably in 
the week ended May 24, and dumpings of soft coal over the piers 
totaled 318,981 net tons. This was an increase of 73,691 tons, or 30 Der 
cent. The chief factor in the improvement was a sharp increase of 
70,987 tons in exports, which were nearly three times those of the pre- 
ceding week. Cargoes consigned to New England and dumpings for 
the “other coastwise’’ trade remained practically unchanged. 

There was no improvement in lake shipments in the week ending 
May 25, and dumpings declined slightly to 560,604 net tons. This was 
but little more than half the shipments in the corresponding week 
of 1924. 

Cumulative dumpings of cargo coal during the poses season to 
May 25 stand at 2,706,969 tons. In comparison with three preceding 
years, 1924 is 4 = so behind 1923, 36 per cent ahead of 1922, 
and 42 per cent behin s 

anthracite shipments up the Lakes in the week ended May a” 
totaled 70,862 net tons, a dcrease of 5,131 tons, when compared wit! 
the preceding week. Of the total, 63,694 tons cleared from Buffalo 
and 7,168 tons from Erie. Shipments during the present season now 
total 421,113 tons, a decrease of 21 per cent -from the record for the 
similar period of 1924. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in good order in 
the period May 15-22, inclusive, was 331,012, as compared with 
319,106 in the preceding period, while the average daily short- 
age was 345 cars, as compared with 134 cars in the preceding 
period, according to the car service division of the American 
Railway Association. 

The surplus was made up as follows: Box, 112,062; ves 
tilated box, 145; auto and furniture, 11,672; total box, 123,879; 
flat, 3,257; gondola, 81,810; hopper, 88,523; total coal, 170,333; 
coke, 2,340; S. D. stock, 15,533; D. D. stock, 1,781; refrigerator, 
12,544; tank, 151; miscellaneous, 1,194; total, 331,012. 

The shortage was made up as follows: Box, 130; vel 
tilated box, 4; flat, 107; gondola, 103; S. D. stock, 1; total, 345. 

Canadian roads reported a surplus of 15,500 box, 325 auto 
and furniture, 550 flat, 150 gondola, 1,100 S. D. stock, and 800 
refrigerator cars. 


HEARING POSTPONED 
Hearing on Docket 15666, the American Sand and Gravel 
Company against the Director-General, set for June 5, wre 
Examiner Pyne, at Chicago, was postponed, by agreement, 
June 7. 
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SHIP LINE DIFFERENTIALS 


The Trafic World New York Bureau 


Demands of Southern ports for a decrease in the steamship 
rate differentials maintained by companies plying from the 
North Atlantic to Europe will be discussed at a joint meeting of 
the North Atlantic, South Atlantic, and Gulf conferences to the 
United Kingdom and Continent to be held in Chicago, June 10. 

At present the North Atlantic ports have rates 15 cents 
a 100 pounds under the Gulf ports, and 744 cents under South 
Atlantic ports. Officials of New York companies contend that 
this is justified because of the shorter distance from the North 
Atlantic to Europe. They argue further that instead of decreas- 
ing the spread, as the southern ports contend, it should be in- 
ereased. In support of this contention they point to the relative 
growth of traffic through New Orleans, illustrating the fact that 
comparative rates through that port are unfavorable to New 

rk. 
bs At the same time, New York officials agree that there is 
some weight to the argument of the Southern ports that if dis- 
tance is the factor in determining the differentials, the latter 
should have the benefit of lower rates to the West Indies, South 
America and the Far East, instead of parity as at present. 

Other questions to come up at the meeting are the accept- 
ance of letters of indemnity and determination of the items of 
freight which may be forwarded collect. 

‘ Meetings of the North Atlantic United Kingdom and North 
Atlantic Continental Freight Conferences, usually held in New 
York on the first Wednesday and Thursday of each month, have 
peen deferred until June 9 in Chicago. 


INVESTIGATION OF BOARD 


The Trafic World Washington Bureau 


Organization of the United States P. & I. Agency to handle 
the Shipping Board’s protection and indemnity insurance was 
explained before the House committee investigating the board 
by Commissioner Lissner. The commissioner said the agency 
was created because the organization handling insurance there- 
tofore had made excessive profits from the board’s vessels. 
He said the new plan had resulted in substantial savings. 

The committee has inquired into oil contracts made by the 
board. Vice-President J. E. Sheedy and M. B. Bowen, manager 
of the purchases and supplies department of the Fleet Cor- 
poration, testified the Fleet Corporation lost substantial sums 
of money as the result of refusal of Albert B. Fall, when Sec- 
retary of the Interior, to renew a contract with the board under 
which the board obtained the government’s royalty oil from 
Montana and Wyoming fields. It was estimated that the fail- 
ure to renew the contract resulted in a loss of approximately 
$3,000,000 to the board. The witnesses said Secretary Fall 
stated his reason for refusal to renew the contract was that 
he wished to obtain a contract with a private oil company 
at a price higher than the government would pay. 


OCEAN RATES SLIGHTLY WEAKER 
The Trafic World New York Bureau 


The freight charter market last week was extremely quiet, 
with rates tending to drag in the absence of any sustained 
demand. This situation was reflected also in liner business. 
Steamship officials reported that the summer slump has ap- 
peared early this year and there is little prospect for improve- 
ment in the next several months. Conference rates, however, are 
holding firm, and in the case of South African trade there was 
aN average advance of $2 a ton. 

Activity in grain cargoes contracted perceptibly. Rates 
were generally lower for June and July loading from both Mon- 
treal and Atlantic ports. 

Coal fixtures increased slightly above the record of the pre- 
ceding week. Trans-Atlantic cargoes included a smal] ship- 
ment to the Adriatic at $3.50 a ton for early June loading, and 
a cargo to Oran at $3.50 for June or July loading. Shipments 
were fixed to Rio at $3.65 and $3.60 a ton for June loading, while 
one fixture for a prompt vessel was made to the River Plate at 
$3.80 a ton. These figures were about in line with the market 
previously, according to Funch, Edye & Co. 

The sugar trade was moderately active. One vessel was 
fixed for June loading from Santo Domingo to the United King- 
dom at 25 shillings a ton, and a June boat was fixed from Cuba 
to the U. K. at 23 shillings. As vessels were offered freely for 
this trade, shippers were inclined to lower their bids for space 
to 22 shillings, six pence from Cuba and not above 25 shillings 
from Santo Domingo. 

A Greek vessel was chartered from Montreal to Greece for 
June loading of grain at 21 cents a 100 pounds. 

The intercoastal trade is threatened by the entry of the Gar- 
land Line, which has not yet indicated any intention of joining 
the conference. The technical position of the trade, however, 
has been strengthened by the withdrawal of the five vessels of 
the Moore & McCormack Line. 

American vessels in March, 1924, carried a slightly larger 
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proportion of both exports and imports than in the same month 
last year, while the percentage in foreign bottoms suffered a cor- 
responding decline, according to figures in the monthly summary 
of the Department of Commerce. The proportion for the nine 
months’ period was practically the same as in 1923. 

The percentage of imports in American vessels for March 
increased from 28 to 36, though there was practically no change 
in the value of the commerce handled. Exports in American 
ships advanced from 37 to 39 per cent. 

Freight reports from San Francisco indicate that the slump 
in trans-Pacific trade has reached bottom and that an upturn 
is expected shortly. While there is a limited demand for ton- 
nage, there is- also a genuine scarcity in the visible supply of 
tramp ships. Except for a number of time-chartered vessels re- 
maining in the Australian and Oriental trades, the surplus of 
tramps brought to the Pacific after the Japanese disaster has 
virtually disappeared. 

The coastwise lumber trade from the Pacific is in the worst 
condition in fifty years. More than fifty steam schooners have 
been laid up, and withdrawals are going ahead at the rate of 
five ships per week. It is predicted that seventy-five vessels, 
or more than half the total fleet, will be laid up before the cur- 
tailed movement will be balanced. 


CONSOLIDATION OF SERVICES 


The Trafic World Washington Bureau 

President Palmer of the Fleet Corporation this week sub- 
mitted to the Shipping Board a plan for consolidation of the 
services maintained to and from Gulf ports. The managing 
operators in those services are the Tampa Inter Ocean Steam- 
ship Company, Lykes Bros. Steamship Company, Mississippi 
Shipping Comany, Munson Steamship Line, S. Sgitcovich & 
Co., Trosdal, Plant & Lafonta, Waterman Steamship Corpora- 
tion, Daniel Ripley & Co., Inc., and Page & Jones. Details 
of the plan will be announced after the board has acted. 

Page & Jones will be eliminated as an operator under the 
plan, it was understood, and a combination may be formed 
of the S. Sgitcovich and Trosdal, Plant & Lafonta companies. 
It was indicated that the other operators would be retained. 

President Palmer said no operator would be recommended 
to the board who did not agree not to operate foreign ships 
in competition with American ships. There are now 108 ves- 
sels in the Gulf services. Mr. Palmer declined to say whether 
a reduction in the number of vessels in service had been rec- 
ommended to the board. 

On June 16 President Palmer will take up two other pro- 
posed consolidations, one being that operated to the Far East 
by the Tampa Inter Ocean and the Barber Line, and the other 
being that operated to South America and continental ports 


by the Tampa Inter Ocean, Trosdal, Plant & Lafonta and the 
Carolina Steamship Company. 


ASKED TO UPHOLD U. S. SHIPS 
The Trafic World New York Bureau 


Declarations in favor of American shipping will be asked 
from both political parties by the American Marine Association, 
which last week drafted suggestions to be submitted to the 
national Democratic and Republican conventions. 

A copy of the proposed platform, as made public by a spe- 
cial committee of the association, declares that it is important 
that laws shall be modified to place American shipping on a 
parity with their foreign rivals without impairing the highest 
standards of American living, that government competition with 
private enterprise should be curtailed, and that the merchaut 
marine should have national protection. The recommendations 
to be submitted to both parties read as follows: 


We approve and shall support development of American shipping, 
shipbuilding and component American marine enterprises including 
harbors, rivers and Great Lakes shipping activities. ie , 

American shipping development is demanded as a necessity for 
national protection and welfare, the marketing of our production, and 
the obtaining of essential materials from other countries. 

American commerce requires transportation subject only to 
American control. 

We favor elimination of government competitive ship overation, 
and the modification of laws that will place American shipowners 
in a parity with foreign ship owners without impairment of the high- 
est standards of American living. 


We urge reliance n-ore upon private energy, and less upon public 
law and appropriations. 


American shipping is deserving of national protection and support, 
and we approve utilizing national resources for its upbuilding. 

e favor -an American merchant marine consisting of the best 
type of modern ships, built by American workmen, in American ship- 
yards. flying the American flag, manned by American seamen, and 
owned by private capital. 


PALMER URGES CO-OPERATION 


“Probably the most effective aid that could be rendered 
to our merchant marine would be the co-ordination of rail and 
ocean transportation in such a manner as to make the ship 
lines in effect extensions of the rail systems,” President Palmer 
of the Fleet Corporation said in an address June 6 before the 
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National Foreign Trade Convention at Boston. Continuing, he 
said, in part: 


This would almost automatically route exports by American ships. 
Every railroad freight agent would be practically an agent for Amer- 
ican ships. We have had practical illustrations of the working of 
such arrangements in agreeménts between certain American rail- 
roads and foreign steamship lines, though these probably originated 
in a normal commercial way with the investment of foreign capital 
in this country while our nationals were not awake to an apprecia- 
tion of the situation. 

A second aid to American 7 would be the fostering among 
exporters and importers of the “favoring spirit’ toward American 
shipping which Mr. Farrell has so often urged. By this is meant 
that shippers may properly be asked to route their goods by Amer- 
ican ships when such ships are in position to give as good service 
as their foreign competitors. Commerce in general will follow the 
line of least resistance, and it is not to be expected that our shippers 
will favor our own ships when it is contrary to their business in- 
terests to do so, but if we provide adequate, reliable and efficient 
service fully equal to that of competing lines, we can properly appeal 
to the patriotic sentiment of our shippers to exercise a favoring 
spirit toward our ships, since to do so would be in their own interest 
as well as that of the national foreign trade. 

I would not go so far as to say that American citizens should 
in every case feel — bound to travel by American vessels, but it 
is to be hoped that the “favoring spirit’ may be developed in our 
travelers as well as in our shippers, for certainly our merchant fleet 
cannot attain its proper proportions unless and until our citizens 
give our passenger services their personal patronage and support 
in the same measure that foreign lines are patronized by their 
nationals. 

It ig natural in the present circumstances to dwell upon the pos- 
sibilities of competition and of taking business from the foreign 
carrier, but unrestricted competition in the long run would be ruinous 
to all concerned. hope to see in the future less competition and 
more co-operation between rival commercial interests. Ships must 
have cargoes both outward and inward and a living freight rate if 
they are to operate on a sound business basis. As I see it, the only 
way that this condition can be brought about is through mutual 
tolerance and concession by rival interests, that is to say, through 
co-operation. 


MARINE POLICY OUTLINED 
The Trafic World New York Bureau 


In preparation for the introduction of a legislative program 
on shipping at'the next session of Congress, the National Mer- 
chant Marine Association is taking a poll of its members on 
central features to be included in this plan. Among the poli- 
cies which have been tentatively adopted by the association, 
and upon which the members are asked to express their opin- 
ions, are the following: 


1—Abrogation of treaties to pave the way for preferential duties, 
tonnage taxes, etc. 

2—Issuance of certificates to American exporters of goods of 
American production in American vessels, and to American importers 
of goods on the free list in American vessels. 

3—Carriage of Government forces and supplies in privately owned 
American ships. 

4—Transportation of one-half of the total number of immigrants 
admitted to the United States in American vessels. 

5—Closer co-ordination of rail and water transportation for facili- 
tating the export commerce of the country. : 

6—Provision that officers and men of the American merchant 
marine be enrolled in the naval reserve of the United States under 
suitable regulations as to pay, qualifications and duties. ; > 

7—Provision for the repeal of all laws that admit foreign-built 
ships, including yachts, to American registry. 


The association also has under consideration what atti- 
tude it will take with regard to government shipping. It has 
previously gone on record against government competition 
with private enterprise, yet its officials realize that if the Fleet 
Corporation should withdraw at this time a great loss would 
be entailed and private enterprise would not benefit greatly. 

While shipping men in New York generally approve of the 
program as outlined, many of them feel that it is not sufficiently 
definite and that some of the features at least would require too 
long to accomplish. 

E. J. McCormack, of. Moore & McCormack, pointed out the 
need of urging a policy that would give relief in the immediate 
future. Abrogation of commercial treaties, he said, would re- 
quire many vears, and the same holds true of other preferential 
duty plans. He approved the division of immigration, but said 
that under recent restrictions this has been reduced to a neg- 
ligible factor in shipping. 

One of the most important things to be done, according to 
Mr. McCormack, is to secure enforcement of section. 28 as soon 
as possible. He holds that the preliminary work of putting 
this law into operation has been accomplished and that it should 
be pressed to a conclusion. 

Another question which should be solved soon, in his opin- 
ion, is the policy of Congress toward government participation 
in shipping. If the Shipping Board is to continue, he said, 
some provision should be made to compensate private owners 
for their losses, as they cannot compete with the government. 
If private lines are given a definite preference the problem will 
be solved, for they can take care of themselves and -will buy out 
the government fleet, he said. He continued: 


There is one thing, however, that cannot be justified, and that is 
the operation of 400 ships on the theory that trade routes are being 
developed to be ultimately owned and operated privately. Without a 
preference this object can never be obtained and the procedure is a 
reckless squandering of pubiic funds. 
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The present policy of the Shipping Board-has been to ignore the 
interests and the rights of private owners and is reflected; generally 
by the allocation of es y two-thirds of the fleet to organizations 
which do not own, have not owned or do not expect ‘to own private 
American tonnage. f 


TO TRAIN BOYS FOR SEA 


The Trafic World Washington Bureay 


The Shipping Board has adopted a plan formulated and 
approved by T. V. O’Connor, chairman, the result of which will 
be to place upon each of the Shipping Board vessels two boyg 
who will be given the classification of engine room and deck 
boys and who will serve as such until, in the discretion of the 
master, they can qualify to be signed on as ordinary seamen. 
In a statement the board said: 


For some time the Shipping Board has been making a study of 
methods for Americanizing the crews of American vessels, which is 
considered one of the essentials in the establishment of a real Ameri- 
can merchant marine, and the putting into effect of this plan is one 
of the first steps in that direction. 

Chairman O’Connor, in urging that the plan to place American 
boys aboard the ships be put into effect as early as possible, points 
out that a plan of this sort is necessary in order to open the door to 
American youths on our ships and to build up a genuine American 
sea personnel, since, if merchant shippers to be made available in 
time of emergency, or are to be efficiently operated, they must be in 
the hands of American seamen. 

There are thousands of boys all over the country who are anxious 
to go to sea, but who up to the present consider they lacked initial 
experience, have been debarred from sailing, the result being that the 
foreigner, or foreign-born, is enlisted on our merchant marine alto- 
gether too frequently. 

The Operating Department of the Fleet Corporation is preparing 
the orders to be issued and working out the details in conjunction 
with the Sea Service Bureau of the Shipping Board. 


CONVERSION OF SHIPS 


The Trafic World Washington Bureau 


Both branches of Congress have approved the bill amend- 
ing the merchant marine act so that the Shipping Board may 
use up to $25,000,000 of its construction loan fund for the con- 
version of vessels into motor ships by the installation of Diesel 
engines. 

No definite plans have been announced by the Shipping 
Board with respect to conversion of ships under the provisions 
of the measure. It is understood, however, that the board’s 
technical staff has the outline of a plan for the conversion of 
probably twelve of the board’s ships now needing engine re- 
placements. Such conversions would use up between $5,000,000 
and $6,000,000, leaving the remainder for expenditures in the 
next four or five years. 

New York—Passage of the Diesel loan bill was welcomed 
by steamship officials and shipbuilders in New York as a dis- 
tinct advantage to the merchant marine. The latter expect the 
greatest benefit from the measure. 

R. H. M. Robinson, president of the United American Lines, 
said that the loan fund will be of some value on trade routes 
where American ships have been able to survive and when 
they are in need of new tonnage. He expressed the view that 
it will have little effect on overseas lines, as other handicaps 
make it commercially impracticable to build vessels in American 
yards for those services. 

Capt. C. A. McAllister, vice-president of the American Bureau 
of Shipping, said that the measure would be a distinct benefit 
to the shipbuilders, as it enables the board to proceed with 
its own plans for converting steamers. This benefit would be 
destroyed, he said, if Congress should pass the appropriation 
bill requiring the board to accept navy yard estimates when 
lower than the actual bids submitted by private companies. The 
estimates can be, and usually are, exceeded, Capt. McAllister 
said, and the board has to pay the total cost. under any cil- 
cumstances. 


LEAVE COAST RUN 
' The Trafic World New York Bureow 


Effective with the return of each ship to New York, Moore 
& McCormack, operating the Commercial Lines, will withdraw 
their vessels from the intercoastal service. Reports to this 
effect from San Francisco were confirmed here by A. V. Moore. 
The company has five ships on the route at present. No deci- 
sion has yet been reached on the future disposition of the fleet, 
Mr. Moore said. 

The company has. already filed its resignation from the 
United States Intercoastal Conference and has instructed 
Swayne & Hoyt, its general agents on the Pacific coast, to 
resign from the eastbound conference at the next.meeting. 

“We are withdrawing because of last of freight,” Mr. Moore 
said. “Prospects for an improvement in trade in the immediate 
future are not bright and for that reason we feel it is better 
to take off our vessels now.” 

Withdrawal of the Commercial Lines is coincident. with the 
re-entry into the route of the Garland Steamship Company, 
which is abandoning the trans-Pacific trade because of the 
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slump in business and also because of government competi- 
tion, according to William Campion, vice-president. 

_ The tie-up of the five Moore & McCormack vessels runs up 
to 35 the number of ships taken off the intercoastal route in 
the last six months. 

Moore & McCormack were recently selected by the Shipping 
Board as its operator for the Scandinavian and Baltic services, 
and it is understood the company will concentrate its efforts 
on this route. 


BIG SHIPS BREAK SUEZ RECORD 


The Suez Canal traffic in 1923 surpassed all previous records, 
reaching 22,730,162 net tons, an increase of 1,986,917 tons, or 
9.6 per cent, over 1922, and of 13.4 per cent over 1913, according 
to a report from Consul J. L. Bouchal, Port Said. The number 
of ships was 464 less than in 1913, but the average net tonnage 
per ship had risen from 3,940 in 1913 to 4,919 in 1928. The recov- 
ery in the cargo movement through the canal has been con- 
tinuous since 1919, but the total is still below the pre-war level. 

Coal shipments, which in 1922 exceeded 1913 by a half 
million tons, fell off in 1923 to approximately one-third of the 
1922 tonnage and to less than half of the 1913 tonnage. Ship- 
ments of railroad materials and salt have decreased, while ce- 
ment, petroleum, textiles, metals and machinery shipments have 
increased yearly since 1921. The total movement of southbound 
cargo in 1923 was 59 per cent smaller than in 1922, the first 
decrease since 1919, and was 31 per cent less than in 1913. 

Wheat shipments were lighter in 1923 than in 1921, when 
they exceeded the pre-war figure, but increased over 1922 to an 
amount slightly less than in 1913. The amount of mineral 
oil shipped was seven times the pre-war volume and sugar ship- 
ments increased to a point almost fourteen times beyond those 
of 1913. Oil seed and rice increased over 1922, but did not reach 
the pre-war level. 


FREE PORT ESTABLISHED AT KIEL 


Following the approval of a bill by the Reichstag, a free port 
was established at Kiel on April 12, Consul T. Jaeckel, Hamburg, 
reports. The new free port is located in the Wik at the entrance 
of the Kiel Canal and has been under construction since 1919. 
The bill provides for the extension of the free zone within the 
boundaries of the Kiel harbor proper, should that become neces- 
sary. As a beginning of the free-port zone, the Vossbrook in- 
dustrial port is to be developed to house principally refining 
industries; the Nordhafen, which is still inside the customs 
boundary, has already been finished and is ready for equipment 
with privately-owned facilities for handling bulk goods, such as 
Russian grain. The space at present available for the establish- 
ment of manufacturing plants is 118,000 square feet. 





SUPPLIES FOR THE LEVIATHAN 


Representative Rogers of Massachusetts has introduced a 
resolution requesting the chairman of the Shipping Board to 
furnish information to the House as to whether supplies for 
the Leviathan, when it was reconditioned, were purchased in 
countries other than the United States. Supplies specifically 
mentioned in the resolution include sheets, table linen, etc. 


CURRENT AMERICAN SHIPBUILDING 


On May 1, 1924, American shipyards were building or under 
contract to build for private shipowners 209 steel vessels of 
165,990 gross tons, compared with 228 steel vessels of 172,181 
gross tons on April 1, 1924, according to the Department of 
Commerce. 

There were 20 wood vessels of 6,607 gross tons building 
or under contract to build for private shipowners during the 
same period, compared with 21 vessels of 7,054 gross tons on 
April 1, 1924. 


JAPAN SUBSIDIZES LINES 


Action of the Japanese government in granting mail sub- 
Sidies to Japanese vessels carrying the mails has been reported 
to the Fleet Corporation. The advice received by the Fleet 
Corporation said subsidies had been granted to six steamship 
mail services for the present fiscal year. 


ATTACKS RATES ON PEANUTS 


The American Peanut Corporation of Norfolk, Va., has filed 
a complaint with the Shipping Board against the Merchants’ & 
Miners’ Transportation Company, the Old Dominion Steamship 
Company and the Philadelphia & Norfolk Steamship Company, 
alleging that the rates on peanuts from the port of Nofgfolk, 
Va., to the ports of Baltimore, Philadelphia, New York and 
Boston, were and are unjust, unreasonable and unduly preju- 
dicial because lower rates apply on the same commodity from 
Savannah, Ga., to the same destinations. The complainant 
asks for a cease and desist order, just, reasonable and non- 
Prejudicial maximum rates and reparation. 
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CLAIM PREVENTION CONGRESS 


“Conservation of property is next in importance to con- 
servation of life and personal rights,” said R. N. Van Doren, 
general solicitor of the Chicago & North Western, in his address 
of welcome to about 300 representatives of the freight claim 
departments of American railroads at the first day’s meeting 
of the Freight Claim Prevention Congress, at the Hotel Sherman, 
Chicago, June 4, held under the auspices of the Chicago Claim 
Conference. 

Mr. Van Doren went on to point out that there is a wide- 
spread movement to divorce property from personal owner- 
ship and warned of legislative attempts that would hinder the 
legal work in the prevention of claims. He said that, from 
the legal side of claim matters, policing was one of the most 
interesting and important phases, and he referred to political 
efforts in one state to have all railroad police uniformed and 
made to wear conspicuous emblems of office that would, as 
he put it, “make them excellent marks for straight shooting in 
the moonlight.” 

He said there was a tendency on the part of the public 
to consider that railroads destroyed property rather than pro- 
tected it and, in order to combat such opinions, education of 
the public should be undertaken by the roads. Shippers, he 
said, would be only too willing to help the carriers to achieve 
better records in the way of claim prevention if they knew 
the railroads were working hard to accomplish something in 
that direction. ;' 

J. Marshall, special representative of the claim division of 
the A. R. A., presented statistics to show the progress made 
in the work of prevention. He pointed out that, since 1914, 
prices had increased 50 per cent, tons moved one mile 43 per 
cent, and loss and damage claims 44 per cent. Of the loss and 
damage claims, he said, when subdivided into commodities, the 
figures told a different story. Boots and shoes, one of the 
previous heaviest sources of trouble to the claim departments, 
declined 78 per cent in loss and damage claims, and groceries 
had been brought down 74 per cent. He said that over a long 
period of time—20 years—loss and damage had increased 800 
per cent, while gross revenue had gained only a little over 200 
per cent. From the figures, he said, it might be seen that 
there was good reason for freight claim prevention work. 
However, he said that in the last four years a great work 
had _ done in reducing claims from $125,000,000 to $50,- 
000,000. 

G. W. Lupton, assistant to the vice-president of the Santa 
Fe, told of the methods of conducting freight claim prevention 
from three angles—work done by individual lines nationally, and 
from the public point of view. He said the Santa Fe organ- 
ized to reduce claims about fifteen years ago and that, until 
the war, they had been cut materially, but that they had in- 
creased during the period of federal control and the depart- 
ment of prevention was now at work trying to get them back 
to their pre-war level. He described the way in which the 
problem was handled by the Santa Fe. All agents hold regu- 
lar meetings for the purpose of educating employes in pre- 
vention. “Good Service Meetings” are held on each division, 
and system meetings are held annually where committees pre- 
sent any phases of problems that seem to need special con- 
sideration. 

Mr. Lupton made a plea for the co-operation of the me- 
chanical department, saying that it was his opinion that, 
through its help, much could be done to alleviate rough han- 
dling, which accounted for a great deal of damage. 

J. H. Hustis, Jr.; superintendent of property protection of 
the New York Central, dealt with the same subject from the 
angle of the eastérn roads. The particular fault he had to 
find with what was being done was that, in allocating damage 
and loss, classification was not sufficiently definite. He pointed 
out that the general class of cement, lime, plaster, and related 
articles might cover a great deal of unlocated loss, a feature 
that all prevention agents must work on if the slogan, recently 
adopted, of cutting claims in half, was to be carried out. 

F. L. Johnson, assistant to the vice-president in charge of 
operation, of the Burlington, said rough handling had increased 
with the modernization of freight service. Automatic couplers, 
heavier equipment, greater speed of trains, all worked to make 
more difficult the problem of reducing rough handling. He 

said shock meters had been tried out, but that they did not 
always establish the responsibility of the shocks they reg- 
istered. He said the Burlington had accomplished a great deal, 
through poster campaigns, in the education of its employes 
and to gain their co-operation in reducing rough handling. It 
was his opinion that much more could be done through educa- 
tional campaigns. 

The problem of cutting down loss and damage and delay 
on fresh fruits and vegetables was dealt with by R. G. Fagan, 
superintendent of freight protection of the Southern Pacific. 
He pointed out that this item increased over 60 per cent in 
1923. The methods of handling the commodities themselves 
were difficult to improve on, he said, but the method of keep- 
ing information on movements could be a lot better. If all 
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facts were known, many claims could be saved that otherwise 
would have to be paid. For instance, the claim departments’ 
records do not always show that cars were re-iced when they 
needed it, though nine chances out of ten they were. Yet the 
lack of such information in the records was what boosted 
claim figures, he said. 

There was some general discussion by others and the 
general opinion of what must be done was that the co- 
operation of the shipper must be gained and education given 
employes so that they may better realize the importance of 
careful handling and detailed recording of all information re- 
garding shipments. 

“Shippers’ Day” of the freight claim prevention congress, 
held under the auspices of the Chicago Claim Conference, was 
opened, June 5, by President J. E. Gorman, of the Rock Island, 
with an address urging shippers and carriers to co-operate in 
the fight to reduce freight claims. 

He said he was particularly interested in this particular 
phase of freight transportation and especially able to sympa- 
thize with both the shipper and the freight claim man. He 
emphasized the financial importance of the work being done 
along the line of freight claim prevention and said that only 
through the shipper and carrier working together could loss and 
damage be reduced. 

George A. Blair, traffic manager of Wilson & Company, made 
a brief address of welcome in which he spoke generally on the 
subject of claim prevention and said that, in his opinion, co- 
operation was the only means of getting anywhere in the work 
of cutting freight claims and that shippers were willing and 
ready to work with the railroad men toward such an end. 

Reimbursement of shippers for expense incurred in handling 
damaged articles was the subject of a talk by J. A. Brough, 
traffic manager of Crane Company. He pointed out that there 
was a serious loss met with through inability to dispose of 
damaged shipments. He held that the expense incurred in 
handling damaged shipments should be added to claims. 

S. T. Heffner, traffic manager of J. V. Farwell Company, 
Chicago, read a paper on the subject of concealed loss. He told 
of how this might be either loss due to damage or to shortage 
in the car or container on arriva] at destination. He dealt par- 
ticularly with the matter of the fifteen-day period of notification 
to the carrier of concealed loss. This requirement he objected 
to and maintained that it was not always possible to discover 
and check up on concealed loss within that period. 

C. T. Bradford, traffic manager of the International Har- 
vester Company, in speaking on the matter of freight charges 
on damaged articles returned to the shipper, decried the lack 
of uniformity in the practice. Some carriers, he said, returned 
damaged shipments free of charge when these had traveled to a 
destination on the carriers’ own lines, but they were not always 
so willing to do so, when they had to receive the returned goods 
from a connection. He introduced a resolution to the effect 
that it was the view of the congress that damaged shipments 
may be returned free of charge to the shipper. There was some 
argument on the resolution, it being pointed out that the ship- 
per might not always want the shipment returned, since some 
commodities if damaged are no longer of value. The resolution 
was unanimously adopted. 


H. Kramer, traffic manager for the Wolf Manufacturing Com- 
pany, Chicago, speaking in place of W. J. Womer, traffic man- 
ager of the Consumers Company, who was unable to attend, on 
the basis of the measure of damages, whether origin or destina- 
tion value, said the most important phase of the subject was 
that, whereas there was a difference that mattered to the car- 
rier, the shipper was interested in 100 per cent of the loss, 
whether at point of origin or destination. 


The expedition of claim adustments was dealt with by 
H. R. Park, traffic manager of the Chicago Live Stock Exchange.. 
His talk was pointed toward urging shippers to make proper 
presentation of their claims and to give facts supported by 
documents. It was his opinion: that a properly prepared claim 
was “half way to the voucher desk,” Keen, 


The matter of presenting: a claim with its evidence he 
likened to presenting evidence in court, with the freight claim 
agent in the role of impartial judge. Time of day and date of 
delivery to carrier and time of day and date of delivery to con- 
signee should be proved. If the shipper proceeds on the theory 
that the claim agent is an impartial judge, he said, the shipper 
will be more likely to submit proper supporting evidence. The 
existence of the liability of the carrier is an important fact to be 
substantiated by documents, he pointed out, and the best evi- 
dence of such liability is the original «bill of lading. Other 
documents that help to make claim handling an easier and more 
successful matter are the destination paid freight bill and the 
bond of indemnity, he said. 

He said the roads ought to have preferred claimants, who 
should be those that properly support their claims, since it would 
be to the advantage of all parties involved and would un- 
eee cause more care to be taken in the preparation of 
claims. 


In one of the periods of discussion, two reels of moving 






pictures of tests performed on different types of containers were 
presented through courtesy of the Illinois Central. The film 
showed boxes of different construction, hampers, baskets, bar. 
rels and crates being subjected to tests at the government 
Forest Products Laboratory, at Madison, Wis. In one instance 
it was shown that the addition of three nails to the sides of a 
box nearly tripled its ability to withstand rough handling. Boxes 
of lighter material than others of similar construction were 
proved to be sturdier after having been bound with wire or 
metal straps, and baskets were shown to be stronger in propor- 
tion to the position of their hoops. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables totaled 
approximately 14,500 cars the week ended May 31, according to 
the weekly report of the Bureau of Agricultural Economics of 
the Department of Agriculture. The totals from the summary 
of carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads, 
Asterisks (*) placed at commodity totals indicate that such changes 
have been-made for one or more of the states in that group. 


Total Total 
This Last 
May May May 27- Sea- Sea- Total 
25-31, 18-24, June 2, son to son to Last 
c 1924 1924 1923 May 31 June 2 Season 
Apples (Western States)— . 
nn, ORE ALE 151 174 40 62,885 46,237 46,286 
Apples (Eastern States)— 
POUR: Fo8 s008 0c 193 293 131 *71,273 65,736 65,997 
Asparagus— 
EE es athens 31 45 + 737 oe 785 
Cabbage— 
ee 650 *1,079 764 *13,833 10,763 *36,884 
Cantaloupes— 
ES ie a git cuca 536 134 1,427 670 1,492 25,932 
Celery— 
sae 106 136 26 7,156 6,395 16,861 
Cherries— 
ee 189 148 os 461 s¢ 90 
Cucumbers— . 
NE lac Snoi eee 868 520 oe *1,716 se 5,677 
Grapefruit— 
IL Fs Sok ns « 432 520 oe 19,120 oe 17,634 
me 41 429 
gee Reed 5 -. 7,230 = 19 
eas " om 
_ Peer 420 638 141 *20,689 17,6 27, 
Mixed Citrus Fruits— - — 
|} eee 51 84 oe 3,589 s¢ 3,677 
Mixed ear ranean 864 2 
OGM sicarvs-u 1,071 563 12,346 10,31 *24,025 
Onions a crop)— o - — 
PES! 32 . 29,312 29, f 
Onions (1924 crop)— ite “ 
MEE," Sccastesd-oa 365 744 288 4,054 3,597 29,312 
Oranges— 
ae ee 1,300 1,203 +e 60,275 + 67,952 
~~ 5 
Me 065i. Scun 2 Bs 27 26 2 7 
Spinach— ' “— 
OO aye 26 *86 -6 *7,447 *7,354 7,354 
Strawberries— : ; : 
Total ...5..05% 3,113 *2,682 3,256 *11,724 14,088 17,899 
String Beans— 
Kamora? ee 485 9 *1,684 cdad 3,335 
Tomatoes— 
ee 765 811 572 7,988 9,476 24,016 
betes = ge ‘ie 
Re eee 9 364 36 844 317 
Potatoes (1924 crop)— i 
» eh AAA 2,888  *1,682 2,077 *8,834 7,349 235,869 
Summary Potatoes— 
Leading Sec- 
tions, late crop1,580 2,136 2,014 .186,129 180,861 186,055 


Other Sections, 











late crop ..... 12 17 10 16,330 27,139 27,181 
Early crop, 1923.... oe oe 33,410 40,922 40,922 
Total .....1,592  *2,153 2,024 235,869 248,922 254,158 





** Unavailable. 


* 
ABANDONMENT OF LINE 


A conditional certificate authorizing the Pere Marquette to 
abandon :a branch line in Berrien county, Michigan, has been 
issued in Finance Docket No. 1708. The branch in question is 
known as the Buchanan branch, extending from Benton Harbor 
to Buchanan, Mich., a distance of 35.69 miles. The Commission 
came to the conclusion that the traffic on the branch was in- 
sufficient to warrant further maintenance and operation of the 
line; that continued operation would be a burden on interstate 
and foreign commerce, and that it could not be further operated 
without the expenditure of considerable money for renewal and 
repairs. It further found that disposition of parts of the branch 
to other carriers adequately protected the interests of the public 
tributary to the branch. The Pere Marquette, the Southern 
Michigan and the Michigan Central entered into a contract on 
February 25, 1924, for the rendition of services to the com- 
munities affected and a certificate to abandon is conditioned 


upon the performance of the undertakings mentioned in that 
contract. 
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Freight Routing 


Twelfth of a Series of Twenty-six Articles on This Subject Written for The Traffic World 
By J. D. Collier 


After all possible routes have been considered by the 
trafic man and he has familiarized himself with all combina- 
tions that can be used to his advantage, he has passed the first 
stage in less than carload routing education. The next steps 
are, naturally, how these various routes and combinations can 
be used to his further advantage. Regardless of the service 
offered by the carriers, a certain responsibility must be shoul- 
dered by the shipper by way of cooperation. It is only the duty 
of the carriers to transport promptly, handle efficiently and 
economically, consistent with their facilities, their published 
rates, and the business offered. Therefore, the shipper must 
also consider methods which will permit him to take full ad- 
vantage not only of the routes, but of the facitilites and econ- 
omies open to him. 

This situation requires that the traffic man inform him- 
self fully of the scope of his company’s business and its rela- 
tion to the carriers’ facilities, rules, regulations, and rates, as 
provided in published tariffs. This problem will prove a most 
interesting study for the average traffic man, as it makes 
necessary that he use his utmost initiative, imagination, and, 
as a rule, diplomacy in his own organization. The traffic man 
who has made the most of this opportunity has proved himself 
invaluable to his employer, and, as a consequence, has estab- 
lished a productive activity above the class of a claim, rate 
department, by proving that his knowledge of transportation 
and its application to the distribution of his firm’s merchandise 
is a prime factor in the growth of the business. The result 
will be a big factor in laying out selling campaigns and increas- 
ing sales, as well as removing considerable sales resistance in 
connection with present sales. 


Once this point is reached by the traffic department, its 
function is readily recognized as that of production and not 
as an overhead operating expense. The most logical means 
of obtaining this result is the study of the possibilities of reduc- 
ing claim hazards, of getting lower rates and faster service. 
These results, after all routes and facilities are carefully con- 
sidered, can only be had by tendering shipments to the carrier 
in such manner that they can be handled under the existing 
rules and regulations in carload lots, most commonly known 
as consolidated or pool cars. 


True it is that the carriers combine many shipments and 
forward a carload from one point to another without break- 
ing bulk, but this is done without regard to the carload rates 
applicable to the various commodities, as it is not within 
the scope of the carrier to do otherwise or to act, as the agent 
of the shipper or receiver, in such way as to reduce their 
own revenue. They, however, do make provisions, which, if 
carefully studied by the shipper, make it possible for him so to 
tender his shipments that they are entitled to carload rate and 
the resultant mitigation of claim hazard by the elimination 
of rehandling and what is perhaps most important, the service 
given the car in transit. The shipper’s agent at destination 
who receives this car and distributes it locally or reships 
beyond, is then fully informed of the arrival or passing records 
of each of the less than carload shipments. 

It may be interesting to review the present development 
of these possibilities as they have grown with the development 
of transportation needs of commerce, though today their applic- 
ability as a means of distribution has not been fully appreciated 
nor taken full advantage of. The classification tariff now 
issued on behalf of the three major classifications, commodities, 
or territories, in one book contains perhaps seven thousand 
separate commodity descriptions, the majority of which are 
provided with separate classification for less than carload and 
carload ratings. Originally—that is, prior to the interstate 
commerce act of 1887—only about a thousand commodities 
were enumerated in the Eastern Classification, and less than 
15 per cent of these were rated differently in carloads than in 
less than carloads, or, in fact, were rated in carloads at all. 
The result of the passage of this act was to increase the num- 
ber of commodities provided for in the classification to about 
three thousand, and the carload ratings to about 33% per cent. 


In view of our present day conditions, this situation would 
seem strange and unreasonable, but in the eyes of the shipping 
public then it seemed nothing short of ruin, as it permitted 
large buyers in he west to buy in carload lots and to sell 
locally at a lower price and better service than could be had 
if their customers would place orders direct with the eastern 
Manufacturer. This situation, no doubt, had the greatest in- 
fluence in the development of the jobbing trade at strategic 
Points in the central west, much to the discomfiture of the 
eastern manufacturers. The western jobbers pressed this ad- 


vantage, and by 1893 over 50 per cent of the commodities then 
covered by the classification were provided with carload ratings. 

Later, the classification incorporated a provision under 
Rule 10, which was previously known as special instruction 
number 4, and extended the possibility of obtaining carload 
rates on various mixed commodities. In general, this rule al- 
lowed the mixture of various less than carload shipments pro- 
vided with different carload ratings and allowed the applica- 
tion of the highest carload rate provided for any of the articles 
so loaded in the car and the application at that rate of the min- 
imum weight provided for such article. This rule was not 
included in the Southern and Western classifications for some 
time—in fact, not until the three major classifications were 
published under one cover as a Consolidated Classification. 

At present the rule provides in general that the carload 
rate applicable shall be that of the highest carload rated article 
in the car and the minimum weight applied shall be the highest 
of any of the loaded articles, though the carload class indicating 
the rate to be applied may not carry this minimum. These 
added tariff provisions have provided the tools for the intel- 
ligent traffic manager to take the first step in expanding 
his company’s territorial sales possibilities and removing sales 
resistance at far distant points. 


As a rule, the older manufacturing concerns were originally 
located with little thought of their present growth or the vast 
increase of sales territory. Most of them throughout the 
east gave their first thought to either water power or water 
transportation consistent with local labor supply. Some con- 
sidered coal supply and other factors, but few considered the 
transportation facilities necessary to properly distribute their 
product to the broad sales territory which eventually developed 
and which we know today. 

Many manufacturers have located factories or branches with 
little thought to the actual problem involved, overlooking the 
fact that distribution distances are predicated on transporta- 
tion rates and service and not on miles. This fact has been 
recently and expensively impressed on manufacturers in the 
Mississippi Valley through the discovery that the developn ant 
of the Panama Canal has placed manufacturers located adjacent 
to the Atlantic seaboard closer to the Pacific Coast than those 
located in the Mississippi Valley. The realization of this fact 
or any other criticism of location as compared to the market 
of the manufactured product can only be overcome or improved 
through the proper study of transportation routes and methods 


as applied to the distribution and forwarding of the manu- 
factured’ product. 


It is only recently, since the trend of business has come 
back to normal, that the average manufacturer has begun to 
realize what a vital part in his business transportation plays. 
It is hardly to be hoped that the same degree of prosperity 
will exist as existed during, or shortly after, the war. The 
general trend of opinion is that when business comes back it 
will not be in such large volume, and, in fact, the average manu- 
facturer, when he considers his sales are getting smaller and 
much more numerous, is confronted with a problem of distribu- 


tion—that is, delivering his product—as distinguished from 
marketing. 


The cost of distribution has been a live subject before the 
United States Chamber of Commerce for some time. Many 
concerns complain of the high cost and slow service of the 
carriers, regardless of whether or not the location of a factory 
was in any way influenced by the transportation facilities avail- 
able to the market, or even whether one is giving any con- 
structive thought or taking any real action to avail himself 
of the various vehicles of transportation open to him. His cry 
of high freight rates as affecting his distribution costs may be 
correct. They are, no doubt, higher than they really need to 
be, and: it may be within his own power to reduce them by an 
intelligent analysis of his transportation problem. If this were 
done it would often develop the fact that the high freight 
rates and cost of distribution are really a penalty for his own 
ignorance in the application of them to his methods of doing 


business, or a penalty for his neglect to intelligently consider 
them. 


This problem has been solved by many manufacturers 
to their advantage through the activity of the transportation 
department, which has, after a careful analysis of the present 
and prospective business and through cooperation with the 
sales and operating forces, used to full advantage the pool car 
method of forwarding and distributing shipments to the cus- 
tomers. In general, this result is obtained by grouping ship- 
ments in a certain locality until there is sufficient tonnage, ac- 
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cording to the tariff, to make a carload—that is, to justify the 
application of the carload rate. When the necessary tonnage 
is assembled each shipment is marked according to consignee, 
but tendered to the carrier as a eomplete -carload shipment 
covered by one bill of lading and consigned to one consignee 
and destination. 

Many of the prominent warehouses throughout the country 
are familiar with the distribution of these pool cars. This 
includes delivery of local shipments and reshipping of the por- 
tion loaded in the car which is destined to points beyond. 
The advantage of having a reputable representative handle 
this activity is obvious and, in most instances, the cost is 
very small considering the service performed and the reliability 
of the agency doing this work. In many cities it is possible 
to have this distribution handled by warehouses having at thei? 
disposal trap car service or universal car service, so, in that 
instance, but a small additional shipping charge is made, which 
is generally considerably less than would apply if it were 
necessary to truck each individual shipment to the various 
outbound rail freight stations. 

The secret of success in the economy of distribution of pool 
ears is the analysis of tonnage and of freight rates predicated 
on the break bulk point. The vital factor is that the shipments 
be consigned so as to break bulk at the most logical point. 
This is not necessarily the one having the greatest tonnage, 
but, as a rule, is determined by the freight rate structure. Also, 
the limits of the territory to be loaded in the car should be 
set according to freight rates and not according to a circle 
on the map. Generally speaking, the carload rate to the break 
bulk point, plus the less than carload rate from there to destin- 
ation, plus the handling or distribution charge at the break 
bulk point, should not exceed the less-than-carload through 
rate from point of origin to destination. This rule is flexible, 
as the advantages of forwarding the shipments of carload 
movements to the break bulk point which‘ results in the saving 
of time, the mitigation of} claim: hazards, etc., are frequently 
worth a slight increase in freight rate. This situation must 
not be lost sight of and requires the utmost co-operation of 
the traffic man, which can only be had through full knowledge 
of the company’s business, sales possibilities, and methods of 
receiving, filling orders, credits, etc. 

The policy of many concerns of having their salesman 
make up a car according to the territory in which he is in 
at the time, imposes on him a knowledge of freight rates which 
is erroneous, as it is impossible for him to have this informa- 
tion, and such a policy results in not only higher costs, but 
adds much confusion and dissatisfaction. This system also 
has its reaction in sales, in that the same customer does not 
ordinarily send in “repeat” orders until the salesman returns 
to the territory and makes up another car. ; 

The better plan is for the factory to centralize this action 
with the transportation manager, who, being familiar with the 
company’s policy, etc., assembles shipments accordingly and 
consistently with the freight rates and service. Through his 
contact with the various carriers at point of origin, en route 
and at destination, also with the warehouseman and his knowl- 
edge of their method of forwarding, he is enabled to obtain 
a large percentage of all the advantages offered through this 
system. A careful analysis over a term of time would also 
enable him to ascertain to a remarkable degree of accuracy 
how often cars can be forwarded to a given territory and at 
what saving to the customer. 


The writer suggests a system which has proved successful 
and which has enabled the transportation department to prove 
a vital factor in the sales and without doubt through its pool 
car activity has made possible a large increase in sales, at 
least in territories where the rates are favorable, and in addi- 
tion to this the traffic department is enabled to analyze the 
advantages or disadvantages in distant territories of the mar- 
keting of their particular merchandise. In this instance the 
commodity is sold at a low cost and an extremely short margin 
of profit. After the advantages of the system were fully rec- 
ognized a system was incorporated whereby all orders received 
were held by the traffic department and filed according to 
territory, which is generally known by the break bulk name, 
such as Kansas City territory, Minneapolis territory, Fargo 
territory, etc. A careful analysis of the previous business indi- 
cated with a great degree of accuracy that cars could be for- 
warded under ordinary circumstances once a week to the first 
two of these territories and perhaps once every three weeks 
to Fargo. On receipt of sufficient tonnage in these separate 
files the orders are sent through the house, being scheduled 
to be shipped on a certain date in a certain car, which is then 
loaded to capacity, according to the carload minimum or held 
over a day or two if necessary to obtain it and forwarded to 
a warehouse for redistribution. 

There are many advantages to this in that the customers, 
knowing the frequency of these cars, have a definite knowl- 
edge of how the shipments will be forwarded and how often. 
They time their orders accordingly and their shipments get a 
carload rate and service for a great portion of the distance. 
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When the car is broken open by the warehouseman and ship. 
ments are reforwarded, he mails a postal card notice to each 
of the out-of-town customers the day on which the L. Cc. L 
shipments are forwarded from the break bulk point, these cards 
being furnished by the shipper. He returns the stamped bills 
of lading to the shipper for his file, or forwards them to con- 
signee at destination, according to instructions. If it is neces- 
sary to ship or to notify on a C. O. D. shipment, he does this 
also for a small charge. 

The various effects and advantages of this system are wel] 
known to those who have made a careful analysis of it, and 
in many instances great savings have been made. It is per. 
haps one of the most important activities in connection with a 
concern having a national distribution and shippng an artcle 
which is forwarded in less than carload lots. Several other 
advantages, in addition to the illustrations above, will be cov- 
ered in the next article. 


HANDLING RULE SUSPENDED 


The Trafic World New York Bureay 


The New York State Public Service Commission, pending a 
hearing, has suspended the proposed change in regulations gov- 
erning the loading of freight on about ten of the principal rail- 
roads in the state. The railroads sought to enforce a rule under 
which shippers and consignees would have to handle all carload 
freight movements from team tracks, doing away with a rule in 
force for many years whereby tallymen, in checking in and out 
shipments, would assist shippers and consignees in the physical 
transfer to and from cars. The carriers sought to set aside this 
custom and hereafter provide tallymen only to check freight. 

Movement of freight at Buffalo, Rochester, Troy and Green 
Island would be affected by the proposed change. At Buffalo, 
however, the carriers undertook to furnish help for moving 
freight at a charge to shippers and consignees. 

Following complaints from the Rochester Chamber of Com- 
merce and from other business concerns of Troy, the commis- 
sion made an investigation, and, in accordance with a similar 
order by the Interstate Commerce Commission on interstate ship- 
ments, suspended the change within the state. 


NEW ENGLAND RATE CASE 


The Trafic World New York Bureau 


At further hearings before Examiner Gerry on the petition 
of the New Jersey Central for relief from the rate division order 
of March, 1922, the New England roads introduced exhibits and 
testimony to show that their 15 per cent additional share of 
the proportional rate was justified from the Jersey Central as 
from other roads in the case. 

The principal exhibits filed in support of the contention of 
the New England roads were numbered 411, 412 and 413. They 
were built up along lines of a statistical comparison of haulage, 
operating income from freight, passenger service, cost per ton- 
mile, etc., covering this information as to all the trunk lines, 
when the original application was made for the special addition 
to rate divisions. 

C. L. Ewing, general freight agent of the Jersey Central, 
was subjected to cross-examination. Professor Cunningham, 
lecturer on transportation at Harvard University, testified in 
behalf of the New England roads. Emphasis was placed on the 
fact, shown by the exhibit No. 411, that the traffic density of 
the New England roads was only 35 per cent of the Jersey Cen- 
tral, while the operating cost was 21 per cent higher. The 
examination of Professor Cunningham was principally on these 
comparative showings. 

President W. G. Besler of the Jersey Central testified a3 
to the interchange of tonnage with the trunk lines, as to the 
passenger earnings from commutation, and earnings from rate 
divisions with the trunk lines. It was brought out in his tes- 
timony that the Reading road is prohibited by decree of court 
from taking any part in the management of the Jersey Central; 
that the latter holds a one-sixth investment in the Lehigh Val- 
ley; and that for past years dividends by the Jersey Central 
have been nominal amounts paid out of surplus funds. He said 
that in view of the small capitalization, and the efficiency and 
economy of the administration, “if the Jersey Central cannot 
make money, other roads need not try.” 


MONTANA INTRASTATE RATES 

The Board of Railroad Commissioners of the state of Mon- 
tana has dismissed the complaint of W. D. Rankin, attorney- 
general for Montana, against all roalroads in the state, alleging 
that intrastate rates were generally too high and seeking 4 
reduced level of rates within the state. 

In the statement accompanying its order, the board spoke 
particularly of the legislative angle ‘involved in the case. It 
said that the case demonstrated the value of a state board and 
that transportation matters, if left to the courts, would result 
in numerous orders that would tend to be confusing. It said 
that if the courts were invested with rate-making authority, 
there would be 56 adjudications possible on the same problem. 
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GOOD RAILROAD SERVICE 
Editor The Traffic World: 

In The Open Forum of May 24, we notice a tribute to 
commendable movements on carload shipments of freight mov- 
ing from Buffalo, N. Y., to Oakland, Calif. 

In line with the thought contained in this communication, 
we are very happy to advise that we have had a similar pleas- 
ant experience on a recent movement of two carloads of freight 
moving from our plant at Rittman, O., to Los Angeles, Calif. 

Car A. T. & S. F. No. 38219 left our plant on April 22 and 
was delivered to the consignee on May 4. This car moved via 
the Erie Railroad in care of the A. T. & S. F. at Chicago. 

Car N. P. No. 26175 left our plant on May 1 and was de- 
livered to the consignee on May 12. This car moved via the 
Baltimore & Ohio Railroad in care of the A. T. & S. F. at 
Chicago. 

We believe that the movement on both of these cars was 
very fine, indeed, and that proper mention of same should be 
made to the credit of the carriers involved, and we appreciate 
the pleasure of doing so at this time. 

The Ohio Boxboard Company, 


Per G. H. Clippinger, Traffic Department. 
Rittman, O., June 3, 1924. 


FAST TIME IN CANADA 
Editor The Traffic World: 

In reference to the letter from Paul Reade, traffic manager, 
Acheson Graphite Company, Niagara Falls, N. Y., published 
in your issue of May 24, page 1356, calling attention to 
the time made on a car of electrodes shipped April 18, and 
delivered to consignees in Oakland, Cal., on the morning of 
April 30. 

. This is indeed very good time by the route mentioned, 
but in this connection it might not be out of place to cite a 
quick run on a car of lumber from Vancouver, B. C., to Mon- 
treal, P. Q., via the Canadian National Railways. 

C. N. R. 580272 was shipped from Vancouver, B. C., May 
4, and arrived in Montreal Terminals on the fourteenth inst., 
and delivered in our yard on the morning of the fifteenth. 
Both the Canadian National Railways and the Canadian Pacific 
Railway are making exceptionally good and consistent time 
on transcontinental :freight both eastbound and westbound 
during the entire year, and are to be congratulated, especially 
when one considers the climatic conditions during the winter 
season by the Canadian routes. 

J. W. McGrail, 

Traffic Manager, Canadian Car & Foundry Company, Limited. 

Montreal, Can., May 28, 1924. 


RAILROAD PETS 
Editor The Traffic World: 

I have read several of Mr. Johnston’s articles in the Open 
Forum and I trust that you will publish my comments. 

It strikes us that Mr. Johnston is what is known as a “dis- 
gruntled shipper,’ which is usually brought about from lack of 
tact and diplomacy on the shipper’s part. We presume that 
the “railroad pets” that he refers to are nothing more than 
industrial traffic managers that are able to present their cases 
to the carriers in a forcible way, thereby gaining the desired 
results, without the use of the “big stick.” 

From a personal standpoint we have always found the 
carriers in a receptive mood in handling rate adjustments with 
them. They do not always agree with us; however, we have 
always tried to show a spirit of co-operation, which we think 
is the keynote to any situation. 

Recently the writer called on traffic managers of three dif- 
ferent lines relative to a rate adjustment on cotton from Vir- 
ginia to North Carolina, average distance about 180 miles. 
The reduction asked was 14% cents per cwt. One of the lines 
we could have forced to make the reduction, the other two 
We could not without a formal case before the Commission. 
However, by proper handling in a tactful way, we secured the 
teduction from all three lines. I mention this incident just to 
Prove that it pays to throw flowers at the other fellow instead 
of “Irish confetti.” 

I have reached the conclusion that there is something 
Wrong in Mr. Johnston’s make-up. Constructive criticism is all 
right, but this infernal knocking will soon earn you the crown 


of the “Babe Ruth” of the Knockers’ Club. I am personally 
acquainted with charter members of this club. They are 
continuaily denouncing the carriers, and in the same breath 
they state that they cannot secure any concessions. There must 
be a good reason. It is possible that this reason will also apply 
to Mr. Johnston. 

J. R. Burch, Traffic Manager, 


Bradshaw-Roberson Cotton Co. 
Greensboro, N. C., May 28, 1924. 


CUSTOMER OWNERSHIP. THE SOLUTION 
Editor The Traffic World: 

Of all the economic problems confronting the country, 
those having to do with the relations between the public 
and the railroads are among the most important ones. 

The railroads have been hampered in every way for the 
last twenty years. The only permanent remedy is customer 
ownership. 

What is customer ownership? It is simply a railroad’s ship- 
pers, riders, patrons, and residents, along its lines, should be 
its ‘stockholders. Several of our large roads think because 
they have many thousands of stockholders they have ac- 
complished this result. This is clearly a mistaken idea. An 
analysis of these holdings shows that most of the holders live 
off the lines, or the ones in the larger cities living on the 
lines purchased their stock from brokers, and bankers and 
actually know nothing of the railroad itself other than their 
dividend checks. Also many are speculators, not investors. 

On the other hand, consider what real customer ownership 
aims to do. If these same roads had secured these stock- 
holders through the customer ownership plan—that is, sold 
them direct themselves through their own investment depart- 
ments, not merely to get their money as the brokers and 
bankers must do, but by coming in contact with them personally 
—several distinct advantages follow: 

1. This contact will create a much clearer and better un- 
derstanding of the railroad business, hence a great deal of 
unjust criticism and condemnation will be eliminated. 

2. Customer ownership creates a permanent favorable atti- 
tude toward the roads in all the various communities—tends 
toward ideal public relations. 

3. There is the economic feature of investing home money 
at home and then spending the dividend money at home. 

4. Employee ownership will be secured, thereby creating 
between the roads and their employees a better understanding 
which would tend to reduce their labor differences and largely 
eliminate strikes. 

The only practical way for a railroad to secure customer 
ownership is to open its own investment department and sell 
its securities direct to its own patrons. The investment depart- 
ment will not merely sell securities, but have many other 
important functions, as: 1, Education of employees; 2, educa- 
tion of its patrons; 3, the actual distribution of its securities 
to its patrons and residents along the lines. 


The cost is not excessive and, in addition, the permanent 
good will that follows is more important than money. This 
does not mean that roads can be financed entirely by this 
method or that they will cease to go to the large bankers 
and underwriters but will be an important adjunct. Large 
sums of money will be secured this way. In the financing 
of electric public utilities, bankers generally do not care to 
supply them capital unless they have customer ownership. 

In 1923 over $285,000,000 was secured by electric utility 
companies through customer ownership and it is predicted that 
in a few years this sum will reach a billion dollars annually. 

Customer ownership of utility companies has been a bless- 
ing in disguise for the railroads. It has demonstrated its 
practicability and how to carry it out and, most important 
of all, educated the public to buy good securities and generally 
promote thrift. Railroads should profit by their sister utility 
companies’ experience. Customer ownership is a highly special- 
ized calling. Delegating this work to some other department 
is worse than ignoring it entirely. Recently, a large eastern 
railroad informed me that they had tried customer ownership 
very unsuccessfully. In reality they delegated one of their 
assistant treasurers to look after this important work. Actual 
investigation revealed he did not even know what customer 
ownership meant and was already over burdened with treasury 
department duties and that he encouraged a few brokers in 
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several large cities to sell the road’s preferred stock, which is 
not customer ownership in any sense. 

As a matter of fact, the customer ownership départment 
will be one of the most necessary departments of any railroad 
and will require an executive, who has been trained and 
fitted by years of special experience and study along this line. 

No less an authority than Samuel Insull, President of the 
Commonwealth Edison Company, of Chicago, and several elec- 
tric railway lines, had this to say regarding customer owner- 
ship of railroads: 


The advantages of these two things—customer ownership and 
employee ownership can best be visualized by considering the present 
state of our railroads where neither of them has been practiced. How 
much better off the railroads would be today if these ideas had been 
fostered by their managements! How much better off they might be 
in the future if adopted by railroad boards of directors! 


The strange part of it all is even our dividend paying 
roads have not had the courage to undertake the establishment 
of their own investment department to offer their securities 
direct to their patrons and shippers, which is the only way 
to make customer ownership successful. 

Just like their sister utilities, the railroads will be forced 
into customer ownership in the near future regardless of what 
they now think. 

What could be better for any railroad than to give its 
patrons an opportunity to purchase its securities? Surely 
nothing in the plan can harm the roads, and it is logical 
because every one knows that railroads are continually in 
need of ever increasing large sums of money and their patrons 
will invest their funds in railroad securities if the merits of 
such securities are fairly presented. 

Think what will happen when customer ownership is a 
fact—the tide of public sentiment will turn in favor of rail- 
roads once more. 

L. F. Wiegand, 

Manager, investment department, the Potomac Edison Co. 

Hagerstown, Md., May 27, 1924. 


JOHNSTON GIVES HIS VIEWS 
Editor The Traffic World: 

On page 1358 of your issue May 24, you published by reply 
to Mr. Hyland’s communication, which appeared in your issue 
of May 10, and then editorially, among other things, added the 
following, referring to the undersigned: 


He may have good cause for his “peeve,’’ but, even so, that is 
no good reason for being an obstructionist in the matter of construc- 
tive national railroad policies, nor for accusing those who favor such 
policies of being influenced by ulterior motives. He has still, by the 
way, failed to dispose of the list of individuals, firms and organiza- 
tions published in The Traffic World of April 5 


“An obstructionist in the matter of constructive national 
railroad policies.” Just how do you get that way? My recol- 
lection of the commencement of this correspondence was that 
certain individuals, organizations, and communities were send- 
ing in a lot of poll-parrot, made-to-order rot about “Hands 
off the Transportation Act” and “Give the Railroads a Chance,” 
all of which was designed and intended to prevent any trans- 
portation legislation during the present session of Congress. 
The writer took the position that this was poor policy, even 
from a railroad standpoint, because you cannot satisfy any- 
where near all the people with present conditions. You must 
know that instead of being an obstructionist, I have been an 
advocate of constructive railroad policies. It is true that I 
have objected most strenuously—to every senator and repre- 
sentative in Congress with whom I thought I had any influ- 
ence—to the following proposed legislative propositions, viz: 

First, a bill appropriating $5,000,000 for the continuation 
of the Mississippi-Warrior barge line service, which costs the 
taxpayers of the country over a million dollars a year in loss 
and depreciation, for the benefit of a few shippers located 
in a limited territory. I have thought, and still think, that 
it is no part of the business of the government to operate 
transportation facilities, either rail or water, for the benefit 
of special communities at the expense of the nation as a 
whole. To that extent, I am an obstructionist, and I am 
proud of it. 

Again, I have opposed, to the extent of my ability, legis- 
lation looking toward the construction of an intracoastal canal 
from New Orleans to Corpus Christi, at the expense of the 
taxpayers of the country, and for the benefit of local com- 
munities. The Great Creator placed the Gulf of Mexico only 
a few miles distant from where this insignificant waterway is 
intended to be constructed, with various ports and waterways 
between New Orleans and Corpus Christi, at which water 
borne freight can be loaded and unloaded. Why, then, should 
the tax payers of the nation be burdened with the construction 
of a canal, in competition with the free and open Gulf of 
Mexico? If objecting to this useless expenditure makes me 
an obstructionist, I will have to plead guilty to the charge. 

Again, a close study of the Howell-Barkley bill convinced 
me that this measure was vicious in the extreme, and that it 
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was another scheme for the taxing of the many to support 
the few. Class legislation, pure and simple. The machinery 
sought to be set up was cumbersome, outrageously expensive 
and unfair to the shipping and traveling public, whose interests 
are paramount, and poorly designed to settle anything promptly 
and definitely. If this be obstruction, I will have to plead 
guilty to the charge. 

I have been opposed to any change in the transportation 
act which would have the effect of setting up conflicting rate 
making bodies, as between the various states and the Com- 
mission, long experience having shown me that it is impos. 
sible to grant all of the states exclusive authority over intra- 
state rates without having chaos and confusion, and the worst 
kind of discrimination as between state and interstate shippers, 
And if this is obstruction, I must again plead guilty to the 
charge. 

Now, on the other hand, let us see what I have favored, 
and let the readers determine whether or not they are con- 
structive railroad policies. 

First, I have favored the retention of section 15a in the 
transportation act, until we can get something else which can 
take its place to stabilize the credit, and make possible the 
financing of our present railroad lines, together with the neces- 
sary extensions to take care of the proper development of the 
country. 

Second, I have favored the retention and the good faith 
enforcement of the recapture clause, because it was inserted in 
the act as a temporary expedient to equalize the earnings 
of the carriers under increased rates, which were claimed 
necessary for the existence of some of the weaker lines. 
I am certain that this recapture clause was written in the act 
with due consideration for the provisions which were then 
made looking toward railroad consolidation later on, which, 
when made, would render this recapture clause unnecessary, 
therefore. ; 

Third, I have favored, and do still favor Senator Cum- 
min’s amendment providing for the further consideration of 
the final consolidation of the carriers into a limited number of 
systems, of approximately equal earning capacity, so that 
they may be able to live and pay reasonable returns upon 
investment, under uniform freight and passenger ates, 
Senator Cummins was one of the joint authors of the transpor- 
tation act. He has been maligned and abused from one end 
of the country to the other for this measure which has been 
designated pro railroad in its character, and yet which in my 
judgment is one of the most constructive railroad measures 
which has even been enacted into law by the Congress of the 
United States. 

Why then should we turn around and say that the further 
amendment of this measure, by one of its authors, who knows 
full well what were the intentions of its designers from the 
first, should be declared radical and revolutionary. The writer 
was a railroad tariff man for years, and very rarely found, after 
a tariff was printed and published, that it was a_ perfect 
document. I do believe, however, that the author and friend 
of a tariff measure, or of a legislative enactment, is better 
qualified to write a constructive amendment thereto, than are 
its enemies; and I am not going to condemn Senator Cummins 
or any other legislator at Washington for attempting to g0 
forward with the program of railroad consolidations, along 
reasonable and well defined lines, as long as the earriers are 
either openly or covertly fighting the enforcement of the re 
capture clause. I think I have seen published in your own 
paper information to the effect that during the year 1922 
there were about $29,000,000 due under the recapture clause, 
and that during the year 1923, the amount due from the ra 
roads was about $71,500,000; but that up to date there has 
been less than $4,000,000 of this amount turne4 »ver to the 
Interstate Commerce Commission. 

Fifth, I am in favor of, and have advocated the Gooding 
fourth section long and short haul bill, ard my judgment is 
that, if this measure is passed, in ten years hence nine-tenths 
of the railroad men in the country will be as enthusiastically 
in its favor as they are now opposed to it. I remember dis- 
tinctly when railroad men, almost 100 per cent, were opposed 
to any legislation preventing rebates, free transportation, or 
any other interference with the carriers in the exercise of 
their own sweet will in the overation of their lines. But who 
today would have the temerity to suggest that the railroad 
should return to the free and easy days of cut-throat compe 
tition, fly-by-night tariffs, rebates, free passes, and all the other 


unfair and unreasonable methods of competition which formerly 
existed. 


Such, then, are my views in regard to constructive railroad 
policies. I do claim that there are “railroad pets” and I do 
claim that there are certain communities and whole sections 
of the country where the shippers have to contest for almost 
every readjustment or concession which they obtain from the 
carriers. I do claim that it is human nature for those “rail- 
road pets” to be pliant tools in the hands of misguided rail 
road men or editors when they ask them to pass resolutions to 
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1@s. The French Line S.S. “Lafayette” passing the new Ten Million Dollar power plant of the Houston Lighting & Power Company. 
Ns Houston, the second cotton port of the United States, is now beginning to get passenger service. 


. The above illustration indicates how Houston has pioneered in bringing into its port for a chartered trade trip of its Chamber of 
ich, Commerce the finest passenger liner to enter any American Gulf port. It is the 8.8. “Lafayette” of the Compagnie Generale Transatlantique— 
ary, length 564 feet over all, beam 64 feet, 12,220 gross registered tons. 


This vessel made a round trip from Houston to the West Indies, starting in the month of February and returning the latter part of 
um- March, taking about 200 citizens. 


of The picture also shows one of the newest facilities of the port of Houston now under construction, namely, a large electric power plant 


a to furnish cheap power to all existing and future industries which may be located on the fifty miles of water front at the port of Houston. 


h This plant of the Houston Lighting & Power Company costing appreximately Ten Million Dollars is designed to generate 180,000 K. W. elec- 
that tricity. 





pon It will not only supplement the existing plant in the City of Houston, but is expected to furnish inexpensive power to all the surrounding 
tes. country. 

os: The two things thus illustrated in this one picture are indicative of the rapid expansion and growth of the Port of Houston. 

end Any information as to steamship service, terminal facilities, or industrial possibilities, will be gladly furnished upon inquiry. Address— 
een DIRECTOR OF THE PORT, 5th Floor Court House, Houston, Texas 
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“give the railroads a chance,” or “keep hands off the trans- 
portation act,” and I do claim that it is just as natural for 
a man who does his own thinking, and who asks for nothing 
except that to which he believes he is rightfully entitled, to 
look with contempt on those who, without thought or mental 
effort, act and pass on that which is given them in the way 
of propaganda, either for or against measures before Congress. 

Now, in conclusion, just a word in regard to our friend 
Jester, traffic manager of the Pender Grocery Company, Nor- 
folk, Virginia, who contributed an article on page 1356 of your 
issue of May 24th. 

It must have caused a smile on some of the old timers 
to learn from Mr. Jester that I am either new at the game 
or have seen little of the practical side of traffic work. Mr. 
Jester is not very consistent. He gives the railroad men, as a 
rule, a fine reputation, which I heartily endorse, but then 
he goes on to say: “True, I know a few old timers whose 
respective necks I would very much like to wring.” Now, that’s 
where Mr. Jester and I differ. I don’t know a single railroad 
man for whom I have anything but the kindest feeling, and 
I do know a whole lot of old timers in the railroad business 
whose respective necks I would like to hug. 

J. H. Johnston, 
Sec’y-Treas.. Oklahoma Cottonseed Crushers’ Ass’n. 
Oklahoma City, Okla., May 28, 1924. 


Mr. Johnston would have us and our readers believe that all he 
has been objecting to is the ‘‘made to order’? demand that there be 
no railroad legislation at this session of Congress. We suggest that he 
read his letters that we have published and some he has written not 
for publication. We find in them little of the spirit the above letter 
displays and much that is quite different. He has views and he 
states them, as he has a right to do. Others have different views 
and the same right to state them without being accused of being 
“railroad pets,”’ instruments of railroad propaganda, or subject to 
undue influence.—Editor The Traffic World. 


NO “WATERED STOCK,” SAYS LOOMIS 


The Trafic World New York Bureau 


Charges that “watered stock” is responsible for high freight 
rates were branded this week by E. E. Loomis, president of 
the Lehigh Valley Railroad, as misstatements and propaganda 
from interests fostering government ownership. 

Mr. Loomis said that even if there were some watered stock 
in the capital of several individual roads, the fixing of rates by 
the Commission to conform with the actual value of the property 
used in transportation would eliminate any effect this might 
have on charges to the shipping and traveling public. 

In a statement issued by Mr. Loomis in his capacity as 
chairman of the Committee on Public Relations of the Eastern 
Railroads he said: 





Familiar charges that water stock makes freight and passenger 
rates too high and that the Transportation Act of 1920 includes a 
government ‘“‘guarantee” of profits to owners of railroad securities 
are still being circulated. The valuaion of the railroads by the Inter- 
state Commerce Commission shows that, as a whole, they are un- 
dercapitalized. Stocks and securities of the railroads do not enter 
in any way into the making of rates. 

Talk of a government “guarantee’”’ to railroads is equally untrue. 
In accordance with the Transportation Act, the Interstate Commerce 
Commission fixed 6 per cent on its tentative valuation of the rail- 
roads as a fair return until March 1, 1922, and 5% per cent rate- 
making purposes is far below a fair valuation recognizing all the ele- 
ments of value assured to the ordinary property owner. 

As a matter of fact, even on this low valuation of the Inter- 
state Commerce Commission, the net operating income of the rail- 
ways has not reached 5% per cent for any year since 1916. In 1921, 
the first full year after the Transportation Act became effective, they 
earned 3.13 per cent, in 1922, 4 per cent, and in 1923, 5 per cent. 
If there had been a “guarantee’’ the government would now owe the 
railroads more than a billion dollars. 

These are brief answers to oft repeated mis-statements in discus- 
sions of the railroad situation. Mis-statements of this character fre- 
quently come from persons whose real desire is to force government 
ownership by the simple expedient of depriving operation of the rea- 
sonable profit which is essential to its success. | 


APRIL RAIL EARNINGS 


Operating revenues of the class I railroads representing a 
mileage of 235,987 miles totaled $474,821,580 in April, according 
to reports for the month compiled by the Bureau of Railway 
Economics from returns filed by the carriers with the Inter- 
state Coommerce Commission. Continuing, the Bureau said: 


This was a decrease of $48,482,000 or 9.3 per cent under the same 
month last vear. Operating expenses totaled $377,692,300, a decrease 
of $26,455,700 or 6.5 per cent under those for the same month last 
year. 

The net operating income for April amounted to $61,821,900, com- 
pared with $83,515,300 in April last year. In March, 1924, the net op- 
erating income was $80,239,884. 

The net operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

For the first four months this vear, Class I railroads had a net 
operating income of $264,732,400, which was at the annual rate of 
return of 4.45 per cent on their property investment compared with 
$268,212,000 for the same period in 1923, or 4.84 per cent. 

Earnings by districts for the first four months with the per- 


centage of return on property investment on an a 
district follows: , : ee ee ae 
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New England Region ................. $ 10,873,696 4.73 per 
Great Lakes Region .............+000 52,878,608 5.4 oer om 
Central Hastern Region ........2...0 54,015,386 4.72 per cent 
i BO eee eee 14,759,898 5.67 per cent 
Total Eastern District............. 132,527,588 5.10 per cent 
Total Southern District............ 49,666,039 5.51 per cent 
Northwestern Region ...............00. 16,357,792 2.12 per cent 
Central Western Region ............... 44,836,763 4,02 per cent 
Southwestern Region .............sc00. 21,344,229 3.80 per cent 
Total Western District............. 82,538,784 3.37 per cent 


Forty-one carriers operated at a loss in April, of which 19 were 
in the Eastern District and 22 in the Western District. In March 
34 roads had operating deficits. , ; 

The extent to which the railroads went in April, owing to the 
decrease in traffic compared with the same month last year, in re. 
ducing their maintenance expenses is shown by the fact that in 
April this year they spent for that purpose $175,547,600, compared 
with $185,016,260 in April, 1923, a decrease this year under the pre- 
vious year of nearly $9,500,000, or slightly more than five per cent 
Expenditures for maintenance the first four months in 1924 showed a 
decrease of more than $29,500,000 or more than four per cent under 
the corresponding period last year. 

Complete reports show that the carriers in the Eastern Digs. 
trict had a net operating income in April of $33,972,100, compared 
with a net operating in April last year of $48,648,200. Freight traffic 
in the Eastern District in April, according to incomplete reports 
was twenty-three per cent under the corresponding period the year 
before. Operating revenues of the Eastern carriers totaled $239,659,400 
a decrease of 12.3 per cent under April last year, while operating 
expenses amounted to $188,000,750, a decrease of nine per cent under 
April, 1923. Class I carriers in the Eastern District earned during 
the first four months this year, $132,527,580 of net operating income 
compared with $136,058,159 during the corresponding period last year, 

Carriers in the Southern District in April had a net operating 
income of $11,020,900 compared with $12,282,550 in April last year. 
Freight traffic on the Southern roads in April decreased thirteen 
per cent under the same month last year. Operating revenues of 
the Southern roads in April amounted to $65,766,500, a decrease of 
5.1 per cent under the same month last year, while operating ex- 
penses totaled $50,365,780, a decrease of 3.8 per cent compared with 
April one year ago. The net operating income for the Class I car- 
riers in the Southern District for the first four months this year 
re gee cos ae compared with $49,724,780 during the same period 

r. 

Carriers in the Western District had a net operating income in 
April of $16,828,980 compared with $22,584,570 for the + Manes a 
last year. Freight traffic in the Western District showed a decrease 
of approximately eight per cent under April last. Operating revenues 
of the Western carriers totaled $169,395,680, a decrease of 6.2 per 
cent under April, 1923, while their operating expenses totaled $133,- 
325,780, or a decrease of four per cent. Class I carriers in the 
Western District during the first four months this year had a net 
operating income of $82,538,780 compared with $82,429,125 during 
the same period one year ago. 


OKMULGEE NORTHERN ARGUMENTS 


The Trafic World Washington Bureau 


Two United States senators, Owen and Harreld of Okla 
homa, and Representative Hastings of that state, appeared 
June 4, among others, to urge the grant of a certificate of public 
convenience and necessity to the Okmulgee Northern permitting 
it to build two extensions to its line. Commissioner Cobb of 
the Oklahoma commission sat with the members of the divi- 
sion that listened to arguments on the application of the short 
line that now delivers traffic to the Missouri-Kansas-Texas by 
the use of the Kansas, Oklahoma & Gulf, as an intermediate 
carrier. 

Opposition to the grant of the certificate was voiced by the 
St. Louis-San Francisco and the Kansas, Oklahoma & Gulf 0 
the ground that there was no necessity for the extensions, their 
lines being adequate for the transportation of the tonnage origi- 
nating at Okmulgee, an oil refining center furnishing a large 
tonnage to the Frisco and the Okmulgee Northern. 

One branch would extend from the junction of the applicant 
with the Kansas, Oklahoma & Gulf to a connection with the 
M.-K.-T. near Oktaha, a point on the main line of that carrier, 
twenty-six miles from the present end of the applicant. The 
other branch would extend sixteen miles to the Tiger Flats 
coal field, a short distance west of the Henryetta coal field. 

One of the arguments in favor of the extension to the coal 
field was that if and when the M.-K.-T. desired or had to retum 
to the use of coal for its locomotives the coal field branch would 
give it access to a field that is not now in the market to com 
pete with the Henryetta. Opponents of extension said that that 
was no reason at all; that the coal mines already opened had 
capacity to supply the demand now in existence or probable 
for a long time to come. 

T. M. Pierce made the argument in favor of the applicant. 
One of the allegations was that the examiners for the Commis 
sion had reversed the facts with regard to the contract betwee 
the applicant and the M.-K.-T. under which the latter was give? 
the right to acquire the branch. The examiners thought that 
contract unfavorable to the M.-K.-T. in that it provided that it 
should pay money to the stockholders of the Okmulgee Norther 
and pay for right of way. The reverse was true, it was cor 
tended for the applicant, and that the contract was more favor 
able to the trunk line than to the short line. 

The Oklahoma commission recommended the issuance of thé 
certificate, and, except for the attorneys speaking for the Frisco 
and the Kansas, Oklahoma & Gulf, the arguments were in favo! 
of the grant. A. D. Cochran spoke for the Okmulgee Chamber 
of Commerce, L. L. Crowley for the city of Okmulgee, W. 
Evans for the Frisco and John E. Taylor for the Kansas, Okla: 
homa & Gulf. 
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Twenty Tankers in One Day 
LOS ANGELES 


Port of the 
Pacific-Southwest 


A paragraph from the daily press 
of Los Angeles says: 






















‘Twenty tankers were in Los Angeles 
Harbor yesterday, said to be the largest 
number ever in port at one time. They 
represented fourteen companies and 
three nations and havea combined carry- 
ing capacity of approximately 1,500,000 
barrels of oil. They sail to the Atlantic 
Coast, the Orient, Europe and the Latin- 
American States. Ten of the vessels 
arrived yesterday, while eight sailed, 
others either loading or undergoing 
repairs at local shipyards. Among them 
were the American naval tanker Ramapo 
from the south and the Japanese naval 
tanker Manju Maru from Tokuyama, 
loading fuel oil from the General Petro- 
leum station for the Japanese Navy. 
Others are the Swift Arrow, Utacarbon, 
Agwimoon, Japan Arrow, E. L. Doheny, 
Jr., Mojave, F. Q. Barstow, J. A. Moffett, 
Halo, Nora, Hagan, Kewanee, Vistula, 
Gedania, Warwick, Coalinga, Tascalusa 
and the British tanker San Ugon.” | 
























Los Angeles has cheap fuel oil, 
cheap power, cheap water for in- 
dustrial purposes. 


BOARD OF 
HARBOR COMMISSIONERS 


CITY OF LOS ANGELES 
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Joint Service With 


Hambuarg-American Line 


NEW YORK TO HAMBURG 













tWESTPHALIA ....... June 7 ‘*RELIANCE ........... June 24 
*RESOLUTE .......... gume 10 4 THANBA ... 20. 200-2000 June 28 
tMOUNT CLAY ....... June 14. *DEUTSCHLAND ...... July 5 
*ALBERT BALLIN....June 21 *RESOLUTE ........ : July 8 


*Cabin and 3rd Class Passengers. ‘*ist, 2nd and 8rd Class. 
Loading Pier 86, North River, Foot of West 46th St. 


BOSTON TO BREMEN AND HAMBURG 


LEGIE (via Phila., Baltimore & Hampton Roads).......... e 13 
FURST BULOW (via Phila., Baltimore & Hampton Roads) wu = 
EMDEN (via Phila., Baltimore & Hampton Roads)........ July 2 





PHILADELPHIA TO BREMEN AND HAMBURG 
LEGIE (via Baltimore & Hampton Roads)................. June 18 
FURST BULOW (via Baltimore & Hampton Roads) ........ July 8 
EMDEN (via Baltimore & Hampton Roads)..............+: July 29 




























BALTIMORE TO BREMEN AND HAMBURG 
LEGIE (via Hampton Roads) .........ccccscccccsccccccces June 23 
FURST BULOW (via Hampton Roads)...........s.eseee0% July 13 
EMDEN (via Hampton Roads)...........cssececsecesceses Aug. 4 






NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 


COSHH EEE SHEE HESS ES EEHHHH SESE EEEHHETE SEE EH EES 





SOSH HEE EHH SEH EHH SHS EEHE HSE EEE HE EHH E SEH EEESEEE 
COOPER HEHEHE EEE HEHEHE EE EHH HE HH EEE ESS 


POOR Pe EEE HOHE EEE HEHEHE EEE EEE EH EH EH EES 







ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 


















Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 












































From From From 

Vessel Baltimore New York Savannah 
in i Se ee ere June 7 June 11 
SEEKONK  .......--cccee- June 14 seme M (5 Jie 
TMI: xcs ahs.<ink paaree 0 00a June 24 June 28 July 2 
ee Sear RR aed  R July 5 pe ag eee 
Ae July 15 July 19 | 23 
MOUNT CLINTON........ July 26 July 30 as 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, also to all ports 
of California, Oregon, Washington, British Columbia, Alaska and 
the Far East. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 














































BRANCH OFFICES: 
re re re en ey Hearst Tower Bldg. 
eta an ae on pear 4128 Jenkins Arcade Bldg. 
NG aie 5 ics 605s code pion seep eee bey ewtis 201 Mitchell Bldg. 
We © PRPC icc ees taedt cs dev dwe Ser eee’ 230 California St. 
















EES hc a Bee Cade nc > eves or cogs eee esses eee John M. Born 
TET Ss See sare Rey eee ee ee eee C. H. Sprague & Son 
NS PE re er ee er aoe Los Angeles 8.8. Co. 
RF a er ee Richard Meyer Co. 
en aE ee aie R Pers Dichmann, Wright & Pugh, Inc. 
ig i Ag |! eerie: Dichmann, Wright & Pugh, Inc. 
Pe oc ee cic kG se ckindcidcecdi Columbia Pacific Shipping Co. 
IE gun 5 bs vc o5iey athe papi ier oon Sudden & Christensen 





ET wv.n:0 5 010-470 00:4 © 905 8wie-o 050 6-08 Sudden & Christensen 
NEES. check Seis ce ccc ic cebewedcscceths M. J. Hogan & Co. 
SUES bh ccdde s Saw S4 herb ASE y a 0 suld 4 Sudden & Christensen 
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SUSPENSION OF CROWS NEST RATES 


The Trafic World Ottawa Bureau 


The Canadian National and Canadian Pacific railways have 
submitted to the government a joint memorandum in support 
of their application that “legislation should be passed re-enact- 
ing the provisions of section 325 of the railway act of 1919, sub- 
ject to the limitations in regard to rates on grain and flour con- 
tained in the agreement made pursuant to chapter five of the 
statutes of Canada, 1897, commonly known as the Crows Nest 
Pass act.” Their application is for the entire suspension of the west- 
bound merchandise commodity rates outlined by the Crows Nest 
act, and that the whole matter of railway rates throughout the 
Dominion be left to the decision of the Board of Railway Com- 
missioners. The memorandum is signed by J. E. Dalrymple, 
vice-president of the Canadian National, and W. R. MaclInnes, 
vice-president of the Canadian Pacific. 

After reviewing the history of the legislation connected with 
the case, from 1897 on, all the details and schedules affected 
and the commercial and traffic conditions relating to each com- 
modity affected are given in much detail. These show the rates 
under the act from Fort William and Port Arthur and points 
east to points west thereof, the rates now in force, the per- 
centage of increase represented by the prevailing rate over those 
made under the Crow agreement, and the rates on the same 
commodity from other shipping points to other consuming cen- 
ters in Canada as they were when the Crow rates came into 
force, as they are today, and the percentage of increase repre- 
sented by the latter basis. 

The case the railways undertake to make from such com- 
parisons is then set forth. They claim that the increases over 
Crows Nest rates are substantially less than the increases that 
have taken place on the same commodities from similar shipping 
points to other consuming centers; that the source of supply 
today of many of the commodities named in the act has changed 
to centers not covered by the act, as, for example, Fort William, 
Port Arthur, and points east; that there has been no change in 
operating costs or other conditions to justify a resumption of 
rates that came into force in 1898; that a resumption of this 
basis under present shipping conditions would increase the dis- 
parity in favor of the shipping territory outlined in the act as 
against the new sources of supply that have since come into 
existence, and in favor of certain specified commodities as 
against others equally necessary, and would further be unfair 
to all other sections of the Dominion where rates have been 
subject to a much higher percentage of increase. Finally, they 
point out, that, since the passing of the Crow act in 1897, the 
railway act has been substantially revised, a Railway Commis- 
sion created, the Canadian National, owned by the Dominion, 
established, and shipping conditions radically changed and new 


sources of supply of many commodities outlined under the act 


developed. 


Elsewhere in the case it is noted that the rates of 1897 
would be imposed under the greatly increased operating costs 
of 1924, and that the rates would be automatically imposed on 
the Canadian National. Their restoration would restrict rate 
reduction to specific commodities in limited territory moving in 
one direction, regardless of present conditions and the detriment 
of other sections of Canada. A contentious situation would 
develop as respects Saskatoon and Edmonton. When the act 
was passed they were reached indirectly via Regina and Calgary 
respectively, but are now served by direct mileage. The result 
of the reapplication of the 1898 basis would be that rates to 
Saskatoon and Edmonton as well as to other northern points 
would not receive as substantial reductions as Regina and 
Calgary, for example, as is shown in the following instances: 


Present to Crows Nest rate to Reduction to 


Calgary-Ed- Ed- Edmon- 

monton Calgary monton Calgary ton 

Twine and cordage....$2.00 $1.39%% $1.6644 60% 33% 
Implements .......... 1.66 1.25 1.48 41 181% 
Iron and steel articles 2.00 1.39% 1.66% 60% 33% 
a -<.ccseceses ss 2.34% 1.58 1.88 76% 46% 


Under these circumstances, the railways ask that the Crows 
Nest act, as it relates to commodities other than grain and 
grain products, be repealed and that the whole question of what 
are reasonable and proper rates should be left to the Board of 
Railway Commissioners. They claim that the decisions of that 
tribunal, as to the whole Dominion rate structure in its relation 
to railway returns, should no longer be restricted by the legisla- 
tion of 1897 to the detriment of other sections of the Dominion 
that are now subject to rates based on the augmented trans- 
portation costs of 1924. Such legislation, they say, “is obviously 
discriminatory and unfair to such sections; to the carriers, and 
unduly restrictive to the tribunal created by Parliament for 
the express purpose of enforcing railway rate structures fair 
to every section of the Dominion as well as returning a fair 
standard of remuneration for railway service.” 

The principal classes of commodities affected by the agree- 
ment are dealt with in detail in the statement of the railways. 
With regard to green and fresh fruits, it is pointed out that, 
when the agreement came into force, the general source of 
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supply for the Prairie Provinces was eastern Canada. British 
Columbia was not a source of supply, but the trend of the trafic 
is now almost altogether from that province and not from the 
eastern provinces. A restoration of the Crows Nest basis from 
Fort William and Port Arthur (apples are shipped from easter) 
Canada by water, and from the lake head to western destinations 
by rail) would automatically take off all the increases granted 
from eastern Canadian sources of supply, but leave in effec 
increases authorized on the production of British Columbia 
orchards now the principal source of western supply. It would 
leave in effect increases authorized from eastern sources of 
supply to eastern points of consumption, and these show a4 
higher percentage increase than those under the Crows Nest 
act. The reason for this is that the first increases granted, in 
1917, were made subject to the limitations of the Crows Nest 
act. In 1918 these limitations were removed. As a consequence, 
Crows Nest commodity rates were not increased in the territory 
from and to which they applied to as great an extent as else. 
where, or to as great an extent as applied on other commodities, 

With regard to coal oil, it is pointed out that, in 1890, this 
was an important commodity and the source of supply was east- 
ern Canada by direct rail. Subsequently, storage tanks were 
erected at Fort William, supplied by tank ships and reshipment 
to western destination by rail took place. Since that time, with 
the extension of other means of illumination, it has become of less 
importance, Gasoline, lubricants and fuel oil are greater factors 
to the farmer of the west. The establishment of oil refineries it 
Regina, Calgary and Vancouver have changed the trend of traffic 
in those commodities. The discovery of petroleum in Peru and 
California for the west coast; Wyoming and Montana for the 
central west, has made the carriage of coal oil from eastern 
Canada of relatively little importance. The railroads claim 
that the reduction to the Crows Nest basis from eastern Canada 
and Fort William on coal oil would create a paper discrimina- 
tion against the new and actual sources of supply in the west 
and would be of no benefit to the western consumer. 

With regard to the rates on cordage and binder twine, it is 
noted that eastern Canada and the United States continue to be 
the source of supply for the west. In this, too, water transpor- 
tation is employed to the head of the lakes. whence it is dis- 
tributed by rail. To restore the rate basis of 1897 from eastern 
Canadian points and Fort William to western points and the 
retention of increases in eastern Canada, where they have been 
relatively much heavier, would be considered discriminatory. lt 
is added that a movement now on foot to grow hemp in the west 
and manufacture it into twine and cordage would be adversely 
affected. 

In referring to agricultural implements, it is pointed out 
that the source of supply is mainly Ontario, and most of the ship- 
ments come forward by rail, although some come by water and 
are distributed from Fort William. The percentage of increase 
over the Crow rates is relatively small as compared with the 
increase in other sections of the country. On the heavier class 
of implements, if shipped all rail, the saving in transportation 
would range from $2.64 at Winnipeg to $7.72 at Calgary; or, if 
from Fort William, the saving would range from $1.03 at Winni- 
peg to $5.74 at Calgary. On the lighter class of implements 
the saving would be immaterial. 

On iron articles it is claimed that the return to the Crows 
Nest basis would not have any material effect on the price pail 
in the west by retail. The consumption of such articles is much 
smaller in the west than elsewhere. The receipts by rail in the 
four eastern provinces amount to 537,612 and in the four western 
provinces, 51,908. 

With regard to building materials, it is stated that new 
sources of supply have arisen in the west. There is an entire 
reversal of routing in recent years and an enforcement of the 
Crow rates would be of no benefit but actually discriminatory 
so far as present sources of supply are concerned. With regard 
to live-stock, it is stated that the Crow basis is out of date with 
present-day requirements. 

Outside of grain and flour, 26 commodities are enumerated 
in the Crow agreement for reductions, eighteen, or 70 per cent, 
pertaining to wholesale hardware. The great bulk of this 
reaches Fort William by water and 70 per cent is sold by retail 
in small quantities so that a reduction to the consumer is highly 
improbable, while it is estimated that the loss to the carriers 
would amount to several million dollars. 

The result of the reductions in grain and grain products t0 
Fort William by the restoration of the Crow agreement in 
August, 1922, and to Vancouver by the subsequent order of the 
board, is shown by a comparison between the movement in 1921 
and 1923. Tonnage to the lake head of grain and grain products 
in 1923 over 1921 increased 55.34 per cent; revenue increased 
20.49 per cent; to Vancouver, tonnage increased 641.80 per cent, 
with a revenue increase of only 308.50 per cent. The statement 
adds: 


The Crows Nest act, in so far as. it concerns the commodities now 
under consideration, was further suspended in 1923. There has been 
no material change in railway costs to justify putting these rates I 
force in 1924. Wage costs of Canadian railways, which in 1922 oe 
sorbed 51.3 per cent of the operating revenue, absorbed 51.8 per cen 
in 1923. These costs represented 57.5 per cent of operating expenses 
in 1922; in 1923, 60.1 per cent. 
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June 7, 1924 





GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; Pr0 
words to the line; numbers and abbreviations counted as words; 
6 point type; ——, ‘* advance. Answers to keyed advertisements 
forwarded free and al rrespondence held in strict confidence, The 

TRAFFIC WORLD, “118 “South Market Street, Chicago, Il. 





POSITION WANTED—By competent man as Traffic Manager or 
ssistant. 4% years executive in charge of traffic. Graduate student 
of traffic ane foreign shipping. Address, Box 673, care Traffic World, 
Chicago, 01 


POSITION WANTED—Rate and traffic man, official transportation 


> 


furnish best recommendations. Please state salary. Address Traffic, 
4521 Spruce St., Philadelphia, Pa. 


POSITION WANTED—Traffic manager of Chamber of Commerce 
six thousand members in large industrial district eight years, is con- 
sidering change. Desirous of relocating at Chicago. Over twenty 
years’ railroad and industrial experience. Prefer industrial position 





association as Secretary or Traffic Commissioner. Address, Box 675, 
care Traffic World, Chicago, Ill. 


POSITION WANTED—Traffic Manager or Assistant; 9 years’ 
experience Railroad, Industrial Traffic, Commission, and Freight Rate 
Making; address “Pennsylvania” care of Traffic World, Chicago, Ill. 











WANTED TO BUY—Chesapeake & Ohio Basing Book No. 1, I. C. C. 
No. 4809. Address, Box 671, care Traffic World, Chicago, Ill. 








WANTED—100,000 more shippers and carriers to help put the 
thieves out of business with Edgar Security First Steel Seals. No 


Sales Department, The Edgar Steel Seal & Manufacturing Company, 
Lawrence, Kans. 








FOR SALE—Complete tariff file covering C. F. A—-New England— 
Transcontinental and Southwestern territory—also portions of South- 
east and West—low price for immediate sale. Address Box 418, 
Traffic World, Chicago, II]. 


FOR SALE—RAILROAD TIES 


Several cars 6 x 8-8 ft. extra good quality No. 1 Oak Ties of my 
own manufacture; also two cars switch timbers. All now ready for 
immediate shipment. L. E. Pearson, Edwardsburg, Mich. 








Wanted, a Railroad or Traf- 
fic man with selling ability to 
handle in large cities between 
Boston and St. Louis the most 
complete, clear Freight Rate 
book and service published. 


State qualifications, experi- 
ence and reference. All com- 
munications will be held 
strictly confidential. Address 
Exceptional Opportunity, care 
of Traffic World, 51 East 42d 
Street, New York City. 
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Galt Block Warehouse Company 
PORTLAND, MAINE 


Storage, General Merchandise and Household Goods 
dit by = = in Transit on Flour Concale ond and Canned Secte. 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 


OF we LL OF ANC T®) 


JOS. STOCKTON TRANSFER CO. 


1020 South Canali St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 








Serving New York 


and Pennsylvania F: rom the H ub 


Elmira is the natural distributing center for these two densely 
ee States which have correspondingly great buying-power 
by Erie—Lackawanna—Pennsylvania—Lehigh Valley 
Pool-car distribution, and Eviethaaadied for storage. 


m “- Rice Storage e Corp’ n, ELMIRA, N. Y. 
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MANUFACTURERS WAREHOUSE C0. 


1716 West Lafayette Boulevard 


Commercial and Bonded Warehouse 


“‘Let Us Solve Your Distribution Problem’’ 
Centrally Located to All Railroads and Boat Lines 





Petry Express & Storage Co. lnc. 
TRENTON,N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 


Member American Warehousemen’s Association 





Merchandise Storage and Pool Car 


cvag's setts cers DIStPiDUtiON — =%,caz L040 


“CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 



















FOR CE STATES 


DISTRI 





MERCHANDISE WAREHOUSES 
Lecated best to serve as your warehouse. Pool car distribution—store deer delivery. 


PheitLlLe COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 






TOLEDO MANSFIELD 





The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 



























































































































C. N. R. REPORT CRITICIZED 


The Trafic World Ottawa Bureau 


Hon. Arthur Meighen, leader of the opposition, subjected 
the report on the Canadian National Railways to a severe and 
somewhat scathing criticism. He prefaced his remarks by stat- 
ing that he was a friend of the system and hoped for its suc- 
cess, but apart from the scheme under which the present com- 
pany was designed—with the stock owned by the nation, and 
the system under a directorate corresponding to the directorate 
of a private company—for which he took credit to his own 
administration, he found little or nothing in connection with 
the matter that he could commend. 

Referring to what he termed “inquisition at the hands of 
Parliament,” which was “embarrassing and irritating to the 
management, and designed for purposes wholly apart from any 
that go to the success of the system,” he said that the govern- 
ment should refuse to answer questions which do not need to 
be answered for the good of Parliament, and which should not 
be answered for the good of the system. But he would not 
subscribe to the principle “that all the doings of the directors 
of the National Railways and the whole record of,management 
should be a sealed book for all eternity.” He said “there surely 
must be some method by which all that the management had 
done, subject to very few restraints, might be brought under 
the review of Parliament and shown up at such a time as in 
no way to embarass the management or to interfere with the 
success of the operation of the system. Who is there to sug- 
gest that the disposal of over half of the revenue of this Domin- 
ion, the honesty of that disposal, the capacity or the inefficiency 
with which the whole thing is managed, must never be reviewed 
by the shareholders of the corporation and must be closed and 
relegated to the past; that we have to take the word of one 
single man, however mighty, that all is well and fine, and that 
if we attempt to review it and go very far back, we are tread- 
ing on holy ground and must be prevented. Really that is the 
position we are in now.” 

Mr. Meighen proposed a standing committee of ‘the House 
to which matters like the report for the president, for example, 
could be submitted. All the expenditure on the system, when 
it is through and done, should come before such a committee, 
and all the matters embraced in the annual and monthly state- 
ments should be carefully studied by the members. The Min- 
ister subsequently agreed in part, at least, to this principle 
when he agreed to submit the accounts for the Hotel Scribe 
deal to such a special committee. 


After pointing out how all the conditions were favor- 
able to a good showing for the system in 1923 because of the 
record crop, Mr. Meighen said he was disappointed that 1923 
had not resulted better. He figured out the net improvement 
not at the 21 millions odd given by the president and minister 
of railways, but at $12,061,270. He agreed that there was an 
improvement on operating income account of $17,500,747, but 
claimed a diminution of $2,170,256 on non-operating account 
and on the account which includes fixed charges and various 
other items a further falling off of $3,269,190, making the total 
of a little over 12 millions improvement over the year before. 
But the fixed charges, he claimed, were increased $5,798,847; 
so he figured the net improvement for the year at $6,262,422. 

He feared that the time when the railroad would be able 
to overtake the money due the public was farther off than the 
public itself had been led to anticipate, in view of the speeches 
of the president, who had been credited with saying that we 
should be past deficits in two years. In fact, he figured that, 
including the money due the country, and on the ratio of im- 
provement during 1923. it would take more like eleven years. 

After he had whittled the improvement down to $6,262,422, 
Mr. Meighen proceeded to diminish it still further, mainly by 
casting doubts on the dependability of the figures in Sir Henry 
Thornton’s report. He agreed that there was a large increase 
in revenue, but demanded to know how there could be a de- 
crease in maintenance of way and structures expenditure of 
one million dollars on the Canadian National at a time when 
the Canadian Pacific had increased nearly $3,500,000; a decrease 
of $4,000,000 on maintenance of equipment: a reduction of over 
$5,250,000 on freight car repairs; nearly $2.300,000 less on tie 
repairs and maintenance. He suggested that this was accom- 
plished by such means as “instead of spending money on re- 
pairs of equipment they call upon the Minister to advance cap- 
ital to buy new equipment while the old cars remain unre- 
paired.” 


He suggested that possibly it was the practice of the pres- 
ent management to charge the entire cost of the new creosoted 
ties to capital. There had been an increase in transportation 
costs in 1923 of nearly $8,000.000, whereas in 1922 there was 
a reduction in that account of $12,786,000. All the reduction 
was due to maintenance of way and maintenance of equipment 
reduction. 

“Surely the importance of this fact is clear to the Minister,” 
said Mr. Meighen; and the significance of his statement was 
apparent when he concluded by again calling upon the Minister 
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to go very carefully into the accounts returned in the ip. 
come statment of the system, and that all the accounts 
should be submitted to a committee. Explanations of these ae. 
counts might possibly be given by the officials of the system,” 
he said. “They would have to be very adequate explanations to 
satisfy me. On the face of the returns it is evident that there 


is an unjust charge to capital, and an unfair reduction of charges 
to operation.” 


CANADIAN NATIONAL REPORT 


The annual report of Sir Henry’Thornton, president of the 
Canadian National Railways, for the year ended December 31. 
1923, has been presented to Parliament. The operating revenué 
was $254,926,456, as compared with $234,059,025 in 1922, an in. 
crease of $20,867,431. This revenue was derived as follows, 
with comparisons for 1922: 


Increase 
Revenue 1923 1922 or Decrease 
UI oak: < occiereé 9 ai ars $185,240,896.71 $169,783,.721.76 Inc. $15,457,174,95 
Peasenger .2. 0. 0..%% 39, 285,318.14 35,486,294.72 Inc.  3,799,023.49 
ee Ne oes st -3,543,078.11 3,673,194.86 Dec. 130,116.75 
Miscellaneous ....... 26,857,163.08 25,115,813.71 Inc.  1,741,349.37 
Tetal estes $254,926, 456.04 $234,059,025.05 Inc. $20,867, 430.99 


The working expenses for the year were $234,689,892, con- 
pared with $231,172,313 for 1922, an increase of $3,517,579. They 
were divided as follows: 


Expenses 


Main. of Way & Struc..$ 44,781,775.95 $ 45,623,536.34 Dec. 


841,760.39 
Main. of Equipment.... 52,176,320.13 


56,160,700.24 Dec. $3,984,380.01 


: rE eer 5, 787,582.66 5,249,901.65 inc. 537,681.01 
Transportation ......... 120,307,796.00  113,653,320.14 inc.  6,654,475.86 
Mise. Operations ...... 4,285,829.57 4,127,732.28 inc. 158,096.29 
ME 5.2 ao dn ad or eais ocanee 8,063,390.52 7,248,424.18 Inc. 814,966.34 
Trans. for Investment.. 712,801.88 891,985.00 Dec. 179,183.12 
Trans. Water Line..... 682,77 Dec. 682.77 

MM eee a8 $234,689,892.95 $231,172,313.50 Inc. $3,517,579.45 
Net Earnings .......... $ 20,236,563.09 $ 2,886,711.55 Inc. $17,349,851.54 

OR N  TRREID: oli 5a: sicistine ds He Mencia ee We dhe vieies 92.06 


The following are extracts from President Thornton’s re- 
port: 


The increase in revenues is particularly gratifying, and speaks for 
itself. An excellent crop contributed materially to this satisfactory 
showing. The fundamental necessity of the system is to build up its 
gross earnings to such a figure as will be consistent in some degree 
with its large mileage, and every effort is being addressed to this ob- 
jective. Freight and passenger traffic returns for the year both show a 
material improvement over the previous year. With the single excep- 
tion of September, when the grain movement was somewhat retarded, 
each month’s gross revenue has shown a satisfactory increase over the 
corresponding month of 1922. The fnancial performance of the system 
will turn very largely upon the constantly increasing gross receipts, 
and the board notes with satisfaction the zeal and energy which the 
traffic department and all in the service of the company have dis- 
played in this direction. 

A comparison of operating expenses shows that there was a reduc- 
tion of $841,760 in expenses chargeable to maintenance of way and 
structure, and of $3,984,380 in those attributable to maintenance of 
equipment. 

With respect to maintenance of way and structures, the saving 
was largely the result of the performance of work during that season 
of the year when its accomplishment involved a minimum cost both 
from the point of view of price of labour and interruptions from 
traffic. Considerable attention was also given to improvement of 
work and the maintenance of certain sections of the system at a 
standard consistent with the character of the traffic. Notwithstanding 
a reduction in maintenance of way and structures expenses, the gen- 
eral standard of the roadbed has not only been maintained, but an 
improvement has been accomplished. 

The reduction in expenses chargeable to maintenance of equipment 
is largely due to the fact that in the year 1922 a deferred maintenance 
of equipment reserve was created by charges amounting to $4,490.00 
whereas in 1923 charges under this heading amounted to $801,402. The 
difference in these charges in 1923 as compared with 1922, amounted 
to $3,688,598. All deferred maintenance of equipment charges may now 
be considered as either having been overtaken or provided for in the 
above-mentioned reserve. The balance of the saving in maintenance 
of equipment expenes may be attributed to more economical working. 

For the twelve months ended December 31, 1923. the average num- 
ber of freight cars awaiting repairs represented 6.2 per cent of the 
total freight car equipment, as compared with ah average of 8.2 per 
cent for what are termed “Class I’? railways in the United States. 
With respect to locomotives awaiting repairs on the Canadian National 
Railways, the average figure for 1923 was 22.88 per cent, while for 
“Class I’ American’railways it was 21.35 per cent. From this it will 
be seen that the general condition of equipment on the Canadian 
National Railways was comparable with the better class railways 
across the border, and it is a reasonable deduction that expenses 
chargeable to maintenance of equipment are ample. 


Transportation expenses increased $6,654,475, and absorbed 
47.18 per cent of the gross earnings, as compared with 48.57 
per cent in 1922, in the face of an increase in the gross earl 
ings of $20,867,430. That is, gross earnings increased 8.9 pel 
cent, and expenses chargeable to moving traffic increased 58 
per cent. In this connection it is pointed out that the present 
transportation organization did not begin to function com 
pletely until the latter part of the year, as is shown bv the fact 


that during the latter part of 1923 and the early part of 1924 


the percentage of gross earnings absorbed by transnortation e* 
penses constantly decreased. 
Traffic expenses increased $537,681, “largely due to a more 
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Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 


ALBANY, WW. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 













Aan Quick Service 
In Los Angeles 


In Los Angeles, the L. A. Warehouse is considered 
the warehouse. It’s the largest in the city, U.S. 
Government bonded, on railroad tracks in wholesale 


district. Quick service to customers is our policy. 
Write for rates. 


L. A. Warehouse Co. 


316 Commercial Street Trinity 9431 
LOS ANGELES, CALIFORNIA 


McDougall Terminal Warehouse 
DULUTH Company ——MINNEsoTA 


Storage and Distribution 


Natural Interchange Point for all Shipments 
Moving via Lake-and-Rail Routes 


Lowest Insurance Rate 
Complete Service Let Us Serve You 
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SYRACUSE, N. Y 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


merchandise storage and distribution. 


References: Any jobber, banker or 
DEEP WATER AND RAIL CONNECTIONS 





AMERICAN 
LINE 


WHITE STAR muneenas 
LINE 


ATLANTIC ae 
TRANSPORT 
WHITE STAR- 
LEYLAND 
LINE ; _ DOMINION 


Majestic—World’s Largest Ship 


Ocean Freight 


Service 
The INTERNATIONAL MERCANTILE MARINE LINE with 117 


steamers, many of the fast passenger t d ialized freight 
service to United Sede and et ae Repeat sr a 


For Coast to Coast shipments—the P Pacifi k 
California 15 days — Modern ships. — ic Line. New York to 


J. D. ROTH, Western Freight Manager, 327 So. La Salle St., Chicago. 
F. C. BROWN, Western Passenger Manager, 127 So. State St., Chicago. 


ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
phi Railroads: 


F. 
ie 
Ry. 
Ry. 

R. R. Penna. Railroad 
M. St. } & S. Ste. M. Ry. (Soo Line) 


Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 


. & §. 

“A. R. 
. I. W. 
“N. W. 
. & Q 


flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the ILLI- 
NOIS NORTHERN RAILWAY for ‘manufacturing and 
other business. 


Chicago rates apply to and from all industries. 


Our trap car service allows for the handling of L. C. L. 
freight between our industries and McCormick Station 
free of charge, in lots of 6,000 pounds or more, thus 
avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, Vice-President, 
606 S. Michigan Ave., Chicago, Illinois. 
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aggressive policy in the solicitation of business, advertising, 
and similar items.” It is stated that a further increase in such 
expenses would be productive of a larger gross revenue, and 
the. management intends to follow such a policy. 

General expenses increased $814,966, largely due to reor- 
ganization and moving headquarters from Toronto to Montreal. 

In the income statement there is a decrease of: $2,170,286 
in total non-operating income. It is noted that in 1922 sub- 
setantial profits were made in exchange on purchase of sterling 
funds, which was less by $1,000,000 in 1923; and in order to 
comply with the requirements of the Interstate Commerce Com- 
mission in connection with a settlement with the United States 
government for the guaranty period 1920 a debit of $1,457,562 
was made against income account, with no corresponding entry 
for 1922. The above two amounts mainly produced the above 
decreases. In reading this portion of the president’s statement 
the Minister of Railways said: “When the United States gov- 
ernment gave certain guarantees to the railways through what 
is known as the guaranty period, each railway was asked to 
present an account. The Grand Trunk and Grand Trunk West- 
ern had not time to make out an accurate account in 1920, but 
put in their accounts an amount considered sufficient to cover 
what was due them under the guaranty. When the final ac- 
counts were adjusted this year it was found that Canadian Na- 
tional lines in the United States had an overcharge of $1,457,000, 
which it had to debit against income account for 1923.” The 
Minister pointed out also that there was another item of $1,600,- 
000 Grand Trunk Pacific interest, which for the first seven years 
was to be charged up against the government, but is now pay- 
able by the Canadian National because of having taken over 
the Grand Trunk Pacific. If the above two items of expense 
charged to the Canadian National this year for the first time 
were deducted, there would be a further betterment of $3,000,000 
in the railway budget. 

In dealing with the traffic movement, President Thronton 
pointed out that freight. tonnage increased by 18.2 per cent or 
8,925,416 tons. The average freight train load increased from 
475 tons in 1922 to 504 tons in 1923. The volume of freight 
traffic movement increased 13.28 per cent from 16,432,787,616 
ton miles to 18,615,107,256 in 1923. The number of carloads 
of grain hauled over the National lines to Vancouver increased 
by over 72 per cent. 

“Business in central Canada was relatively good, he said, 
and on the United States lines of the system the freight 
traffic was particularly heavy during the year. The increase 
in revenue tonnage handled was largely made up of increases 
in bituminous and anthracite coal and other mineral products: 
There were also increases in forest products and in unclassi- 
fied manufactures and miscellaneous goods.” 

The lifting of the British embargo on Canadian cattle 
had an appreciable effect on stock movements from the west. 
Referring to coal handling from the west, the report says the 
desired result of providing effective competition with coal from 
the United States was not achieved. The bare out-of-pocket 
cost of transportation was $9 a ton, and the railway was obliged 
to decline any reduction from the tariff rate of $12.70. 

The decreases in average freight receipts per ton mile 
from 1.033 cents in 1922 to .995 cents in 1923 is attributed 
mainly to decreased freight rates, but partly to the relative 
quantities of commodities handled. It is noted that the decline 
has seriously affected the net returns of the National system, 
the difference in the rate for the two years representing a 
loss in net revenue of $7,000,000. The principal reductions in 
1923 were as follows: 


Application of Crowsnest pass basis of rates on grain and grain 
products, eastbound to head of lakes (reduction of approximately 
33 1/3 per cent), effective July 6, 1922; 

Reduction of 6 per cent in eastern Canada and 61/4 per cent in 
ee oy Canada in rates on basic commodities, effective August 


Reduction of 20 per cent in rates to Vancouver on export grain, 
effective August 1, 1922, and a further reduction of 10 per cent effec- 
tive October 10, 1923; 

Reduction in export rates on grain milled in transit of 21/2 cents 
per 100 pounds from lower lake ports, effective May 15, 1923: 

Removal of ‘Halifax Differential’ of 1 cent per 100 pounds on 
overseas traffic in and out of Halifax, effective October 1, 1923; 

Adjustment in rates in Prince Edward Island and other Maritime 
provinces, effective on various dates beginning May 29, 1923. 


President Thornton comments on this case as follows: 


Railway freight rates in Canada are and have been for many years 
the lowest in the world. The average freight receipt per ton per 
mile for Canadian railways in 1914 was 0.742 cents. War time in- 
creases forced the unit of earning up to a point approximately 75 
per cent over the pre-war level. The series of reductions which began 
January 1, 1921, have substantially reduced this average so that in 
1923 it stood at 0.980 or 32 per cent above the pre-war level. In con- 
trast to this the average prices of labor, material and supplies pre- 
vailing in 1923 were somewhat in excess of 90 per cent over the pre- 
war scale. 

The Canadian National railway system is the property of the 
people of Canada, and it is for the people, through their duly elected 
parliamentary representatives and the Board of Railway Commis- 
sioners, to determine what the freight and passenger rate policy of 
the Dominion in its relation to the Canadian National railway system 
shall be; but there is no way by which freight and passenger rates 
can be continually reduced and net earnings at the same time in- 
creased; and, moreover, restricted net wir must inevitably mean 
additional taxes to provide for annual deficits. The Administration 
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of the Canadian National railways system is the trustee of the people's 
property. That administration cannot and has no desire to dictate 
policies, but it would be lacking in the fulfilment of its public duties 
if it did not make these facts clear to the people of Canada. 


It is noted that large expenditures have been made op 
betterments during the year, without which the improved oper. 
ating resujts could not have been secured, and the properties 
have been brought to a standard which will enable the handling 
of increased traffic in future ~with normal expenditure. With 
the coordination of the different lines in the system, consider. 
able construction was necessary for*the short and economical 
routing of traffic and the joint use of plant and buildings, 
The total expenditure for labor chargeable to operating ex. 
penses during the year was $136,463,470 representing 58.15 
per cent of such expenses, as compared with 54.99 per cent ia 
1922. There was no loss of time by strikes during the year, 
and “general good feeling prevails in all classes.” Referring 
to the express business, the report says: 

This service is now carried on by the railway company itself in- 
stead of by the express company. Economics and other advantages 
have resulted from the change. The gross express receipts and the 
expenses of the express department are included in the system's 


revenue and expense accounts, whereas, generally speaking, other rail- 


= show only the net earnings earned by transporting express 
matter. 


The operations of the express department present a large and 
fruitful field which merits a progressive and aggressive policy. It is 
the intention of the Company during the coming year to expand the 
activities of the express department into foreign fields, not only with 
the view of securing a large volume of traffic, but also in the provision 
of travelers’ cheques and various other financial arrangements neces- 
sary to the comfort and welfare of tourists. 

The Insurance Department of the Canadian National was 
reorganized in March, 1923, as was noted in the Traffic World 
at the time, being placed under the control of a director of 
insurance, and the principle of self-insurance was extended 
over the whole system. During the year there was paid into 
the fund about $250,000 less than had previously been paid to 
underwriters, and a surplus of over a million dollars was ac- 
cumulated from April 1st to December 31st. 

Referring to the capitalization of the system, it is noted 
that the fixed charges for the year total $65,199,323, an in- 
crease of $5,798,847 over 1922, practically all of which was 
on account of interest charged by the government. Consider- 
ation is being given to the policy to be followed in regard to 
capitalization, and the extent to which, if at all, the advances 
made and capital held by the government should be written 
down to a figure which might be regarded as consistent with 
the earning prospects of the railway. There are many advo- 
cates of such a policy in parliament, particularly among the 
western members. The directors are stated to have the problem 
under consideration, but before any definite recommendation can 
be made there will have to be a careful survey of the capital 
position of the company. The present capital indebtedness is 
shown herewith: 

EE OES. f $ 823,099,056.10 
Securities held by Dominion government............... 33,048,000.00 
Receiver’s Certificates re Grand Trunk Pacific......... 53,177,668.18 
Loans from Dominion government including interest... 580,314,081.34 
Appropriation account Canadian Government Railways gery 


Governmental grants in aid of construction 
$1,953, 486,852.05 


In concluding his report, President Thornton points out 
some of the difficulties in the matter of organization: 


eee eeeeeerees 


The task, however, of determining the organization best suited 
for the administration of so large a property, extending from the 
Atlantic to the Pacific and including telegraph and express companies, 
as well as a Merchant Marine, can only be characterized as formi- 
dable. All of the great railway systems of North America and Europe 
have been the result of decades of growth and development in which 
ample time was afforded for the development of an organization and 
the education and trial of those who have subsequently become trusted 
and capable officers. To a large degree the Board of Directors was 
obliged to evolve within a few months a consolidated organization 
appropriate to the needs of the widely-flung system committed to its 
charge. Officers were obliged to acquaint themselves not only with 
the new territories, but with each other. New channels for the flow 
of reports and instructions had to be provided, a system of statistical 
information developed which would readily reveal the operating results 
of the various departments and the danger points to be guarded 
against and many other important details which will at once be aP 
parent to those familiar with the organization of a large undertaking. 
It would be remarkable if the accomplishment of such a _ task wert 
unaccompanied by mistakes; but if such mistakes have been mary 
they have been of relatively small importance, and have not materially 
affected the general result for the year. No doubt as months go by 
errors will be detected and improvements made. 


CANADIAN LINES U. 8. 


The Trafic World Ottawa Bureav 


The statement given by Sir Henry Thornton, covering the 
Canadian National, did not include the Central Vermont. In 
dealing with the financial end of the statement, including the 
estimates for the coming year, the Minister of Railways it 
cluded the Central Vermont, and his statistics cover that ir 
He stated that the gross operating revenue was $263,554.43 
and the gross operating expenses $242,366,973, leaving the i 
revenue from operation on all lines $21,187,462, compared W t 
$3,993,237. in 1922. After the usual deductions and additions 
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INDIANAPOLIS, IND. 


Ship Your 
Cars to 
INDIANA’S 
LEADING 
WAREHOUSE 


i MILWAUNEE 


SouTn KALAMAZOO 
CHICAGO mcmoan 2 SEND 
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DANVILL 
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CINCINNATI 


NEW ALBA JEFFERSONVILLE 


CENTRALIA EVANSVILLE | OWsyHLE 
OUT OF INDIAMAPOUS ne noenson 
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NASHVILLE 





KNOXVILLE 
















Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 


THE TRAFFIC 





























1,500,000 SQUARE FEET 
at 


Med Fireproof Warehouse im Lee Angeles and at the Pert 
oe Yah 


Free and U. 8S. Customs Bonded Sterage 
Imsurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 
Bpace Leased fer Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cetton Pressed to High Density 
Special equipment fer the proper handling ef various commodities 
Steamer Space boeked when requested 


Ww gerve ae some pee and would suggest that 


neeee 1 for $100,000.00 


UNION TERMINAL WAREHOUSE CORPORATION 
SHATTUCK & NIMMO WAREHOUSE COMPANY 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 


INDUSTRIAL BRANCH 


FREIGHT TRAFFIC DEPARTMENT 


LOCATIONS FOR NEW INDUSTRIES. 
EMPTY FACTORIES AVAILABLE. 
ELECTRIC POWER RATES. 
WAREHOUSE SITES WITH SIDINGS. » 
LABOR COSTS, Etc. 

FREIGHT RATES. 


BUSINESS AND INDUSTRIAL 
OPPORTUNITIES PAMPHLETS 
(Western Lines) 













MAY AL ee WHOLESALERS and others who are 
thinking of opening branch factories in Canada to take care 
of CANADIAN and EXPORT business should apply to this 
Department for all information in connection with above. 






















EASTERN LINES WESTERN LINES 
G. W. CURTIS, JOHN F. SWEETING, 
Industrial Commissioner, Industrial Agent, 
Windsor Station, Montreal. C.P.R. Station, Winnipeg. 
W. L. BURNIE, E. J. SEMMENS, 


Industrial Agent, Travelling Industrial Agent 
C.P.R. Bldg., Toronto C.P.R. Station, Vancouver.’ 
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involved in taxes, rentals, hire of equipment, etc., the total 
income before fixed charges was $13,364,875, compared with 
$1,499,782 in 1922. Total fixed charges were $66,144,226, as 
against $60,196,693 in 1922, and the total deficit $52,779,350, com- 
pared with $58,696,911. 


The deficit on the American lines was $3,800,775, made up 
as follows: 


Grand Trunk New England lines..................cceceeceees $2,562,968 
Grand Trunk Western lines, a aor Sy SE SS ae 36,153 
Duluth, Winnipeg and Pacific Ra MPU Py ee ae 192,264 
Centrai Vermont Rail ee A oO ee 1,081,675 


Of the net operating surplus of $21,187,462, the amount 
earned by Canadian lines was $11,656,462 and by American 
lines, including the Central Vermont, $9,530,999, but after non- 
operating adjustments and fixed charges, the final result of 
the American operation was the deficit of $3,800,775 above 
shown. The decrease in non-operating income referred to by 
Sir Henry Thornton, due to the final settlement with the United 
States government being less than anticipated, affected prin- 
cipally the Grand Trunk Western lines, but notwithstanding 
this the Grand Trunk Western converted a net deficit of $1,388,- 
529 in 1922 into the net surplus of $36,153. 

“These lines are most important feeders of the Canadian 
National system,” said the Minister, “and may be counted on 
to demonstrate their usefulness as such. Unfortunately both 
the New England lines and the Central Vermont materially 
increased their net deficits, the former by $1,174,438 and the 
latter by $344,861.” 

Dealing with the estimates, the Minister said that last year 
the total vote on railway account was $75,325,432; this year they 
were asking for $56,187,125, distributed as follows: 


Interest on securities, notes and other obligations; also 
rentals for lease of lineS.............cccecccccccecccceces $18,745,639 
Equipment principal payments, sinking funds, miscellaneous 


maturing or matured notes, ‘and other obligations secured 
or unsecured 


Re Re 8 BERR Fae A oe Ee. 5,867,633 
Operating income deficits, wherever incurred or ascertained 1,467,138 

Construction and betterments, including co-ordination, ac- 
quisition of property and purchase of equipment.......... 29,919,588 
TEE eGo suas Gee nv Gee CG el eEscebieNeccae es ose ebeas oni 187,125 
$56,187,125 


The Minister called attention to the excellent showing made 
by that portion of the system which was formerly the Canadian 
Government Railways, including those lines in the maritime 
provinces and the Transcontinental to Winnipeg, which was 
that part of the Grand Trunk Pacific built by the government. 
In the appropriations last year a sum of $3,000,000 was included 
for deficits on this part of the system, but the annual deficit 
was only $170,639. The improvement was directly attributable 
to increased business, operating revenues having increased by 
nearly four million dollars. 

The Minister took a good deal of comfort from the decreas- 
ing deficits. “It is the long view,” he said, “that brings out 
clearly the gradual improvement in our railway situation, and 
offers encouragement to every friend of government operation 
and control. This improvement is very clearly seen by a back- 
ward glance over our railway requirements of recent years. 


Parliament voted the following sums for ated purposes in 
the years named: ; 


Fiscal Year 


Voted 
EE I URE OAR LS Bek OM Ae FOE ae eee $106, 708,827 
a tt a aa a ee 179,117,165 
Es + 0:0'0-0-0c oth hk aed kd held dds bees actaded beck & tl s.b0 de doh he 111,069,493 
NS Gy, co Wats ois, a> cas Sain anaes bis eek ol ak S eben greg aemaedaeaa a 75,325,432 
eee a Oe ek Sp BOS DS Oe 56,187,125 


It is expected that this year there will be an equipment 
trust of about nine millions, and it will be included in the 
above vote. In referring to this matter of equipment issues, the 
minister said that the security given in rolling stock for such 
issues seemed to be ample, and he thought it was question- 
able if the government ought to be asked to guarantee such 
issues. Equipment issues are secured on the rolling stock pur- 
chased, but the security is more than the value of the equip- 
ment issues, for the reason that Parliament votes 25 per cent 
in money towards the purchase of the equipment and the se- 
curity is issued for only 75 per cent of that equipment, less 
expenses. Outside the government guaranty altogether, the 
security given to the investor in equipment issues is, to my 
mind, ample, and I say again that it is very questionable whether 
government ought to be asked to guarantee such issues. Other 
railways without any similar guaranty sell their issues at a 
fairly good price. 

In conclusion, the Minister made the proposal that there 
should be some additions to the Canadian National board of di- 
rectors. It at present consists of ten, scattered all over Can- 
ada. He proposed that a number be added of men within easy 
access of the head office, out of which the president could form 
a strong executive of business men at his disposal at a few 
hours’ notice. He appealed to the House to give the Canadian 
National a fair show by sympathetic co-operation. He referred 
to a recent speech of President Beatty of the Canadian Pacific 
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in which he said his company was at a disadvantage under the 
Canadian National Railway Act compared with its competito; 
in that the location of its lines is subject to the Board of Rai). 
way Commissioners, while the Canadian National. is subject tg 
the Minister of Railways. The Minister stated that, under pres. 
ent conditions, the disadvantage of a private company in Cap. 
ada in this respect could be multiplied by one hundred and 
then would not be comparable with the disadvantages unde 
which the Canadian National Railways operate. 


CANADIAN CAR LOADING 


Car loadings for the week ended May 24 declined 3,323 
cars, grain loading in the west showing a decrease of 1,100 
cars. Coal loading in the east showed a gain over the two 
previous weeks, but was light in the west. Merchandise load. 
ing fell off 1,309 cars. Compared with the corresponding week 
last year there was an increase of 2,801 cars, or 5.6 per cent, 


EASTERN CANADA 
For the — Ended 


May 10 Mayl17 May 24 


Commodity 





Cars Cars Cars 

Grain atid grain products. s<...<ccdsc..isone.teyss 3,214 3,750 3,464 

eas a en ee) fe ee 1,232 1,117 1,152 

Coal 2,870 3,570 
178 

2,752 2,689 

ee 2,079 2,109 

Pulp and paper 1,915 1,932 

Other forest PrOGucts sess ioc oc cc ces tes 889 848 1,023 
Ee AE eT CT ete Te Si bs ph 726 697 

es as, eens see eee 11,982 11,832 10,523 

Be RE Ber ee sg FP 10, 547 10,133 785 








Pog Rg eee ee < ee ee og odd 
Total cars received from connections.......... 0,092 
Total cars loaded for corresponding week, 1923. 39, 380 


WESTERN CANADA 
; For the bes ony Ended 


May10 Mayi17 May 24 








Commodity Cars Cars Cars 
Gram and grain progucts. .c.Agdic.... sce scene 5. 485 6,801 5,701 
oe eee ees ce eo 1,053 1,085 1,000 
EET CREE EE OSS, SSS res 700 710 587 
RE Meee, See SR san, Se re a 167 a 
ee SE: er ee ee eee Sen 1,119 1,285 1,239 
CF Oe rere ret eer eee ee 119 133 9% 
ee ee ee ae ERE 86 84 57 
GENO TOTO DTOGMCER, o.c.ccco err ewew So os ops cee 1,329 1,225 992 
MRR re Ie EER OE EEE | 446 483 59 
SO SS A a ee ere re 3,796 3,611 3,623 
eee ee ee ee 2,482 2,582 R 
po ee ea errr pe rere ee eh 18,001 15,818 
Total cars received from connections.......... 2,665 


2,304 
Total cars loaded for corresponding week, 1923. 1 Oe 13,743 12,961 


TOTALS FOR CANADA 
For the io Ended 


24 
May 10 Mayi17 May 2 








Commodity : Cars Cars Cars 
Grain and grain products..........cccccccceccs 8,699 10,551 9,165 
TEU: WON oie wile cos ae ees 652 sew ee seed Cadeee bau 2,285 2,202 2,152 
GE ov c-chee hw ea Pelee mee aie ce Caen w oa alieeie 3,890 3,580 4,157 
EL sva:tarecobanstes atte asp) citeva erate ial alla. b Wane oiese-s-kei anieteee 321 180 1 
PN Agi inne out cory hail e.6 6 bine Ga usicn’s 3,857 4,037 3,928 
TION 5 aio. on, G6 tes Tae 0 0 5 0 0 Hse tee wo ce 1,835 2,212 2,204 
Wel Aid Waves bie co ooo bc cs dows Bene cnet 2,065 1,999 1,989 
Gther {GNGGE MOMNEEB Sisicce cc dctccdbiwrvboweds : 073 2,015 
ET ee ee eee igen og diaxeww eee 1,172 1,180 688 
WOT Chand Fa Gy BAS 0 Seo sigs 000 Veneteds be-dee 15,778 15,443 14,146 
MSMOOOMIIIN, as Kae iiai.c 0 6 Othe cetescdousdcsmate 13, 029 12,715 12,250 
Beta) Cam: WOOO in nnicecsecice rosacea Ganees et roy 149 56,172 52,849 
Total cars received from connections......... 2,750 32,868 31,292 
Total cars loaded for corresponding week, 1923. 33 444 52,964 50,048 
Cumulative loading to Gate—t994 ae iaieyS rane oO ary et 


CANADIAN MERCHANT MARINE 


The fifth annual report of the Canadian Government Mer 
chant Marine has been presented to Parliament, covering 0 
erations for 1923. The gross revenues were $8,992,308 and the 
operating expenses $10,856,601, leaving a deficit from operatio1 
of $1,864,293, compared with $2, 384,189 in 1922. There was 4 
decrease of $713,478 in gross revenue, a decrease of $1,233,374 
in operating expenses, and of $519,896 in the operating deficit. 
To the operating deficit is added accrued interest due the 
government, $4,495,184, and $3,008,192 for depreciation. These, 
with a reserve of $1,000 for doubtful debts and claims, bring 
the total loss for the year up to $9,368,670, as compared with 
a total loss for 1922 of $9,649,478, an improvement of $280,808. 
Sir Henry Thornton’s report notes that the main reasons for 
the decrease in operating deficit were the cancellation of the 
South American, Mediterranean, and certain other unremuner 
ative services; also the curtailment as far as possible of get 
eral expenses. 


CANADIAN SURCHARGE 
The rate of exchange on freight shipments between Canada 
and the United States, June 1 to 14, is one and twenty-one 
thirty seconds per cent. The surcharge on international freight 
is one per cent; on passenger business two per cent. 
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G Ati ato . 
Cr 
DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON — HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 
Through bills of lading issued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transshipment at San Francisco. 


Through bills of lading from Pacific Coast Ports to Mexico, Cuba, Porto 
Rico, West Indies, Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon application. 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New pale: Lay 


Steele Bldg. SWAYNE & HOYT, Inc. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. 

























































oore St. 
Now s York City 









Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 


Seattle, Tacoma cand Bellingham 


Baltimore, Norfolk, Philadelphia 
and New York 


FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Pidgin Pu New York: Telephone poet a 7304 


Drexel Bldg. »: Saas a0 8 et te. 
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ROUTE YOUR CARGO VIA 


Mobile=*Gulfport=Pensacola 


SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports, 
Hamburg and Bremen 


We Solicit General Cargo 


BREMEN AND HAMBURG 


S.S.B. S.S. D 
US.S8.B. 8.8. WILDWOO Due in the Gulf middle July 


O80: TIS Savin aeeet ns 
LIVERPOOL AND MANCHESTER 
 AFOUNDRIA.......... Due in the Gulf early July 


LONDON AND WEST HARTLEPOOL 
U.S.S.B. S.S. ANTINOUS Due in the Gulf late June 


LONDON AND HULL 


U.S.S.B. S.S. BRADDOCK 


or Sub Due in the Gulf early July 


eee ee eee eereeeees 


Waterman Steamship Corporation 
“Operating United States Government Ships”’ 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 


TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 


Gulf Service 
BEAUMONT, TEXAS 


SERVING 
THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND. SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates < Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


Port N k T inal General Offices: 
Telephone Mulberry 4300 5 Nassau St. New York City 
Telephone Rector 0020 
General Agencies: 
Angeles, Minneapolis 


Beaumont, Buffalo, Chicago, Cleveland, Dallas, Fort Werth, Los 
M San Francisco 


obile, Pensacola, gh, Port Newark, San Antonio, 
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SUSPENDED TARIFFS 


In I. and S. No. 2142 the Commission has suspended from 
June 5 until October 3 schedules as published in various tariffs 
issued by the Atchison, Topeka & Santa Fe, the Kansas City 
Southern, the Missouri-Kansas-Texas, the Missouri Pacific and 
the St. Louis-San Francisco. The suspended schedules propose 
to increase the rates on slack coal, carloads, from the Pittsburg, 
Kan., district and other stations in Kansas and Missouri to Grand 
Island and Superior, Neb., and related points. The following is 
illustrative: 


From Pittsburg, Kans., to Superior, N. 
pian gaa 3.16; proposed, to Superior, 


In I. and S. No. 2143 the Commission has suspended from 
June 5 until October 3 schedules :as published in supplement 
No. 1 to Jones’ tariff I. C. C. No. 1517. The suspended schedules 
propose to revise the rates on™cement, carloads, from Dixon, 
Ill., to La Salle, Il]l., and Hannibal, Mo., to stations in Kentucky 
on the Louisville, Henderson & St. Louis on the combination 
basis, resulting in reductions ranging from % cent to 5 cents per 
100 pounds. The following statement of rates to Owensboro, 
Ky., is illustrative: 


esent, 2.55; to Grand 
2.67, to Grand Island, 


~ 


Present, from Dixon, Ill., 20.5; Hannibal, Mo., 20; LaSalle, Ill., 
19.5. Proposed, from Dixon, ti., Hannibal, Mo., and LaSalle, Ill., 15.5. 


In I. and S. No. 2135, the Commission has suspended from 
June 2 until September 30 schedules as published in the fol- 
lowing tariffs: 


The Delaware, Lackawana & Western R. R.: Supplement No. 1 
to I. C. C. No. 20641; I. C. C, No. 21195; Erie Railroad Company (Lines 
east): Supplement No. 1 to I. C. C. No. 17027; Supplement No. 1 to 
I. C. C. No. 17089; I. C. C. No. 17481; I. C. C. No. 17482. 


The suspended schedules propose to cancel existing any 
quantity commodity rate on boots and shoes and to apply class 
rates in lieu thereof, from various manufacturing points in New 
York state to various points in Trunk Line and New England 


territories. The following illustrates the changes proposed: 
FROM ENDICOTT, N. Y. 
Present Proposed 
To C.L. L.C.L. C.L. L.C.L. 
ESS SS. SRO ares er 47 47% 561% 6614 
Phitnddligblas: Pais vos 60s cevewcvessscce 47 4716 56% 6614 
WOOGEO, BEOEB. ccccccovecccccecccecces 2814 Jae 63 ores 


In I. and S. No. 2136, the Commission has suspended, from 
June 1 until September 29, schedules as published in supple- 
ment No. 10 to Georgia Railroad I. C. C. No. N766. The sus- 
pended schedules propose to cancel the application of Agent 
B. T. Jones’ “Rules for Constructing Combination Rates” on 
stone, carloads, from points in Georgia to points generally 
located north of the Ohio River or west of the Mississippi River. 
The proposed change would result in the application of full 
combination rates to points where no through rates are in 
effect which would be higher than the present rates made by 
the use of the combination rule. 

In I. and S. No. 2137, the Commission has suspended, from 
June 1 until September 29, schedules as published in tariffs 
issued by Fay, Gleen and Leland and by various carriers. The 
suspended schedules propose to cancel the use of the combina- 
tion rule in connection with rates on cotton and cotton linters 
from points in the southwest to various interstate destinations. 
The following is illustrative: 


_) 
Boston, Mass. New York, N. Y. 


From Pres. Prop. Pres. Prop. 
0 EE ee Pee ee 173 191 167 185 
DE GM istouss peceedecbadeewese 176 194 170 188 


In I. and S. No. 2138, the Commission has suspended, from 
June 1 until September 29, schedules as published in supple- 
ments Nos. 13, 14, 15 and 16 to Pennsylvania G. O. I. C. C. No. 
13641. The suspended shedules propose to increase rates on 
canned goods, viz., fish, fish roe, fruits, vegetables, oysters and 
tomato pulp, carloads and less than carloads, from points in 
Delaware, Maryland and Virginia to destinations on the Central 
Railroad of New Jersey in New Jersey and Pennsylvania. The 
following rates are illustrative: 


esent Proposed 

From C.L. L.C.L. C.L. L.C.L. 
PRUNES EL 5s odin 0 be ee cet ncds olive 25 32 28 35 
pO EP ee ee ees 25 ible’ 28 a 


In I. and 8. No. 2139 the Commission suspended, from June 
2 until September 30, schedules as published in Duluth, South 
Shore & Atlantic I. C. C. No. 3404. The suspended schedules 
propose to increase the distance rates on saw logs, carloads, 
on traffic intended for manufacture and reshipment, between 
stations on the Duluth, South Shore & Atlantic Railway. The 
following rates are illustrative of proposed changes: 


Between Ewen, Mich., and Saxon, Wis., present, 3; proposed, 3%. 
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In I. and S. No. 2140 the Commission has suspended, from 
June 1 and later dates until September 29, schedules as pup. 
lished in various tariffs of Boyd and Jones and certain carriers 
operating in Trunk Line Territory and Central Freight Agso. 
ciation territories. The suspended schedules propose to change 
the provisions governing the loading and unloading of carloag 
package freight at various points in Trunk Line and Centra] 
Freight Association territories by the establishment of a charge 
of 50 cents per ton for such services when performed upon re- 
quest of consignor or consignee, except at Pittsburgh, Pa., where 
the charge proposed is 65 cents per ton. 

In L and 8. No. 2133 the Commission has suspended from, 
May 31 until September 28, schedules in supplement No. 5 to 
Texas & Pacific I. C. C. No. 3074. The suspended schedules pro. 
pose to increase the rates on cotton linters, carloads, from vari- 
ous stations in Louisiana on the Texas & Pacific Railway to 
New Orleans, La. The following is illustrative of proposed 


changes: 

Giceis m= = New Orleans 
Ft oy ED eS Se eee ae ee ae ryan a 
nN a ae on ne ee a 64 79% 
Se eee eae ty ae 67% 92 


In I. and S. No. 2134 the Commission has suspended ffom 
May 31 and later dates until September 28, schedules as pub- 
lished in the following Delaware & Hudson tariffs: Supplement 
‘No. 19 to I. C. C. No. 18493; supplement 12 to I. C. C. No. 13558: 
supplements Nos. 13 and 14 to I. C. C. No. 13561. The suspended 
schedules propose to increase the rates on crushed and ground 
slate from points in New York and Vermont to Buffalo, N. Y., 
and related points. The following is illustrative: 


From Poultney, Vt. 


To Present r 
Te: i Se Foe ae ee eee ee 16 ah aes 
ME hae oC aie ec phe tase vive. ox sob Adee t 16 17 
Niagara Pradig;, Noe er ese AES. 16 17 


In I. and S. No. 2141 the Commission has suspended fr 
June 5 until October 3, schedules as published in peered. 
Nos. 9, 11 and 12 to Glenn’s I. C. C. No. A-439. The suspended 
schedules propose to change the definition of the term “han- 
dling,” as applied to traffic moving over the wharves at Vir- 
ginia, South Atlantic and Gulf ports, by providing that the hap- 
dling charges as published in tariff would be assessed on traffic 
loaded on or unloaded from box cars placed on marginal tracks. 


LIVESTOCK RULE CANCELLATION 


Cancellation of the combination rule on 
western points to destinations in the east is Sau 
S. 2126, heard before Examiner Pyne at Chicago, June 6. 

J. G. Morrison, assistant general freight agent of the Nortb- 
ern Pacific, explained the nature of the cancellation. He said 
that in Morris’ Tariff 228, I. C. C. U. S. 1, there was published in 
the period of Federal control the combination rule, which al- 
lowed only one of the increases applicable to one of two locals to 
apply when they were added together to make the combination. 
+ saproeF aa y: Order 28, each of the locals would be increased, 
he b 

He testified that there arose considerable criticism of the 
rule because of its complexity and that it had been the wish of 
the tariff department of the Commission that the carriers do 
what they could to get rid of the tariff. In line with the desire 
of the Commission, the Northern Pacific had cancelled the com- 
bination rule, in application to livestock, in the supplements 
under suspension, as well as in nine other supplements not sus- 
pended. Another reason for their cancellation, he said, was 
that little livestock moved over the Northern Pacific, subject to 
the rule, and, therefore, there was not really any advance in the 
rates. ' 
D. E. Staley, for the Chicago, Milwaukee & St. Paul, and 
P. B. Beidelman, for the Great Northern, testified that condi- 
tions on their lines were much the same as on the Northern 
Pacific, as well as their reasons for cancelling the tariffs, and 
that they concurred in the testimony of Mr. Morrison. 

L. A. Newell, for Armour & Company, protestant, said 
there was a movement of livestock from the points to which 
tariffs applied, and, while not as large as elsewhere, it was 
sufficiently great to cause an increase in rates. He said one 
reason for some of the lines’ proposed tariffs not being suS- 
pended was that certain shippers who might have protested 
did not get hold of the tariffs. He said the effect of the can 
cellation would be to put the rates on the basis of the full 
combination of locals. : 

A. G. Baker, for the Cleveland Union Stock Yards, testified 
to much the same effect as Mr. Newell, emphasizing the point 
that there was considerable movement of livestock from the 
points in question and that an increase in rates would result. 

L. J. Quasey, for the Illinois Agricultural Association, tes 
tified as to the effect on the farmers of the concellations, which 
would be that they would have to pay increased rates, on the 
basis of locals. He said that, although some roads had & 
pressed a willingness to establish through proportional rates, 
their objection to doing so, when there was only a small move 
ment, and that from a number of different points, hit the farme?. 
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Note the size of this Admiral Oriental Liner, the vast cargo space and immense 
cargo booms which facilitate loading and unloading Oriental cargo. 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 


between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


PRESIDENT MADISON 
PRESIDENT JACKSON 


PRESIDENT JEFFERSON ................ 


PRESIDENT GRANT 


Ce eeerereteeeeeeesene 


.. June 13 


Direct Freighter Service 


Japan, Shanghai, Dairen, Taku Bar, Tientsin 
I 5. 5576 nhs, ba leiesibrers, 0 G:2 sivas od Oe cred 


WEST ISON 


WHEATLAND MONTANA................ 
Also Regular Sailings Direct to Foochow, Amoy, Swatow, 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Cebu, Iloilo. 


& © 16, 016 0.6. 915 6 © 00 #7 6.0 6 6 6 2 0.8 © 0/8 'b.0'9 om 


.. June 15 





Chicago—Merchants Loan & Trust Bldg., 112 W. Adams 8t., Phone 
Randolph 7739 

New York—32 Broadway, Phone Bowling Green 9234. 

Detroit—Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—429 Pacific Electric Building. 

Portland—101 Third St., Cor. Stark. 

Seattle—409 L. C. Smith Building. 





L. L. BATES, General Freight Agent, Seattle, Wash. 


ANA) 


MANAGING AGENTS 
U.S.SHIPPING BOARD 
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Here’s a Book 
You Ought to Have 





“THE TRAFFIC WORLD” 
says— 


“A lot of information is contained in the 
small space occupied by a copy of the Inter- 
national Correspondence Schools’ new Traffic 
Man’s Handbook. Issued in uniform size and 
binding with the other books of this series, it 
contains much information unknown to traffic 
men and much information known to them but 
not otherwise readily available. Chapters on 
tariff interpretation, classification, and articles 
on demurrage, storage in transit, etc., are 
interspersed with practical information as to 
packing, marking and other mechanical details 
of traffic work. The organization and equip- 
ment of an up-to-date traffic department is 
described in great detail. The value of the 
book is enhanced by the reproduction of the 
Act to Regulate Commerce, and by a compre- 
hensive index. It contains almost 400 pages. 
The handbook was written and compiled by 
Professor Asa Colton, lecturer on trade and 
transportation, New York University.” 


PRICE, ONLY $1 


385 Pages 
334 "x54" 
Written and compiled by 
ASA COLTON 
Lecturer on Trade and Transportation 
New York University 


Just fill out the coupon below—slip it into 
an envelope with a dollar bill and mail. This 
385-page I. C. S. Traffic Man’s Handbook will 
come speeding to you by return mail. Money 
back if not satisfied. 


{Lc.S- 
TENE 


PAS 
SBoTt 


INTERNATIONAL CORRESPONDENCE SCHOOLS 
Box 6723-C, Scranton, Penna. 

I enclose One Dollar, Please send me— 
postpaid — the 385-page I. C. S. Traffic 

Man’ s Handbook. It is understood that if 

I am not entirely satisfied I may return 

this book within five days and you will 

refund my money. 


eee eee eee eee eee eee eee eee eee eee ee ee 
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TO RELIEVE N. Y. CONGESTION 


The Trafic Worid New York Bureaus 


Replying to a complaint from the Queens Borough Chamber 
of Commerce of increasing congestion over the Long Island 
Railroad float bridges, where freight is interchanged with the 
trunk lines, and at the railroad terminals in New Jersey, Chair- 
man De Witt Van Buskirk of the Port of New York Authority 
has promised relief through the early opening of Belt Line No. 
1, known as the keystone of the Comprehensive Plan, on the 
eastern side of the port district and in advance of the new 
construction needed to connect this line on the New Jersey side. 

A sub-committee of the Port Authority has been appointed 
to investigate the feasibility of the route through Fresh Pond 
Junction over the New York connecting railroads via Port 
Morris. Commissioner John F. Gavin, chairman, and Lewis H. 
Pounds, vice-chairman, will conduct the inquiry. 

W. W. Drinker, chief engineer of the Port Authority, issued 
a statement saying that freight can be sent from the New Jer- 
sey railroads via Belt Line No. 13, which will be open for 
traffic in August, by a connection from the belt line to the 
tracks of the Pennsylvania to Greenville on the Bayonne penin- 
sula. His statement follows: 


It appears from the conference held on May 27 between the sub- 
committee and engineering staff of the Port Authority and the operat- 
ing officials of the Pennsylvania, Long Island, New York Central and 
New York, New Haven and Hartford Railroad Companies that it is 
physically practicable to take the Long Island freight of the New York 
Central Railroad over the Hell Gage bridge of the New York Connect- 
ing Railroad to Fresh Pond Junction for delivery by the Long Island 
Railroad to Brooklyn and Queens. 

This is the route preferred by the Queensboro Chamber of Com- 
merce in its request to the Port Authority that authorization be given 
the carriers to reopen this route in order to relieve congestion at the 
Long Island City float bridges and to give better service for the Long 
Island traffic of the New Jersey railroads, which now use those 
float bridges. 

It is urged that the.routing of the New York Central's freight in 
this manner would be a step in the effectuation of Belt Line No. 1 of 
the Comprehensive Plan, giving traffic relief for all the railroads of 
the port district. 

In my opinion, since the waterfront Belt Line No. 13 of the Port 
Authority running between Edgewater and Bayonne will be fully 
equipped and open for traffiic in August, it can be made of early serv- 
ice to Brooklyn and Queens Boroughs, as well as to New Jersey by a 
connection with the tracks of the Pennsylvania Railroad at Greenville 
on the Bayonne peninsula. Such a connection might readily be used 
to bring the freight of the New Jersey railroads into Long Island via 
Belt Line No. 1. The route would be opened by way of the Pennsyl- 
vania carfloat ferry, and I see no engineering reason why this route 
would not be more rapid and efficient than such service via the Long 
Island float bridges. 

Among the reasons for the Pert Authority’s decision to make Belt 
Line 13 the first step in the effectuation of the Comprehensive Plan 
was this possible provision, which would effectuate Belt Line No. 1 for 
Long Island prior to the completion of Belt Line No. 1 on the New 
Jersey side. 

This Belt Line No. 13 may be made to afford to Greater New York 
a more extended service than the immediate relief which it promises 
to Manhattan alone for inland universal terminal stations with motor 
truck delivery from the New Jersey side. 

Of course by building break-bulk stations along Belt Line 13 con- 
tiguous to existing Hudson River crossings and by bringing cars loaded 
with freight for Manhattan to those platforms, the truck hauls can be 
materially shortened. Also, sites for break-bulk stations which are 
not now afforded by waterfront yards of some of the New Jersey 
railroads would be provided. 

This service of Belt Line No. 13 will be of tremendous advantage 
to Manhattan shippers and receivers of freight. If added to it, the 
Pennsylvania connection at Greenville is provided, we may see an 
early and comprehensive development for the benefit of the com- 
mercial interests of the entire port district. 


N. Y. RAIL RATES REDUCED 


The Trafic World New York Bureau 


Reduction in railroad rates between various points in the 
New York terminal district. ranging from 35 to 60 per cent, as 
a result of the opening of Belt Line No. 13 of the plan of the 
Port of New York Authority, will be made shortly by the trunk 
line roads entering the port, according to a statement from 
DeWitt Van Buskirk, chairman of the Port Authority. 

Agreement on the reductions has been reached between the 
Port Authority and the railroads, effective with the opening 
of the belt line in August. An explanation of these changes 
in detail have been made in a statement issued by Mr. Van 
Buskirk, reading as follows: 


As a result of conferences just concluded by the Port Authority 
with the traffic committee of the carriers_entering the port of New 
York, Belt Line No. 13, running from Edgewater to Bayonne on the 
New Jersey side will begin during August, serving the entire Port of 
New York district with cheaper freights. It will help lower the cost of 
living in Manhattan, Rronx, Brooklyn and Queens Borough, as well as 
in Staten Island and New Jersey communities. 

Mr. Drinker, chief engineer of the Port Authority, has pointed 
out that the unified operation along this short line can be made of 
early service to Brooklyn and Queens Boroughs by a connection with 
the tracks of the Pennsylvania Railroad at Greenville, giving access 
for foodstuffs and clothing. building materials and manufactures into 
Long Island via Belt Line No. 1. which is a sixty-mile belt line serving 
the whole Port of New York district. 

Virtually all the circuitous routes of which the Port Authority has 
complained are abolished as a result of linking up Belt Line 13 under 
what has been called a “Judge Landis’” management. As examples, 
a direct haul of but 13% miles will be substituted for a former cir- 
cuitous route of 179.5 miles; another route will give 8 miles direct 
along the Belt Line in place of the old circuitous haul of 115 miles; 
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another short and rapid haul of 4 miles on the Belt Line will replace 
the old route of 58 miles, and so on. 

The new Belt Line is to be used for routing traffic between most 
of the nine terminals of the transcontinental lines on the New Jersey 
side, and in two instances, carfloat routes are abandoned in favor of 
the Belt Line all rail service. 


Class rates are materially reduced between many points in the 
port district on all trunk lines. In place of eighteen scales of these 
rates formerly existing, a new and single scale is established between 
the trunk line terminals along the Belt Line. 

A uniform class rate structure is established between all points 
in the port district. This substitutes for fifty-four different . scales 
existing prior to the conference, three simplified scales of rates on 
all transcontinental trunk lines. 

The reductions in individual rates run as high as 60 per cent, and 
probably average 35 per cent in the reductions for all changes of rates. 

The pledge of co-operation made. by the carriers entering the port 
district last September has been carried out in all respects, with the 
exception of reciprocal switching on Belt Line 13, a matter which the 
Port Authority does not press at the present time, while taking care 
that none of the rights of the public with respect to reciprocal swich- 
ing is waived. The rates will be in effect during August when the 
physical changes, including a new signaling system and costing the 
companies half a million dollars, are completed. abs ; 

Conferences have been for some time under way with the officials 
of the carriers relating to the unification of Belt Line No. 1 on both 
sides of the port district, and the Port Authority is proceeding with 
all due dispatch in an inquiry looking toward an early relief of traffic 
congestion in the heavily populated areas of Brooklyn and Queens. 


In an interchange of letters between Julius Henry Cohen, 
counsel of the Port Authority, and Robert J. Cary, chairman 
of the committee of counsel of the trunk line railroads, it was 
brought out that, while not satisfied with the material conces- 
sions by the carriers in traffic arrangements on belt line 13, 
the Port Authority “will not insist at the present time upon 
the inauguration of switching charges between the points in- 
volved. You will understand by this,” Mr. Cohen wrote Mr. 
Cary, “that the Port Authority did not waive the right at any 
time, either in the consideration of the new tariffs to be pro- 
posed, or at any other time, to press in conference with the 
interested carriers or before the Interstate Commerce Com- 
mission the consideration of this matter.” 

A copy of this letter, together with Mr. Cary’s reply, has 
been sent to Chairman Aitchison of: Division V of the Inter- 
state Commerce Commission, which, concurrently with the Port 
Authority, held hearings during April and September of last 
year that have eventuated in the traffic changes above described. 


REDUCED FERTILIZER RATES 


Rate reductions up to 51 per cent on fertilizer :shipped in 
less-than-carload quantities were announced May 29 by the 
Western Trunk Line Committee, representing 26 railroads oper- 
ating throughout western trunk line territory. The new rates 
become effective at once, and continue until May 1, 1926. 

Many farmers, it is explained, cannot buy fertilizer in car- 
loads, which has made it almost impracticable for them to buy 
any because not enough farmers would join in giving a large 
order. The result has been a loss of business for the manufac- 
turers, and, incidentally, a smaller volume of traffic for rail- 
roads in that particular commodity. Here are some typical 
reductions under the new rates: 

From St. Louis to Wichita, Kans., 4444 cents a hundred 
pounds, a reduction of 51.4 per cent; St. Louis to Lincoln, Nebr., 
31% cents, a reduction of 38.9 per cent; St. Louis to Topeka, 
Kans., 34% cents, a reduction of 40 per cent; St. Louis to Omaha, 
Nebr., 25% cents, a reduction of 22 per cent. 

The lower rates apply also from Chicago to points named in 
the foregoing. From Chicago to Kansas City, Mo., the new rate 
on fertilizer will be 37 cents a hundred pounds, a reduction of 
27% per cent; from Chicago to Sioux City, Iowa, 37 cents, reduc- 
tion 274% per cent; Chicago to Sioux Falls, S. D., 37% cents, 
reduction 27.3 per cent; Chicago to Des Moines, 28 cents, reduc- 
tion 32.6 per cent; Chicago to Grand Island, Nebr., 55 cents, 
reduction 42.2 per cent. 

E. B. Boyd, chairman of the Western Trunk Line Commit 
tee, says the reduced rate on fertilizer in small lots is a contribu- 
tion of the railroads to the educational work now being done! 
among farmers to increase production. 


CONDITION OF LOCOMOTIVES 


Locomotives in need of repair on May 15 totaled 11,866, or 
18.4 per cent of the number on line, according to a tabulation 
of reports filed by the carriers with the car service division 
of the American Railway Association. This was an increase of 
426 locomotives compared with the number in need of repall 
on May 1, at which time there were 11,440, or 17.8 per cent 

Of the total number, 6,366, or 9.9 per cent of the number 
cn line, were in need of classified repairs, an increase of 26 
compared with the number in need of such repair on May - 
at which time there were 6,105, or 9.5 per cent. Reports also 
showed 5,500, or 8.5 per cent, in need of running repairs, a0 
increase of 165, compared with the samé previous date. 

The railroads on May 15 had 6,225 serviceable locomotives 
in storage, an increase of 146 compared with the number 0 
May 1. In the first half of May, 29,353 locomotives were re 
paired and turned out of the shops, compared with 29,691 in the 
last half of April. 
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A New Package 
Freight Service 


ALL VESSELS REFRIGERATED 


MINNESOTA - ATLANTIC 
TRANSIT COMPANY 


LAKE-AND-RAIL ROUTE — Regular sailings 
from Duluth every MONDAY, WEDNESDAY, 
FRIDAY. Sailings from Port Huron every MON- 
DAY, THURSDAY, SATURDAY. 

Now making 5 th- day morning delivery of 
Dairy Products into New York City on eastbound; 
and 6th and 7th-day morning delivery into Duluth 
from New York City on westbound. 

All freights move from Port Huron on manifest 
trains. 
ALL-WATER ROUTE—Regular sailings every 
cther SATURDAY. 


SHIP VIA MATCO 


Minnesota - Atlantic Transit Company 
GENERAL OFFICES: 


McDougall Terminal Building, Duluth, Minn. 
W. S. Jenks, Manager A. R. Sheff, G. F. A. 

















AGENTS 
Minneapolis—J. L. Losie, G. A., 205 Metropolitan - peatine- 
St. Paul—H. T. Petit, G. A., 709 Merchants Bank Building. 






Chicago—D. R. Peck, G. A., ’208 8S. La Salle Street. 


New York City 1 1. B. Jones, G. 
Ww. ’ 












A., 
Eastern Agent, bar State Street. 
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New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 
Baltimore New York Norfolk 
June 7 Junel3 June 14 
June 14 June 19 June 20 
June 21 June 27 June 28 


THEREAFTER EVERY WEEK 


EASTBOUND SAILINGS 
San Francisco Los Angeles 
June 14 June 16 


.. June 28 June 30 
June 21 June 26 
THEREAFTER EVERY WEEK 


—— Jose de Guatemala, La Libertad, 
ana (Eastbound), Baltimore (East. 


‘sae scan 
rene Norfolk and ‘New 4% 
FARES, to Los Angeles or San Francisco, FIRST CLASS, $250 and up 
PANAMA SERVICE 
Between San Francisce, Les Angeles, Mexico, Central America and Canal Zone 
S.S. SAN JUAN sails from San Francisco June 29 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. 5. COMPANY 


10 Hanover Square, New York alifornia St., San Francisco 
605 Central Leraget Los Angele, Calif. 





PAGE & JONES 


Ship Brokers and 
Steamship Agents 


Mobile, Alabama, 


REGULAR MONTHLY SERVICE 


U.S. A. 
A-1 STEAMERS 


Mobile, Pensacola and Gulfport 
TO 


Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic Ports 


ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager e 


KANSAS CITY OFFICE: 624 New York Life Building 


A. J. FORD, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc., 25 Beaver Street 
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LAKE AND RAIL RATES 


The elimination of routes by the withdrawal of joint through 
lake and rail rates to points in the east via the Buffalo gate- 
way was protested in the hearing of I. and S. 2113, by Exam- 
iner Pyne at Chicago June 2. The principal roads involved 
are the Lackawanna, the Erie and Lehigh Valley and the tariffs 
of these roads, withdrawing the joint through rates, have been 
suspended until September 7. 

D. ©. Lawrence, general freight agent of the Lackawanng, 
testified as to the nature of the rates, saying they applied in 
connection with the Great Lakes Transit Company and the 
Cleveland and Buffalo S. S. Line. He then outlined briefly the 
territory that would be affected, as Trunk Line and New Eng- 
land territory generally. Shippers could, however, according to 
him, reach the territory by other routes. He testified as to the 
comparatively small volume of traffic moving under these rates 
over the Lackawanna in 1923, and said that he believed other 
roads could handle it without being unduly burdened. He ex- 
plained that the Lackawanna wanted to give up the traffic, be- 
cause it was unremunerative, and he introduced exhibits, tend- 


ing to show that the carrier was out of pocket on much of 
the service. 


C. L, Chapman, general freight agent of the Erie, said that 
shippers would be less affected by the Erie’s withdrawal than 
by that of the Lackawanna. However, he subscribed to much 
the same testimony as that entered by Mr. Lawrence. 


O. F. Johnson, general freight agent of the Lehigh Valley, 
said that withdrawal by that line affected practically no one, 


and described the territory involved as being the less populous 
parts of New England. 


C. G. Vandenover, representing the Southern Minnesota 
Mills, an organization of 42 flour mills in southern Minnesota, 
Wisconsin and Iowa, said that any elimination of routes seri- 
ously affected the ability of shippers he represented to reach 
the eastern market. He contended that the carriers were dis- 
satisfied with the traffic because they could come to no sat- 
isfactory division of the rates. He said that the roads, rather 
than withdrawing the routes, ought to settle on more agree- 
able divisions of the revenue. He said that, in his opinion, any 
effort to close water and rail routes amounted to discrimination. 


Lee Kuemple, representing the Minneapolis Traffic Associa- 
tion, told how the tariffs under suspension would affect the 
rates in a broader sense, and entered testimony tending to 
show that all the routes now existing were necessary to the 
welfare of the shipper in the northwest. 


FINANCE APPLICATION 


The Norfolk & Portsmouth Belt Line Railroad Company 
has asked the Commission for authority to make a note for 
$50,000, 6 per cent interest, and deliver it to the Norfolk Na- 
tional Bank in curtailment and renewal of a note held by it for 
$75,000. The $75,000 note will become due July 16, 1924, and 
the reduced amount is to run for one year. 

The Wisconsin Telephone Company has asked permission 
to acquire control of the LaFayette County Telephone Company 
by the purchase of a controlling interest of the LaFayette 
County’s capital stock. 

The Baltimore & Ohio has apvlied for authority to issue 
* $4,160,000 of refunding and general mortgage 6 per cent bonds 
and to pledge the bonds from time to time for short-term loans 
and to issue bonds of certain subsidiaries to be pledged as 
security under the mortgage. . 

The Chicago & North Western has applied to the Com- 
mission for authority to issue and sell $3,150,000 of general 
mortgage 5 per cent gold bonds at a price of not less than 98% 
per cent of par for the purpose of reimbursing the applicant’s 
treasury for expenditures heretofore made in the retirement of 
underlying bonds and for additions and betterments. Authen- 
tication and delivery of the bonds was authorized by the Com- 
mission in January. 

The Ann Arbor and its subsidiary, the Ann Arbor Boat Com- 
pany, have applied to the Commission for authority for the 
boat company to issue, and the railroad to guarantee, $800,000 
of first mortgage floating equipment serial 6 per cent bonds, 
for the purpose of acquiring one new steel car ferry having 
a capacity of 30 standard freight cars. The bonds are to be 
sold at 90% to the Union Trust Company of Cleveland. 

The Erie has applied to the Commission for authority to 
pledge $2,000,000 of its first consolidated mortgage general lien 
bonds and $4,992,000 of its refunding and improvement mort- 
gage bonds and to issue and pledge $8,200,000 of refunding and 
improvement mortgage bonds. The bonds will be pledged for 
loans from the government and also for short-term notes. 

The Castleman Valley has applied for authority to issue 
$110,000 of common stock and $390,000 of 7 per cent cumu- 
lative preferred stock. The stock will be used in connection 
with acquisition and rebabilitation of the Northern Maryland 
& Tidewater. 


The Baltimore & Ohio has applied to the Commission for 
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authority to‘sell $35,000,000 of 6 per cent refunding and general 
mortgage bonds. The bonds will be used to refund an outstand. 
ing loan of $5,000,000, $5,000,000 of Schuylkill River East Side 
Railroad Company first mortgage 4 per cent bonds, and in ex. 
change for and in lieu of $25,000,000 of refunding and genera] 
mortgage bonds. The company said the application was for 
authority to do the things necessary and preliminary to the sale 
of the $35,000,000 of bonds. The company said the sale of the 
bonds would provide part of the funds necessary for the re. 
funding of its obligations maturing in 1925 and to reimburse its 
treasury for expenditures heretofore made for additions and bet- 
terments and for other corporate purposes. The company said 
that, subject to the approval of the Commission, the bonds had 
been sold for cash at 96% and accrued interest to a syndicate 
composed of Kuhn, Loeb & Company and Speyer & Company. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Baltimore & Ohio to 
issue $5,570,000 of refunding and general mortgage 6 per cent 
bonds and to pledge them for short term loans. Subsidiaries 
of the B. & O. were authorized to issue underlying bonds. 

The High Point, Thomasville & Denton has been author- 
ized to issue and sell at not less than par $250,000 of common 
capital stock and to issue not more than $200,000 of promissory 
notes. 

The Georgia, Southern & Florida has been authorized to 
issue $438,000 of debenture 5 per cent bonds to be exchanged 
for first mortgage bonds of the Hawkinsville & Florida South- 
ern. 

The Maryland & Delaware Coast Railway Company has 
been authorized to operate a line of railroad in Caroline county, 
Maryland, and Sussex county, Delaware, extending from a point 
near Denton, Md., to Lewes, Del., a distance of about 40 miles. 


The Kalamazoo, Lake Shore & Chicago has been authorized 
to abandon its line of railroad from Kalamazoo to Lawton, 
Mich., a distance of about 16 miles. 


The Commission has authorized the Salina & Santa Fe 
Railway Company to acquire by purchase a line of railroad in 
Saline, Lincoln, Mitchell and Osborne counties,- Kansas, to 
issue $300,000 of common capital stock and use the proceeds 
in connection with the purchase of the property. The Atchison, 
Topeka & Santa Fe was authorized to acquire control of the 
Salina & Santa Fe by purchase of capital stock and lease of 
the property. 

The New York Central Lines have been authorized by the 
Commission to have issued $25,050,000 of equipment trust certifi- 
cates and to sell them at not less than 98 per cent of par and 
accrued dividends in connection with the procurement of equip- 
ment. The certificates will be issued by the Guaranty Trust 
Company of New York under an equipment trust agreement. 


The Santa Fe has been authorized to acquire by purchase an 
undivided one-half interest in a branch line of railroad extending 
from a connection with the main line of the Southern Pacific at 
or near Magunden to Arvin, in Kern County, Cal., a distance of 
16.75 ‘miles, with two spur tracks having an aggregate mileage 
of 3 miles. 


REPARATION HEARING 
Reparation on a carload of nitrate of soda, moving between 
New Orleans and Houston, Tex., January 28, 1921, is sought 
in Docket 15261, Armour Fertilizer Works against the New 
Orleans, Texas & Mexico et al., heard by Examiner Pyne, at 
Chicago, June 5. 


Paul Blanchard, for the complainant, made a statement to 
the effect that for seven or eight years prior to the time il 
question, a commodity rate had applied. This was canceled 
when the blanket rate adjustments of the Director-General 
were put in, he said, and left only the class rates. After the 
end of federal control, the commodity rate was restored. The 
car involved moved during the period of high rates and rep 
aration was sought on it. 

. W. W. Manker, assistant traffic manager of Armour & 
Company, told of the comparatively low value of the com- 
modity. He said reparation had been awarded on other cars, 
moving in the period in question, over different lines. He said 
the defendant carriers admitted that the higher, or 44-cent rate, 


was unreasonable to the extent that it exceeded the 24%4-cent 
rate. 


J. D. Gowin, appearing for the Gulf Coast Lines, based his 
testimony on a letter from J. A. Brown, general freight agent, 
to Mr. Manker, parts of which the witness read. It said, i 
part, that the carriers’ representatives realized that the rates 
were generally unsatisfactory in the period involved and that 
requests for readjustments were taken care of as quickly 4 
possible, following the end of federal control. However, com 
ditions then were not as at present, and a comparison wi 
anything approximating normal times was unfair and hardly 
a basis for reparation. 
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MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 
STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 
Reasonable Rates - Lowest Insurance - Prompt Service 


Mr. Manufacturer: -*ou 2rcbhousing and distribution 


problems made easy in our Warehouses 


ae TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices :—15th Floor, Central Bank oe 
MEMPHIS, TENN. 


Consult us regarding your 


WAREHOUSING 
STORAGE 
DISTRIBUTION 


Daily Deliveries by Zone System 


within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 





Manager General Stora 
178 Atlantic Avenue, ton, ay | 


Total General Storage Capacity 
9,706,000 Cubic Feet 


+ 


Wharfage and Dockage 
Free Stores 


Customs Bonded Stores 
Internal Revenue Bonded Stores 
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Personal Notes 






A. S. Lucas has been appointed general agent of the Lou- 
_ & Arkansas and the Mississippi Central at Birmingham, 

la. 

F. J. Keating has been appointed to the new géneral agency 
of the Great Lakes Transit Corporation, at Kansas City. 

G...H, Muckley..has been,..made. assistant general attorney 
of the Southern Pacific, with office at New York. ve 

John W. Cloud has been appointed commercial agent of 
the Erie at St. Louis. Herman A. Bockman has been appointed 
commercial agent at Kansas City. 

Frederick H. Wood, former general attorney and commerce 
counsel of the Southern Pacific, has become a member of the 
firm of Cravath, Henderson & De Gersdorff, New York. 

J. S. Mahoney has been made general agent of the Lehigh 
Valley at Seattle, Wash. 

Burford Freeman has been appointed*commercial agent of 
the Transmarine Lines, with headquarters at Fort Worth, Tex. 

W. N. Sower has been made traveling freight agent of the 
Norfolk & Western at Roanoke, Va. 

The Norfolk Southern has abolished the office of traveling 
freight agent, with headquarters at Pittsburgh, following the 
resignation of C. C. Sampson. 

Frank Rawson has been appointed a member of the board 
of trustees of the Santa Fe Coast Lines Hospital Association. 
H. S. Wall has resumed his duties as mechanical superintendent 
of the Coast Lines. 

Raymond J. Wood has been appointed district freight rep- 
resentative of the Pennsylvania at Chicago. Albon Schauble 
has been made a Chicago freight representative. 

A. ©. Needles, president of the Norfolk & Western, has 
been elected to fill a vacancy on the board of directors of the 
American Railway Association. 

Harry P. Chatron has been appointed traveling freight 
agent of the Reading, with headquarters at St. Louis. 

L. P. Holden has been appointed traveling agent of the 

New York Despatch Refrigerator Line. 
_ J. L. Nisbet has been elected president and general agent 
of the Georgia, Florida & Alabama. G. S. Johnson has been 
elected vice-president and C. R. Shaw, second vice-president. 
R. B. Coleman has been elected a member of the board of 
directors. 


The Traffic Club of Chicago will hold an outing at the 
Calumet Country Club June 12. A number of golf prizes will 
be given. Luncheon and dinner will be served. 





The Akron Traffic Association will hold its seventh annual 
picnic, June 12, at Congress Lake. Sports planned are golf, 
tennis, boating, fishing, baseball and horseshoe pitching. Lunch- 
eon and dinner will be served. 





The Traffic Club of St. Louis will hold “A Big Blow-Out” 
and dinner, to end its spring activities, June 9. The announce- 
ment reads, in part, as follows: “A real program of high-class 
entertainment has been arranged (no speaking).” The club met 
at luncheon June 2. 





The Traffic Club of Pittsburgh’s list of nominees on the 
‘Members’ Ticket,” appearing in The Traffic World, May 31, 
omitted the name of W. H. Millard, general agent of the North- 
ern Pacific at Pittsburgh, for governor. 





The Traffic Club of Oklahoma City met at luncheon June 
2, E. Overholser, president of the Chamber of Commerce, was 
the speaker. The club will hold its annual jubilee June 16. 





The Transportation Club of Tulsa, Okla., will hold its fourth 
annual outing June 12, from noon to midnight, at the Oakhurst 
Country Club. A golf tournament and other games have been 
arranged. Bridge is planned for the women guests. Dancing 
will follow a dinner. 





The Border Cities Transportation Club held a fish dinner 
at the Lake View Hotel, Amherstburg, Ontario, May 21. Guests 
were present from Buffalo, Detroit and Chatham. 





The Traffic Club of Baltimore met June 3. Senator Wesley 
L. Jones spoke on “Section 28—Merchant Marine Act,” of which 
he is the author. The club will hold its summer outing at 
Buedel’s Park, June 21. 





The Keokuk Shippers’ Association will hold its first annual 
meeting June 23. James C. Davis, Director-General of Rail- 
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roads, will speak on “Some Problems of National Transporta- 
tion.” 





The Traffic Club of Atlanta met at luncheon June 2. Ait 
a meeting May 19 the resolutions of the Associated Traffic 
Clubs of America, adopted at Cleveland in December, opposing 
the making of rates out of political expediency, and viewing 
with concern anything that would restrict the Commission in 
its. consideration of any and all matters before it, were ap- 
proved. Members of the club have been asked to attend the 
annual meeting of the Southeast Shippers’ Regional Advisory 
Board, to be held in Atlanta June 10. 





The Traffic Club of Newark held an “Industrial Night” 
June 2. Short talks were made by several members on trans- 
portation matters, from the industrial point of view. It was 
the last meeting of the term. 





The traffic council of the Rochester (N. Y.) Chamber of 
Commerce will hold its fifth annual outing June 26 at Manitou 


Beach. A program of sports will be followed by a fish and 
chicken dinner. 





The York Traffic Club will hold its last meeting prior to 
the summer recess June 12. O. S. Lewis, freight traffic man- 
ager of the B. & O., will speak on “Seeing the Elephant.” 





The Transportation Club of Decatur will hold its “A. E. 
Staley Manufacturing Company Night,” June 19. A. E. Staley, 


president of the firm, will be the speaker. A musical program 
has been arranged. 


Julian Nance, president of the Traffic Club of Dallas, in 
reply to a letter from Senator Mayfield, in which the senator 
expressed a desire to see the interstate commerce act changed so 
that Texans might have their complaints adjusted by the Texas 
railroad commission, said that the club was not opposed to the 
adoption by Congress of policies regarding the carriers, so long 
as it did not enact laws depriving the Commission of the power 
to hear and decide such matters. Mr. Nance.said that the club 
felt that the Commission should not be instructed by Congress 
to reduce rates on agricultural products, although the club did 
not oppose an investigation to be made by the Commission of 
these rates. 

Senator ‘-Mayfield’s letter was in answer to the receipt of 
a communication from the club, informing him that it had ap- 
proved the resolutions adopted by the Associated Traffic Clubs 
of America, in December, 1923, protesting against the making 
of freight rates out of political expediency and the enactment 
of anything that would restrict the Commission. 


PACIFIC COAST BOARD 


An invitation to shippers in the Pacific coast states to at- 
tend a meeting in San Francisco July 11 for the purpose of 
organizing a Shippers’ Regional Advisory Board, similar to 
those boards already organized in other parts of the country, 
has been issued by the car service division of the American 
Railway Association. 


The meeting will be held in the ballroom of the Palace 


Hotel and shippers representing virtually every commodity pro-| 
duced in the western states will be present. In addition, invi-; 


tations are being sent to the various public utilities located in 
those states as well as to the members of the public utility 
commissions and also to all farmer organizations of various 
kinds asking them to be represented at the meeting. The states 
to be covered by the Pacific Coast Board will be California, 
Nevada, Arizona, southern Oregon and virtually all of New 
Mexico. 

The Pacific Coast Board will be the tenth similar board 
to be organized in various parts of the country since 1923. Simr 
lar boards will shortly be formed in Pittsburgh and Boston, 
thus completing the organization of the entire United States. 
Boards already organized follow: 

Central Western Regional Advisory Board, headquarters Omaha, 
Nebr., Great Lakes Regional Advisory Board, headquarters, Detroit, 
Mich. Atlantic States Regional Advisory Board, headquarters, New 
York, N. Y. Northwest Regional Advisory Board, headquarters, Min- 
neapolis, Minn. Ohio Valley Regional and Advisory Board, headquar- 
ters, Cincinnati, O. Southeast Shippers’ Regional Adv. Board, head- 
quarters, Birmingham, Ala. Southwest Regional! Advisory Board, head- 
quarters, Dallas, Texas. Trans-Missouri-Kansas Regional Advisory 


Board, headquarters, Kansas City, Mo. Midwest Regional Advisory 
Board, headquarters, Chicago, Ill. 


SOUTHEAST ADVISORY BOARD 


The Southeast Shippers Regional Advisory Board will hold 
its first annual: meeting and banquet at Atlanta, Ga., June 10. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 





June 
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FRONT TARIFF FILES 


(PATENTED) 


WETZEL DROP 













“By the Streets of By and By 
We Get to the House of Never’’ 


So it is with concerns 
that continue to postpone 
the purchase of a money 
making machine. 

A Wetzel Tariff File 
makes money every day for 
a lifetime. Get busy! 


Write us for information. 


P. A. Wetzel Company 


A Stack of Wetzel Drop Front Tariff File Sections Manufacturers 


(Measuring outside 45 inches wide, 5734 inches high and 13 inches deep) SPR INGFIELD, ILLINOIS 
This outfit can be obtained with the same sized drawers throughout ; 


Start with any number of sections and build up as your requirements grow. 


SECURITY WAREHOUSE CO. 


MINNEAPOLIS, MINN. 


Distributors of Merchandise throughout the Northwest 
for Manufacturers in other parts of 
the United States 


NEW YORK OFFICE: 23 VARICK STREET 


ELMER M. HILL, Representative in Charge 


Cost of our service on every variety of commodity submitted on application 
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Questions and Answers 


3 department will be answered questions of both legal and 
nature that confront ‘anaes with traffic. A specialist 
on interstate commerce law, who is a member of our legal departmen 
= give his opinion in answer to any simple question relating 

nterstate it. 


him in his work. d 
e t is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation 
herein con‘ 


. Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


too complex for the kind of investigation 





Liability of Carrier for Delay to Shipments Reconsigned, But 
Held for Clearance and Duty by U. S. Customs Required 
ments 
Kentucky.—Question: Under date of May 6, 1922, there 

was shipped from Strathcona, Alberta, Canada, via Canadian 
Pacific Railroad, a shipment of potatoes billed to Blank & Com- 
pany, Chicago, Ill., in bond to Chicago. This car was sold to 
me, and the Canadian Pacific Railroad Company issued a new 
bill of lading under same date, being May 6, 1922, billing this 
car to the Grower Sales Agency, Louisville, Ky., notify myself 
at Louisville. They, in turn (which I have found out later), 
issued reconsigning instructions to the connecting carriers. 
It developed that this car reached Chicago and, inasmuch as 
clearance papers were not on hand, the Soo Line Railroad, 
being receiving line at Chicago, notified the customs official 
of car being on hand and made no further effort to notify me 
or the shippers. It developed that the car remained on hand 
at Chicago nine days until customs official at Chicago could 
secure clearance papers in order for them to forward the car 
to Louisville. 

Have filed claim for loss on this car was due to the delay, 
contending that it was the duty of the Soo Line Railroad to 
have notified me of this car being on hand, inasmuch as same 
was consigned to order notify me. They contend they were not 
required to make an effort to forward this car to Louisville, 
inasmuch as Louisville was a port of entry, nor were they re- 
quired to notify me of this car being on hand at Chicago await- 
ing clearance papers. 

Answer: Until duty has been paid on imported shipments 
and clearance release secured, shipments moving in bond te 
an interior “port of destination” are under the control of the 
Customs Division of the United States government. The point 
to which they are originally consigned is always a “port of 
destination” established by the customs regulations and a point 
at which there is a custom house. The goods must be con- 
signed to such place for appraisement by customs officials and 
for the collection of duties, if dutiable. The carrier may accept 
instructions to divert the car to some other point, but it is not 
at liberty to act on these instructions until the shipment has 
been cleared at the custom house. 

Hutchinzon on Carriers (3d edition), section 755, states: 


The parties to the contract of carriage must be presumed to 
have contracted with the common knowledge of the necessity for 
customs detention and inspection, and the burden is on the shipper 
to make provisions for the passage of his property beyond the 
borders of the foreign territory. The carrier is wholly powerless 
to prevent its seizure and detention and he cannot be held ilable 
for its destruction, either in transit or at the place of destination 
while in the possession of custom house officials. 


Articles 674, Customs Regulations U. S. 1915, in effect in 
May, 1922, provided: “Diversions. The invoice and bill of 
lading shall show only one port of destination and shipments 
for immediate transportation cannot be diverted to any other 
port (of destination) than that named in the entry, except un- 
der instructions of the Treasury Department in each instance, 
which will be issued only when it is shown that through error 
the wrong port was named in the ‘immediate transportation’ 
entry.” 

The “immediate transportation entry” is the permission 
issued to the carrier at the international boundary to bring the 
shipment into this country. By the bonding process the carrier 
is permitted to bring the goods to an interior city or “port of 


destination” for appraisement and settlement of custom duty. 


The carrier’s tariff holding out the reconsigning privilege 
is wholly inoperative so far as effecting a change in destination 
is concerned, prior to appraisement and payment of duty, and 
we think that any court would hold that an acceptance of a 
reconsignment instruction and exchange of bills of lading would 
be tentative and conditional only, and that because both the 
shirper and the carrier are charged with observance of the cu3- 
toms law, they must both have impliedly understood that the 
change in destination would not be effected until the shipper 
had secured a clearance. Both parties are at fault, however, 
in handling the shipper’s order bill of lading, for that must be 
tendered tc the customs officials to establish ownership of the 
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goods and the shipper should have retained possession thereof 
until he had secured release. The shipper and carrier were 
both at fault here, but we do not think that it is material ex. 
cept that it may have contributed to the delay in securing 
release. But inasmuch as the shipper has the duty of securing 
this release he would hardly be able to plead the fault of the 
carrier in accepting this bill of lading as an excuse for his 
failure to secure the release. The “notify” party could not 
secure the release without having first secured title to the goods 
and the original order bill of lading establishing his ownership, 
The exchange bill of lading would hardly be good proof, we 
think, in view of the fact that it was invalid, being prohibited 
by the anti-diversion clause of the customs regulations. For 
this reason we think the Soo Line at Chicago had no duty to 
notify you of the detention. 

In Emery & Company vs. B. & M., I. C. C. 200, the Inter. 
state Commerce Commission stated: 


Transportation by rail from Canada to points in the United 
States by through route can only be accomplished by compliance 
with the law requiring the entry, payment of customs duties, and 
release. The stoppage, therefore, is not the act of the carrier or of 
the shipper. It is required by the law of the land. Without 
compliance with this law, the traffic cannot lawfully move over 
the through route. The carrier is under no obligation to perform 
this custom house service, but it must observe it and not move the 
traffic further without a release from the custom house. The duty 
of complying with the law rests with the shipper. 


From the above it will be seen that the carrier is not even 
holding out a reconsigning privilege on shipments in bond, and, 
inasmuch as both the vendor of these potatoes and the carrier 
had constructive notice of the customs law, they could not be 
said to be relying on the reconsigning tariffs as determining 
their rights. Plainly your vendor is at fault, in our opinion, in 
not clearing this shipment for you. When you purchased the 
car it was with the implied understanding that he was to ap- 
propriate the goods to your purchase contract, and he could 
not make them ready for delivery to you without first securing 
the release. Your action, as we see it, is against the shipper 
and not the carrier. 

Combination Rates—Percentage of Class Rate as Factor 

Ohio.— Question: We have been receiving quite a few cars 
of lime from the South on which there is no through rate, the 
rate being made up of a combination of a commodity rate to 
the Ohio River, plus a percentage of the local sixth class rate 
from the river. 

Will you kindly advise whether it is possible to construct 
a through rate, using Jones’ Tariff I. C. C. No. US-1? In other 
words, is the percentage of sixth class rate considered as a 
class rate or a commodity rate under the wording of the tariff? 

Answer: We know of no opinion of the Commission spe- 
cifically dealing with whether or not a rate based upon a 
percentage of a class rate is to be considered a commodity rate, 
so far as the application of Jones’ Tariff I. C. C. US-1 is con 
cerned. However, in Charles Boldt Paper Mills vs. Director- 
General, 62 I. C. C. 471, the Commission held that, with respect 
to the application of the minimum class scale, an exception to 
the classification, under which an article was rated 85 per cent 
of sixth class, was not to be considered a commodity rate. 

Freight Charges—Liability of Consignor 

New York.—Question: Approximately 18 months ago we 
forwarded a shipment f. o. b. point of origin to a customer who 
has since become bankrupt. Owing to the fact that the carrier 
was unable to collect their charges, they are now looking to 
us for payment. 


According to our understanding of the interstate commerce 
act, it is prohibited for a carrier to relinquish possession at 
destination of any freight transported over its line until all the 
tariff rates and charges thereon have been paid. I would 
appreciate it very much if you will advise me if under the 
above circumstances the carrier can enter suit against our 
company and collect charges on this shipment. 

Answer: While it is true that under the regulations pre 
scribed by the Commission covering the collection of charges at 
the time of the delivery of the freight, there should not be 
any occasion for the carrier to call upon the consignor, never 
theless, under the principle that the Consignor, as the party 
who entered into the contract of shipment with the carrier, i 
primarily liable for the charges, there seems to be no doubt 
of the carrier’s right to collect its charges from the consignot, 
unless the consignor otherwise stipulated, in accordance with 
the provisions of Section 7 of the bill of lading. 

Limitations Governing the Collection of Undercharges Refunded 
In Amounts of Supposed Overcharges 

Arkansas.—Question: We quote below copy of a letter 
received from the legal ‘department of the X Railroad which 
is self-explanatory. “Investigation in this claim has been Tt 
ferred to me for further handling with view to making collec; 
tion of the amount of $20.00 which was refunded to Mr. A 
through error. ; 

Mr. “A” paid refrigeration charges on this shipment iD 
the sum of $45.00 and thereafter filed claim for $20.00 refund 
alleging an overcharge. Our company on the 18th of May, 1922, 
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A Few 
Well-Known 
Users of 
International 
Motor Trucks: 


The good work of 21 Internationals 
owned by THE CHICAGO 
TRIBUNE resulted in the pur- 
chase of 28 Internationals by 
THE NEWS—New York’s 
Picture Newspaper. 


BLUE VALLEY 

CREAMERY CO. 
producers of the famous Blue 
Valley Dairy products, now have 
a fleet of 45 Internationals. 


BRINK’S EXPRESS CO. 
largest operator of armored 
trucks for transporting money, 
owns 61 Internationals. 


eae TELEPHONE & 
TELEGRAPH CO. 
FLEISCHMANN'S YEAST CO. 


and the 
SHERWIN-WILLIAMS CO. 
are owners of International fleets 


Over 500 Internationals are in the 
. service of ARMOUR & CO., 

CUDAHY PACKING CO. and 
L SWIFT & CO. 


: of the largest RAILROAD 
SYSTEMS in the country have in- 
vested in International haulage. 


606 So. MICHIGAN AVE. 


INTERNATIONAL 


THE TRAFFIC WORLD 


Automobile Comfort in Steering 


(eee Tre heavy-duty trucks now have a perfected steering 
gear which is a complete departure from present-day truck steer- 
ing design. If you know the cramped quarters and the scant attention 
invariably given the truck driver—and if you realize what it means to you 
in day-after-day hauling to maintain the driver’s comfort, efficiency, loyalty 
and general morale—this exclusive improvement will interest you. 


The International driver sits naturally and comfortably as in the finest 
passenger car, yet there is no sacrifice of loading space. To drive an 
International is to like it. May we have an opportunity to show your 
transportation department this new feature as well as a number of other 
features that distinguish our line of trucks? 


International Speed Trucks are built to carry loads up to 2000 pounds. 
Heavy-Duty Internationals are built in 3000, 4000, 6000, and 10,000-pound 
maximum capacities. Suitable bodies for every busirfess. Busses are 
furnished in a variety of chassis and styles of bodies to meet every passen- 
ger transportation need. Upon request we will gladly give you folders 
describing the trucks in detail and give you also the address of the nearest 
showroom where the full line of new models is on display. 


INTERNATIONAL HARVESTER COMPANY 


OF AMERICA 


(INCORPORATED) CHICAGO, ILL. 
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issued draft covering this alleged overcharge and in advis- 
ing the Y Railroad of this refund and for a recharge of same, 
we were advised that we were in error in making the refund 
and citing us to the tariff authority for the charge of $45.00, 
and upon further investigation we find that the correct charge 
is $45.00 instead of $25.00, as per Fairbanks Perishable Pro 
tective Tariff No. 1. ; 

In your letter to Mr. W of April 2nd, file R-373 you take the 
position that this claim is barred by the Statute of Limita- 
tions on the ground that it is more than three years since the 
shipment moved. 

In this you are in error, because the proper charge was 
collected at time of delivery. Hence there was nothing more 
due the carrier until we made the refund. The refund was 
made on the 18th of May, 1922, and the claim will not bar 
until three years thereafter. I am sure if you will consult your 
legal representatives on this subject.they will advise you we 
are correct in our position.” ; 

In your answer to a similar question in the January 5, 
1924 issue of The Traffic World it seems that you almost 
covered this particular case, but can you not advise us if 
there has been any specific decision by the courts along this 
line recently. In other words, will you answer to the question 
from Kentucky in the January 5 traffic world apply in this 
case? 

Answer: Apparently the shipment in question was an intra- 
state shipment and therefore subject to the laws of the state 
in which it moved. 

The answer to which you refer relates to the recovery by a 
shipper of an overcharge collected in the amount of an 
alleged undercharge, while in the instant case the carrier is 
seeking to collect an undercharge refund as an overcharge. 
Our answers, under the caption “Limitations Governing Col- 
lection of Undercharges Refunded in Amounts of Supposed 
Overcharges,” on pages 184, 970 and 1038 of the Jan. 19, 1924, 
April 12, 1924 and April 19, 1924 Traffic World, cover the pres- 
ent instance. You will observe that in the case of the G. H. 
& §S. A. vs. Lykes Bros., 294 Fed. 968, the court holds that 
the statute of limitation governing suits on an implied contract 
governs such an action by a carrier. 


INTERLOCKING DIRECTORATES, ETC. 


Amos T. Cole has been authorized to hold the positions of 
treasurer and assistant secretary of the New Orleans, Texas 
& Mexico Railway Company and similar offices with various 
other lines subsidiary thereto. 

William G. Choate has been authorized to hold the position 
of general manager of the New Orleans, Texas & Mexico Rail- 
oe Company in addition to other positions with, subsidiary 
lines. 

J. Samuel Pyeatt has been authorized to hold the positions 
of president, director and member of executive committee of 
the New Orleans, Texas & Mexico Railway Company and vari- 
ous other lines. 

Harry A. Jordan has been permitted to hold the positions 
.of traffic manager of the Louisville & Wadley Railroad Com- 
pany and Sylvania Central Railway Company and director and 
traffic manager of the Wadley Southern Railway Company. 

D. Parker Pace “has been authorized to hold the position 
of industrial land and tax commissioner with the New Orleans, 
ay & Mexico Railway Company and its various subsidiary 

nes. 

Robert H. Kelley has been authorized to hold the position 
of general attorney of the Houston & Brazos Valley Railway 
Company in addition to positions previously authorized. 

Cyrus W. Strain has been authorized to hold the position 
of general passenger agent with the New Orleans, Texas & 
Mexico Railway Company and its various subsidiary lines, 

Carlos S. Kirkpatrick has been authorized to hold the office 
of chief engineer of the New Orleans, Texas & Mexico Railway 
Company and various other lines connected therewith. 

Martin Eckert has been authorized to hold the positions 
of auditor and director with the New Orleans, Texas & Mexico 
Railway Company and its various subsidiaries. 

Jack A. Brown has been authorized to hold the position 
eof general freight agent with the New Orleans, Texas & Mexico 
Railway Company and subsidiary lines. 

Joseph E. Anderson has been authorized to hold the offices 
of director, assistant to president and purchasing agent. with 
the New Orleans, Texas & Mexico Railway Company and its 
various subsidiary lines. 

Frank Andrews has been authorized to hold the positions 
of director and general counsel of the Houston & Brazos Valley 
Railway Company in addition to other positions previously au- 
thorized. 

Thomas M. Pierce has been authorized to hold the positions 
of vice-president and general counsel of the Terminal Railroad 
Associaton of St. Louis, director and vice-president of the St. 
Louis Bridge Company and Tunnel Railroad of St. Louis, and 


various other positions with the numerous St. Louis terminal 
lines. 





Palmer Bradley, Robert F, Campbell, William L. Cook, 
Edmund J. Fountain, Jr., Melvin E. Kurth, John G. Logue, John 
A. Mobley, Jesse R. Stone, Sam Streetman and Sellers J. Thomas 
have each been authorized to hold, individually and as member 
of the firm of Andrews, Streetman, Logue & Mobley, a director. 
ship and/or any other office or offices with the New Orleans, 
Texas & Mexico Railway Company and various other lines ip 
addition to positions previously authorized. 

James R. Bell has been authorized to hold the positions of 
commerce and valuation counsel and general attorney with the 
Southern Pacific Company and its numerous subsidiary lines, 


TELEPHONE OPERATING RESULTS 


Operating income in March of seventy-two telephnoe com. 
panies having annual operating revenues in excess of $250,000 
annually amounted to $11,984,211, a decrease of $739,344, or 53 
per cent, as compared with March, 1923, and $34,668,984 in the 
three months ended with March, a decrease of $1,498,884, or 41 
per cent, as compared with the same period of 1923, according 
to statistics made public by the Commission. 

Telephone operating revenues amounted to $57,030,938 in 
Match, an increase of $2,967,490, or 5.5 per cent, over March, 
1923, and $168,909,836 for the three months ended with March, 
an increase of $11,390,335, or 7.2 per cent, as compared with 
the same period of 1923. 

Telephone operating expenses amounted to $40,213,813 in 
March, an increase of $3,430,125, or 9.3 per cent, over March, 
1923, and $119,865,409 for the three months, an increase of 
$12,116,350, or 11.2 per cent, over the same period of 1923. 

The percentage of ratio of expenses to revenues was 70.51 in 
March, as compared with 68.04 in March, 1923, and 70.96 for 
the three months, as compared with 68.40 for the same period 
of 1923. 

The number of company stations in service at the end of 
March was 11,609,924, an increase of 855,218, or 8 per cent, over 
the number at the end of March, 1923. 


RATES ON MINE TIMBERS 


* Testimony as to the paying and bearing of freight charges 
was entered by the complainant in the hearing of Docket 15702, 
the Egyptian Tie & Timber Company against the Missouri 
Pacific et al., before Examiner Pyne, at Chicago, June 3. 

B. K. Leach, for the complainant, said that on certain 
shipments of mine timbers, ties and props, moving from Mis- 
souri points of origin before February 20, 1922, the Egyptian 
Tie & Timber Company sold their product f. o. b., and that 
the mine operators deducted the freight charges from amounts 
paid the complainant. 

C. B. Cardy, counsel for the complainant, said that he was 
willing to have the informal docket in the case stand as far 
as other testimony was concerned. The carriers, after a brief 


cross-examination, announced there would be no defendant's 
testimony. 


RATES ON CONTRACTORS’ OUTFITS 
Interpretation of a tariff item was mainly involved in the 
testimony given in Docket 15685, Dolese Brothers & Compat! 
against the Rock Island, heard by Examiner Pyne at Chicag0, 
June 3. 


After W. M. Blum, for the complainant, had testified a8 


to the paying and bearing of freight charges by Dolese Brothers, ° 


W. F. Coyne, traffic counsel, took the stand and explained that 
six carloads of contractors’ outfits, moving between Buffalo, 1a, 
and Apache and Richard’s Spur, Okla., had moved on class A 
rates, although the complainant thought that an 84%4-cent coll 
modity rate should apply. ; 

He said that item 6000 in I. C. C. 1448 covered the ship- 
ments, according to his contention. There was, he explained, 
a note -to the item which named a number of different outfits 
but that he did not interpret the note, which pertained to & 
ceptions to item, so as to read that the full class A rate applied. 

The defendant’s witness, A. R. Worrey of the departmen! 
handling informal complaints, testified as to the history of cs 
rate. He said that rates on the sort of freight involved he 
grew up in Texas and other states adjacent to Oklahoma. a 
rate in-the territory involved was based on the earlier forme 
seale, and when certain commodity rates were allowed zo 
Texas, they were also published for Oklahoma. All of = 
commodity rates, he said, had been abolished except the - 
in question, and he believed it too should be done away é c 
In any event, he contended, the note to item 6000 in I ; “a 
1448, applied to contractors’ outfits as well as to graders - 
others. 


You may either write or wire our Washington - 
for information concerning matters in any departmet 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Do you know this new train, leaving 
Pennsylvania Station, New York, at 11:50 
A. M., Reading Terminal, Philadelphia, 
12:40 P. M., and arriving in Chicago 
(Dearborn Station), 2:50 P. M. the next 
day, provides ample leeway for those 
making connections for the West? It offers 
a daylight trip over the attractive scenic 
route of the Lehigh Valley and affords 
excellent service also to Ithaca, Roches- 
ter, ‘Buffalo, Niagara Falls, Port 
Huron, Flint, Lansing, Battle Creek 
and South Bend. 


Returning, new train, The New Yorker, 
leaves Chicago (Dearborn Station) 12:45 
Noon, arriving Pennsylvania Station, 
New York, 5:45 P. M., Reading Termi- 
nal, Philadelphia, 5:03 P. M. 


Standard Time 


Nearest Lehigh Valley representative will 
be glad to attend to your travel needs. 





Lehigh Valley Railroad 


©TheRoute of The Black Diamond 
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Docket of the Commission 





Note. 
having been added since the last issue of The 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


items In the Docket marked with an asterisk (* 


are new, 
Traffic World. 


Cancei- 


June 9—Washington, D. C.—Examiner Davis: 

* Finance No. 35—In the matter of the guelioste of the Bell 
Telephone Company of Pennsylvania and Petroleum Telephone 
Company for a certificate that the proposed acquisition of the_ 
former company of certain property of the latter company will 
be of advantage to the persons to whom service is to be rendered 
and in the public interest. 

June 9—Chicago, Ill.—Examiner Pyne: 

i. and §S. No. 2116—Cheese from Wisconsin and defined territories 
to Arkansas, Louisiana, Oklahoma and Texas. 
15880—Armour and Company, et al. vs. Abilene & Southern Ry. et al. 
June 9—Kansas City, Mo.—Examiner Seal: 
1. and S. No. 2118—Cement, Oklahoma and Kansas to Texas. 


June 9—Washington, D. C.,—Examiner Sweet: 
13345—In the matter of divisions of joint rates, fares and charges 
on traffic interchanged between the Missouri & North Arkansas 
Railroad Company and its connections. 
June 10—Portland, Ore.—Examiner Weaver: : 
15438—Northwestern Live Stock Shippers’ Traffic League vs. Butte, 
Anacona & Pacific Ry. et al. 
dune 10—New York, N. Y.—Examiner Gerry: 
11756—Bangor & Aroostook R. R. Co. et al. vs. Aberdeen & Rock- 
fish R, R. Co. et al. (Further hearing in re complainants cross 
petition; petition of carriers in western district; and petition of 
earriers in southern group). ‘ 

June 11—Austin, Tex.—Railroad Commission of Texas: 

* Finance No. 3510—In the matter of the application of the Rio 
Grande City Railway Company for a certificate of public con- 
vere and necessity authorizing it to construct a line of rail- 
road, 

June 11—Argument at Washington, D. C.: ° 

aa erent Oil & Gas Company vs. Director General, L. & N. 
. R. et al. 
11189—Pacific Portland Cement Company, Cons. vs. Director Gen- 
eral, and Southern Pacific. 
11301—Union Bag and Paper Corporation vs. Director General. 


June 12—Los Angeles, Cal.—Examiner Eshelman: 
* Finance No, 3118—Operation of lines by Minarets & Western Ry. 


June 12—Chicago, Ill._—Examiner Payne: 

* 1. and S. No. 2140—Loading and unloading carload freight at points 
in Trunk Line and C. F. A, territories. 

* 1. and S. No. 2140 (first supplemental order)—Loading and unload- 
ing carload freight at points in Trunk Line and C. F. A. terri- 
ories. 


June 12—Washington, D, C.—Examiner Davis: 

* Finance No. 4010—in the matter of the application of the Atchison, 
Topeka & Santa Fe Railway Company for authority to acquire 
control, by purchase of capital stock of the line of the California 
Southern Railroad Company. 

June 12—Washington, D. C.—Examiner Carter: 

* 1. and S. No. 2130—Pulpwood from Washington, D. C., to Tyrone- 
Lock Haven, Pa., group points. 

June 13—Portland, Ore.—Examiner Weaver: 

1. and S. No. 2115—Lumber from Northwest to Arona, Pa. 
June 13—New York, N. Y.—Examiner Gerry: 
11756—Bangor & Aroostook R. R. Co. et al. vs. Aberdeen & Rock- 
on) R. R. Co. et al. (Further hearing in re petition of D. & H. 
0.). 
dune 13—Argument at Washington, D. C.: 
9702—Memphis-Southwestern Investigation—(In re petition of Ar- 
kansas R. R. Commission on question of rates on frults and vege- 
tables other than potatoes). 
ee State Chamber of Commerce vs. A. T. & S. F. Ry. 
et al. 
June 13—Des Moines, Ia.—Examiner Disque: 
> —— of R. R. Commissioners of Iowa vs. C. R. R. of 
. J. et al, 

June 14—Washington, D. C.—Examiner Davis. 

* Finance No. 4054—In the matter of the joint application of the 
Southern New England Telephone Company and East Haven 
Telephone & Electric Company for a certificate that the proposed 
acquisition by the former of the properties of the latter, etc., 
will be of advantage and in the public interest. 

* Finance No. 4058—In the matter of the joint application of the 
LaFayette County Telephone Company and the Wisconsin Tele- 
phone Company for a certificate that the proposed acquisition 
of a controlling amount of the capital stock of the former com- 

ny by the latter company will be of advantage and in the pub- 
ic interest. 

June 14—Washington, D. C.—Examiner Gaddess: 

* |. and S, No. 2096 (and first supplemental order)—Routing from 
Texas to Eastern and New England territories. 

June 14—Argument at Washington, D. C.: 

15149—-New England Drawn Steel Company vs. Director General, 


B. . R,. et 
15224—-Union Smelting & Refining Company, Inc., et al. vs. C. R. R. 
of N. J. et al. 
June 16—Washington, D. C.—Examiner Gaddess: 
* 1. and S. No, 2135—Boots and shoes from various New York points 
to Trunk Line and New England territories. 
June 16—Washington, D. C.—Examiner Haley: 
Finance No. 3686—Excess income of the Cornwall Railroad Com- 
pany. 
June 16—Walla Walla, Wash.—Examiner Weaver: 
15789—-The Walla Walla County Farm Bureau et al. vs. Northern 
Pacific Ry. et al. 
— Pa ng cas ee Carter: 
. an . No. ege eo etween points in T k - 
ritory and to points in C. F. A. territory. renk Dine mf 


* 12663—Midland Linseed Products Company vs. 
West Shore R. R., et al. 
* 1. and S. No. 1619—Linseed oil from Edgewater (Undercliff), x J 
to C. F. A. points. . ae 
June 16—Argument at Washington, D. C.: 
12478—Allowances of mileage for Mississippi River Crossings, ; 
ries Chamber of Commerce vs, Natchez & Southern Ry 
~ ; 


June as Worth, Tex.—Commissioner Cox and Examiner Bard. 
well: 


Director- General, 


15738—Acme Brick Company et al. vs. Abilene & Southe 
So Brick Mfgrs. Association vs. Abilene & Southern 
al. 
15628—Kansas Gas Belt Brick Mfgrs. Associati " 
8° the ~~ et al. es on vs. Abilene @ 
—Acme ompany et al. vs. Abilene & South 
(Joint hearing with State Commission of Kansas, Missouri, Ox 
homa, Arkansas, and Texas.) 
14617—Acme Brick Company et al. vs. A. & M. R. R. et al. (In 
connection with Docket No. 15467, et al.). 
June 17—Argument at Washington, D. C.: 
12798—Galveston Commercial Association vs. G. H. & S. A. Ry. et al, 
(Relative to—Absorption of terminal charges to shipside at Gal- 
veston and New Orleans; and, relationship of line haul rates to 
Galveston and New Orleans). : 
June 18—Washington, D. C.—Examiner Keeler: 
* 1. and S. No. 2101—Handling charges on cement, fertilizers and salt 
at South Atlantic and Gulf ports. 
* 1. and S. No. 2141—Definition of the term “handling’’ at Virginia, 
South Atlantic and Gulf ports. 
June 18—New York City, N. Y.—Jointly before Public Service Com- 
mission of New York and Interstate Commerce Commission: 
i. and &. No. 1933—Commutation fares between points on the N. 
Y. N. H. & H. R. R. (further hearing). 
June 18—Little Rock, Ark.—Examiner Trezise: 
‘I. and S. No, 2119—Woven wire cloth from defined territories to 
Arkansas. 
June 18—Argument at Washington, D. C.: 
13831—Peerless White Lime Company et al. vs. C. & E. I. Ry. et al. 
mone sy hd 1)—Parkersburg Rig & Reel Co. vs. C. R. 1 
. Ry. e 
eS ee Rig & Reel Co. vs. Director General, B. & 0. 
. R, et al. 
13506—Parkersburg Rig & Reel Co. vs. St. L.-S. F. Ry. et al. 
13537—-Parkersburg Rig & Reel Co. vs. C. M. & St. P. Ry. et al. 


June 18—Oklahoma City, Okla.—Commissioner Cox and Examiner 


Bardwell: 
15738—Acme Brick Company et al. vs. Abilene & Southern et al. 
15692—Oklahoma Brick Mfegrs. Association vs. Abilene & Souther 


et al. 

15628—Kansas Gas Belt Brick Mfgrs. Association vs. Abilene & 
Southern et. al. 

15467—Acme Brick Company et al. vs. Abilene & Southern et al. 
(Joint hearing with State Commissions of Kansas,<Missouri, Okla- 
homa, Arkansas, and Texas. 

14617—Acme Brick Company et al. vs. A. & M. R. R. et al. (In con- 
nection with Docket No. 15467, et al.). 

June 19—Los Angeles, Cal.—Examiner Eschelman: 

* Finance No. 3556—In the matter of the application of Southern Pa- 
cific Company and its lessor, Southern Pacific R. R. Co., fora 
certificate of public convenience and necessity authorizing the 
abandonment of lines and the abandonment of the operation of 
main line freight and passenger service over lines of applicants in 
the city of Los Angeles, Cal. 

* Finance No. 3569—In the matter of the application of Southern Pa- 
cific Company, Southern Pacific R. R. Co. and Los Angeles & Salt 
Lake R. R. Co. for certificate of public convenience and necessity 
for the construction of new lines and extension of lines of road 
in the city of Los Angeles, Cal. 

* 14778—City of Los Angeles vs. Los Angeles & Salt Lake R. R. et al. 


June 19—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. In re tentative valuations of the properties ¢ 
Gone, & Florida Railway and Georgia & Florida Termina 
ompany. 
June 19—Argument at Washington, D. C.: 
oe ter Eagle Milling Company et al. vs. Bamberger Electric 


. R. et 
14132—Oakland Chamber of Commerce vs. Southern Pacific et al. 
14408—Pacific Tank & Pipe Company vs. Southern Pacific et al. 
14540 (and Sub Nos. 1 to 4, incl.)—Pacific Guano & Fertilizer Com- 
pany vs. Southern Pacific et al. 


June 20—Washington, D. C.—Examiner Konigsberg: ? 
* |, and S. No. 2127—Iron and steel articles from Philadelphia, Pa. 
to Delaware, Maryland and Virginia. 


HOCH RESOLUTION PASSED 
The Trafic World Washington Bured 


The House, the afternoon of June 6, by a vote of 139 to 8 
passed the Hoch rate revision resolution as reported to the 
House by the committee on interstate and foreign commerce. 
Passage of the resolution by the Senate before adjournment 
was regarded as a certainty. Representatives Huddleston of 
Alabama, Moore of Virginia, and Shallenberger of Nebraska 
spoke against the resolution, but Moore and Shallenberge! 
voted for it. Representatives Hoch and Rayburn spoke for 
the resolution. Shallenberger charged that it was a gesture 
to placate the farmers and Huddleston said if it meant any: 
thing it meant that farm products were to have lower rates 
at the expense of other ndustries. Moore said the investigation 
would take a long time and cost a great deal of money, an 
that the result would amount to nothing. 
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Admiral Or ental L'ne vessels are equ pped w th huge cargo booms which materially 
facilitate loading and unload.ng cargo from either s.de of vessel. 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


PRESIDENT McKINLEY................... June 25 
PRESIDENT JACKSON ..................... July 7 
PRESIDENT JEFFERSON................... July 19 
go ee. July 31 
PRESIDENT MADISON |||... Aug. 12 
Direct Freighter Service 
TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 
i Ea i a pa June 15 
_. 2 _. &és 3S RP aR RGIS July 6 
WHEATLAND MONTANA................... July 27 


Also Regular Sailings Direct to Foochow, Amoy, Swatow, 
Cebu, Iloilo. 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 

Chicago—Merchants Loan & Trust Bldg., 112 W. Adams S8t., Phone 
Randolph 7739 

New York—32 Broadway, Phone Bowling Green 9234. 

Detroit—Dime Bank Building. . 

San Francisco—Robert Dollar Building. 

Los Angeles—429 Pacific Electric Building. 

Portland—101 Third St., Cor. Stark. 

Seattle—409 L. C. Smith Building. 











L. L. BATES, General Freight Agent, Seattle, Wash. 


ADMIRAL ORIENTAL lt 


MANAGING AGENTS 
U.S. SHIPPING BOARD 


TRANS - PACIFIC SERVICE 
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WAREHOUSES his letter refers to a trial car 
sent us by MacFadden. Car 
nae be D E ts AT U R reached us morning of April 
I a L I N O I S 23d. All distribution made and 
(Parke & Son Company) Bills of Lading forwarded by 
registered mail before close of 
business same day. Shipper 
_apparently considered service 
unusual;-but-we_handle busi- 
ness from all our customers- 
in this same manner. 


CHICAGO ® 





“€) Within the white area Decatur, 
Illinois, delivers L. C. L. freight at 
less cost than either Chicago or 
St. Louis. 
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ROUTE YOUR FREIGHT ; 


FOR 


REGULAR DEPENDABLE SERVICE 


ViA THE 


SOO LINE 


BETWEEN 


il ALL POINTS w tHe EAST anv SOUTH 


AND 


ae NORTHWEST, WESTERN CANADA 
li NORTH PACIFIC COAST 
ih 











I} (Te avold delay, shipments for Canadian destinations must be acoompanied by SHIPPERS’ EXPORT DECLARATION es IN bine gt gohan 
This document must be delivered railroad agent at initial point with the shipment and aceompany same to Canadian port of entry. 








Boston, Mass., 40 Central St. AGENCIES Pittsburgh, Pine O60 Bete Be. 
Buffale, N. Y., 409-410 Irequois % Les Angeles, Cal., 605 Se. Soriag Mt. Portland, Ore., 55 Third St. 
Chicage, Iil., 707 Mer. Loan & Trust ; Memphis, Tenn., Porter Bl St. Leuis, Me., 2050 Railway Exch. Bldg. 
940 Rookery Bldg. Milwaukee, Wis., 68 W a St. St. Paul, Minm., 1112 Menchants National 

Chippewa Falls, Wis. . Majestic Bldg. Bank Bl 
Cincinnati, 0., 409 Traction Bldg. Minneapolis, Minz., Soo Line Bidg., Sth St. San Francisce, Cal., 675 Market St. 
Cleveland, O., 1040 Prospect Ave. and Marquette Ave. Sout, Ste, Sects, Hae. 

it, Mich., $11 Free Press Bldg. ommal te. Seattle, Wash., 608 2nd A 

th, Minn., 820 West Superior 8t. York, N. Y., Woolworth Bidg. Spokane, Wash, 1006 Old Nat'l Bank Bids. 
Grand Rapids, Mich., 414 Linguist Bldg. a Neb., 1088 W. O. W. Bids. Superior, Wis. 
Indianapolis, Ind., 622 Merch. Bank Bldg. P hiladelphia, Pa., Cross Bidg., Locust St. at Waukesha, Wis. 
Kansas City, Mon. 738 788 Railway Ex. Bldg. 15th. Winnipeg, Man., 608-604 Lombard Blég. 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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O all the West’s wild, wonderful vaca- 

tionland goes the Burlington. Let it 
take you this summer to the Playland of 
America—the Rockies. 


Visit Colorado with its scores of fascinat- 
ing vacation spots. Take the famous Grand 
Circle Tour from Denver—236 thrilling 
milesof mountain scenery. Stopoffat lovely 
Rocky Mountain National-Estes Park— 
a wild, vast symphony of mountain beauty. 


Follow the spectacular East Slope of the 
Continental Divide north. Take the tour 
of Yellowstone National Park, including 
the thrilling 90-mile ride over the Cody 
Road. And still farther north —Glacier Na- 
tional Park with its breathtaking grandeur. 
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All this the Burlington offers you on one 
wonderful “great circle” tour. Go one way 
and return another; visit as many places 
as you desire; remain as long as you please. 


Go on to the Pacific Northwest with its 
wonder cities—Seattle, Portland, Spokane, 
Tacoma, with its scenic attractions—Rai- 
nier National Park, Crater Lake National 
Park, the Columbia River Highway, the 
Spokane Lake Region and scores more. 


The Burlington takes you “everywhere 
West” —and always in perfect travel com- 
fort. It provides a service that anticipates 
your every travel wish. 


Special Summer Tourist Fares 


Write for rate quotations, information and interesting 
booklets showing where to go and what to see 


547 West Jackson Boulevard 


Chicago, Ill. 
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This great railroad, whose construction 
was started in the days of the Civil 
War, was built to meet the necessity, 
recognized by Lincoln and other states- 
men, of holding the Union together, 
uniting the East and the West in com- 
mon national brotherhood and meeting 
the commercial needs of the rapidly 
growing nation. Therefore, its appro- 
priate name. 


It is a name that has won deserved 
distinction. It has back of it over 50 
years of progressive railroading. It 
stands for a railroad maintained at the 
highest standard of physical excellence 
and second to none in the safe and 
prompt handling of passengers and 
freight. 


Traffic Agencies 


Complete information regarding passenger and freight service 
cheerfully furnished by any Union Pacific representative. 
Offices are maintained at principal cities throughout the country. 


ATLANTA, GA 49 N. Forsyth St. KANSAS CITY, MO 805 Walnut St. REDLANDS, CAL 

BIRMINGHAM, ALA. ....1st Ave. & 20th St. LINCOLN, NBEB..............- 204 N. 11th St. RENO, NEVADA....Second and Center Sts. 
BOISE, IDAHO 8th & Bannock Sts. LONG BEACH, CAL., ...120 W. Ocean Blvd. 4 

BOSTON, MASS......... 294 Washington St. LOS ANGELES, CAL...... .221 S. Broadway SACRAMENTO, CAL 

BUTTE, MONT e % MILWAUKEE, WIS....... 221 Grand Ave. SAN PEDRO, CAL 521 Beacon St. 
CHEYENNE, WYO........ 1605 Central Ave. MINNEAPOLIS, MINN... ...125 S. Third St. SALT LAKE CITY, UTAH.... 10 S. Main St. 
CHICAGO, ILL. 58 E. Washington St. NEW ORLEANS, LA.....226 Carondelet St. SAN DIEGO, CAL......... 4th and Plaza Sts. 
CINGIROIUATSE, Oa cciscccce ccce 4th & Vine Sts. NEW YORK, N.Y. .......... 280 Broadway SAN FRANCISCO, CAL....... 673 Market St. 
CLEVELAND, O..... Euclid Ave. & E.9th St. 433 Fourteenth St. SEATTLE, WASH 1405 Fourth Ave 


COUNCIL BLUFFS,IA 37 Pearl St. SIOUX CITY, IOWA, 520 Nebraska St. 
DALLAS, TEX Commerce & Akard Sts OGDEN, UTAH SPOKANE, WASH 727 Sprague Ave. 


DENVER, COLO 601 Seventeenth St. PASADENA, CAL........403 E. Colorado St. ST. JOSEPH, MO., Frederick Ave. & Felix St. 
DES MOINES, IA 6th & Locust Sts. PHILADELPHIA, PA.....15th & Market Sts. rs BAPE, TIDY ceive cs ccccvececne 611 Olive St. 
DETROIT, MICH....127 Lafayctte Bivd., W. PITTSBURGH, PA. Smithfield St. & 6th Ave. TACOMA, WASH 106 S. Tenth St. 
FRESNO, CAL., Tulare St, & Van Ness Ave. PORTLAND, ORE Pittock Block TORONTO, ONT 69 Yonge St. 


W. H. MURRAY, General Passenger Agent, Omaha, Nebraska C, J. LANE, General Freight Agent, Omaha, Nebraska 

D. S. SPENCER, General Pass. Agent, Salt Lake City, Utah J. A. REEVES, General Freight Agent, Salt Lake City, Utah 
WM. McMURRAY, Gen’l Passenger Agent, Portland, Oregon H. E. LOUNSBURY, General Freight Agent, Portland, Oregon, 
T. C, PECK, Gen’l Passenger Agent, Los Angeles, California W. F. LINCOLN, General Freight Agent, Los Angeles, Cal. 
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Where to reach them 


ON NEGATIVE METHODS 


A sign at a busy road-crossing—somewhere in New Jersey—until re- 


cently read: 
to 1 
| Do NOT TURN TO THE LEFT—| ing 
AES SE ae Os EE ee ee ee mis 


The arrow pointed to the right this 


Some constructive soul has changed this sign to read: anc 


tio 
TURN — RIGHT oe . 


These signboards illustrate the difference between the negative and the 
ositive method. One uses six words to inform us what not to do, leav- pb 
ing us to infer what we should do. The other tells us plainly in two : 
words exactly what to do. 
When your problems require constructive treatment 


See the SOUTHERN PACIFIC 
&) Address, “General Agent, Southern Pacific Lines.” &) 


—The Postman Knows Him. 


“© 8) bs Sas. Pie Oi oe Ie 









